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the Railroad Administration there has _ been 
launched one of the greatest experi- 
ments ever tried in the history of Amer- 
ican railroading. With the order came 
the statement, “This is the first time 
that any real forward step has been 
taken looking to the wide standardization of locomotive en- 
_gines.” It is evident that whoever prepared this statement 
intended to convey the impression that from now on, while 
the railroads are under the control of the government, none 
but standard locomotives are to be ordered. This is con- 
trary to the statement issued by the Railroad Administration 
a short time ago that railways having peculiar conditions 
would be allowed to order suitable engines. It is evident 
there is still some misunderstanding on this extremely im- 
portant subject. Doubtless the policy to be followed and 
the reasons for it will be clearly defined later on. It would 
seem at present, however, that the purpose is to restrict the 
railways just as far as possible to the purchase of the stand- 
ardized locomotives, regardless of important differences of 
operative conditions. In other words, those in favor of an 
extreme policy of standardization seem to have prevailed. 
This is highly regrettable. Undoubtedly there should be a 
reduction in the number of classes of locomotives in use on 
our railways, but the disadvantages of an unnecessary multi- 
plication of classes have been far less than would be the 
disadvantages of too stringent limitation of the number of 
classes. The number of different conditions under which 
locomotives must be operated is very great; and the most 
economical and efficient operation of the railways as a whole 
never could have been and never can be obtained without the 
use of enough classes of locomotives to meet all conditions. 
Fortunately there is some reason for hoping that a continu- 
ance of full and frank discussion of the subject will ulti- 
‘ mately cause those in authority to recognize the fact that it is 
easier and more practical to adapt the locomotive to the 
operating conditions than to adjust the operating conditions 
to the locomotive. 


tives for 


An Extreme 
Program of 
Standardization 


Are those who are responsible for placing the orders for the 
government’s standard locomotives more interested in firmly 
establishing the standard locomotives 


Standardization han they are in obtaining the new 
and Speed in ° locomotives as fast as possible? The 
Production manner in which the orders for the 


1,025 standard locomotives were placed 
last week would seem to indicate that they are. The dis- 
tribution of the orders was first arranged so that both the 
American Locomotive Company and the Baldwin Locomotive 
Works would have as large a number of one class to build 
as possible, with the exception of the 400 light Mikados, 
which were split equally—200 locomotives to each company. 
The manner in which the order was finally placed divided 
the number required of each class between both builders. 
The table shows an outline of both plans of distribution. 
The final plan gives the American orders for units of 
3, 5, 10, 10, 15, 20, 25, 30, 70, 75, 75 and 217 locomotives, 
and Baldwin orders for units of 2, 10, 10, 15, 15, 15, 20, 
20, 20, 30, 75 and 183 locomotives, where the first arrange- 
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With the placing of orders for the 1,025 standard locomo- 


1153 









Tove 


ment permitted the orders to be placed in units of 
50, 100, 150 and 200 for the American, and 5, 20, 
150 and 200 for Baldwin. 
to make patterns, dies, jigs, etc., for each of the twelve 
standard types, whereas the first arrangement required the 
American to build six designs and Baldwin seven. The 
former arrangement would have made it possible to turn 
out the present order more quickly while the present ar- 


am, 3, 
50, 35, 
Now each builder will be obliged 


First Distribution Final Distribution 

Types American Baldwin American Baldwin 
PRERGGS CORE) veccccccesscccsss 200 200 217 183 
WAIREOG: AWGOVY)! cisieicckcvesvcs. 100 70 30 
ee ae st «x a0 75 75 
ee ae no 4 35 ie 25 10 
PRS Cee) sine scien cacsee’ 30 15 15 
pO Se) ere 2 see 5 15 
PACE MUMMY 4 ccccencccsntes ss ae 30 10 20 
Peete CHEETI) cseicicisscine 0 10 10 
Mountain (ight) .....:....++. 35 20 15 
Mountain (heavy) ............ 5 3 2 
Switcher (0-6-0) .......... ) pan 30 20 
switcher (0-8-0) ccisccccccccvcess ; ; 150 75 75 


rangement would make it possible to turn out a future 
order of the standard engines more quickly; and this prob- 
ably explains the arrangement adopted. Meantime, fortu- 
nately the builders still have yet to build almost two thou- 
sand locomotives, orders for which were placed by indi- 
vidual railways last year. Since January first the eastern 
lines have received 704 new locomotives, including 62 which 
were built for the western lines, 23 which were built for 
the southern lines, 122 which were built to be sent to France, 
and 125 which were built for Russia. The southern lines 
have received 98, including 13 which were built to be sent 
to France and 60 built for Russia. The western lines have 
received 53. This makes a total received this year of 855. 
Additional engines to be received on orders that were placed 
before January first includes 1,013 for eastern lines, 834 
for western lines and 146 for southern lines, a total of 
1,993. This number, together with the 1,025 standard loco- 
motives which have just been ordered, makes a total of 
3,018 locomotives now on order for the railways of the 
United States. 


Can Local Lines Take Over 
Work of Off-Line Agencies? 


HE RECENT PROTEST of the Illinois Manufacturers’ Asso- 

ciation against the discontinuance of off-line traffic offices 
is representative of the attitude of a large proportion of 
American shippers and focuses attention upon one of the 
most radical changes so far made by the Railroad Admin- 
istration. It is the contention of the shippers that while 
solicitation is now superfluous because of the absence of 
competition, the informative services performed by the off- 
line representative are still necessary. These duties included 
the quoting of domestic and foreign rates, the filing of pass- 
ing reports on the carload shipments of patrons, thereby 
facilitating the tracing of delayed cars, supervision over 


package car service and the prompt tracing of delayed mer- 
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chandise, the adjustment of claims, the handling of foreign 
freight matters, including bookings and clearances, the recon- 
signment of carload freight and the diversion of delayed or 
embargoed freight to connections. While shippers admit 
that the performance of this work does not require the main- 
tenance of separate off-line offices, they contend that local 
lines will be unable to discharge this function satisfactorily 
and that the proper solution of the problem is the establish- 
ment of a joint off-line office in each important city. Sup- 
porters of the action of the Railroad Administration main- 
tain that local lines will be able to perform this informative 
work satisfactorily if shippers assume a reasonable and 
co-operative attitude toward them. 

In the past the keen competition between roads has put 
a premium on service to the shipper with the result that 
traffic representatives have exerted themselves to get into 
the good graces of their patrons. This condition, supporters 
of the Railroad Administration say, led to the rendering of 
many services which were unnecessary and unreasonable, but 
which the shipper has come to consider properly due him. 
Having grown accustomed to being sued for his favor by 
railway solicitors, it is naturally difficult for the shipper to 
adjust himself to a new situation in which traffic is not 
sought after. It is unfortunate that the discontinuance of 
off-line agencies will prove a hardship on many traffic repre- 
sentatives who have spent years in solicitation work and will 
have some difficulty in adapting themselves to different 
positions. Every effort, however, is being made to provide 
new places for these men in other kinds of railway work. It 
is also to be regretted that the off-line agencies were abolished 
before adequate means were provided for furnishing to ship- 
pers, not the same service as before, but the service to which 
they are entitled. However, since the powers that be be- 
lieve that the offices of local lines can take over the work of 
off-line agencies, this new plan should be given a fair trial 
before passing final judgment upon it. 


The Problem of the Contractor 


deren MOST OF THE MORE IMPORTANT construction con- 
tracts which have been let by the roads during the 
last year have been on the basis of cost plus a percentage, 
or cost plus a fixed sum, a considerable amount of work un- 
der contracts awarded on a unit price basis, before our 
entrance into the war, is still uncompleted. The railroad 
contractor who is working under such an agreement at the 
present time, is in a dilemma. Almost every factor entering 
into the cost of his work has risen; labor rates are much 
higher than 15 or 18 months ago, and even then it is prac- 
tically impossible to maintain sufficient forces to enable the 
work to be pushed to the best advantage and maximum 
economy; materials and supplies have risen in price, while 
delays in deliveries result in further disorganization and 
increased cost. Therefore unless the roads come to the 
relief of these contractors, they are confronted with the op- 
tion of completing the work at a large loss, or of abandon- 
ing it and forfeiting their bonds. 

The conditions giving rise to this situation are beyond 
the control of the contractor or the road. In many instances 
materials arranged for in adequate time have been taken 
by the government and in other cases working conditions 
have been so disarranged directly or indirectly by govern- 
ment work that forces have become demoralized. In gen- 
eral the engineers of the roads have realized the serious- 
ness of the situation and have taken steps to reimburse 
the contractor for the actual and necessary increases in 
costs. This action has not been universal, however, and in 
instances where it has not been done hardship has re- 
sulted. 
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This situation is not confined to the roads, but is preva- 
lent in all construction work. One notable illustration is 
the new subway system in New York, where the contractors 
are working under such adverse conditions that an attempt 
is now being made to secure relief for them through special 
legislation authorizing the Public Service Commission, 
which made the original contracts, to make proper and 
equitable adjustments. 

The object of any contract is to provide for the building 
of a facility to the satisfaction of the road and at the mini- 
mum cost, consistent with the earning of a fair and reason- 
able profit by the contractor. Any return less than that, 
particularly if brought about by conditions which were un- 
avoidable and which neither party anticipated when the con- 
tract was signed, is certain to result in mutual dissatisfac- 
tion. ‘The most unsatisfactory and expensive contractor on 
a road is one who is losing money and who is therefore 
looking for every opportunity to reduce the cost, frequently 
at the expense of the finished work. Under present condi- 
tions the roads should, in all fairness to contractors working 
on pre-war contracts, consider carefully the terms of the 
contracts to ascertain if justice is being done and if not to 
take such steps as will insure fair treatment for them. 


The Co-Ordination of Terminals 


HE DIVERSION OF BALTIMORE & OHIO passenger trains 

from the terminal of the Central Railroad of New Jer- 
sey on the west shore of the Hudson River at Jersey City 
into the Pennsylvania terminal on Manhattan Island a 
week ago last Sunday is the most radical step which the 
Railroad Administration has yet taken to unify the operation 
of terminals. The unification of terminals has been 2 
much-favored topic among the city planning enthusiasts in 
a number of cities, notably Chicago, for many years. On 
the surface the idea has much to commend it. However, the 
deeper one studies into the practical phases of the subject 
the more does he realize the difficulties which exist. 

When the government assumed control of the roads the 
popular idea was that the administration would be able to 
save millions of dollars through the common operation of 
terminals and that the delay and congestion would disap- 
pear as if by magic. It is to the credit of the Railroad 
Administration that it has not allowed itself to be stam- 
peded by this clamor at a time when errors would add seri- 
ously to the congestion and that it has proceeded to study 
the subject carefully, availing itself of the services of rail- 
way men conversant with local conditions in the various 
cities. While this method is not as spectacular as some 
enthusiasts desire it is having a more important beneficial 
influence on operating methods. 

Railway men will agree that many improvements in ter- 
minal operation can be effected through unified control, for 
this control of the roads removes many of the barriers to 
the joint operation of terminals inherent in individual man- 
agement. At the same time many of the existing practices 
are the result of legitimate demands for service which still 
exists and which must be met. If the roads were all to be 
wiped out and rebuilt new today there is no question but 
that many of the terminals would be located and built differ- 
ently. However, to consider the operation of terminals on 
this basis at this late day is an idle dream, for the roads are 
now located in certain places and they must be operated as 
they now exist. 

While in some instances it may be practicable to adopt 
as radical methods as the diversion of the Baltimore & Ohio 
trains into the Pennsylvania station at New York, in most 
instances the most immediate results, and those most effective 
in winning the war, can be secured by improving conditions 
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at one point or another, which while perhaps relatively minor 
in themselves, become large in the aggregate. 

It is to be expected that the officers on the individual 
roads are best able to handle terminal operations on their 
own lines. It is when two or more roads come in contact 
with each other in joint operations that the government 
has the greatest opportunity to effect economies by co- 
ordinating efforts. As an instance, the interchange of cars 
has commonly been made at the point and under the condi- 
tions most convenient to the receiving line, frequently re- 
gardless of the expense to the delivering road. Unified con- 
trol now enables this interchange to be made at the place 
and in the manner which will result in the greatest com- 


.mon good to both roads. As another example, the western 


regional director has already taken steps to avoid duplicate 
switching at industries served by two or more roads. While 
measures such as these are not. necessarily original, for 
they have been worked out locally by mutual agreement 
between roads, in many instances they are now being ex- 
tended to more general use. 

It is possible that ultimately roads with modern terminal 
facilities of sufficient capacity may be asked to share 
them with other roads less favorably situated during the 
period of government control in order that the public may 
best be served with the minimum investment. In some in- 
stances this will undoubtedly make necessary the con- 
struction of connections between existing roads and the 
building of other facilities for joint operation. | However, 
the Railroad Administration is proceeding for the present 
along the most practical lines by undertaking first those 
improvements which will yield most direct and the quick- 
est results. 


Is a Labor Monopoly Advisable? 


OVERNMENT CONTROL is already resulting in a number 

of marked changes in the established practices of the 
maintenance of way department, the outcome of which is 
being watched with much concern. Orders have been is- 
sued that the roads shall not purchase rails, but that the 
Central Purchasing Board will take over this work. As a 
result no orders for rails have been placed since January 
1, mills are rolling at less than 30 per cent capacity on un- 
filled orders and many roads have little or no rails on 
hand at the season when their renewal is normally well 
advanced. Likewise, the authority of the roads to pur- 
chase ties has been restricted and most of this work turned 
over to the government so that a shortage for replacement 
purposes exists on many lines. 

The most recent and probably the most radical departure 
is the fixing of maximum rates for track labor and the con- 
solidation of railway and private agencies with the gov- 
ernment bureaus. In an order issued by the western re- 
gional director the maximum rate of 25 cents an hour has 
been fixed for the central and southwestern territories, and 
27'4 cents an hour in the northwestern territory and in 
large terminals. The only exception is that lines now pay- 
ing higher wages in certain localities may continue those 
rates, but shall not extend them. , 

No one will deny that abuses have existed in the labor 
field in times of business activity and competition for men. 
Roads have bid against one another and labor agents have 
encouraged gangs to transfer from one line to another on 
slight pretext, with the result that the cost of the work has 
been iricreased while the total output of labor has been 
reduced rather than enlarged. Nothing seems to demoralize 
the labor market more rapidly than this practice, and 
this promiscuous competition for men should be elimin- 
ated. 
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Many of the labor agencies have also been the source of 
abuses and have exploited the men to their own benefit, 
while playing one road against another. The consolidation 
of these agencies under government control should eliminate 
abuses of this character. The establishment of a fixed rate 
over a wide area prevents the roads from meeting com- 
petition with outside industries at local points, and the 
manufacturer or contractor will now be able to secure all 
the men he desires from.the railway forces, knowing that 
the roads are unable to meet his rates. As a result while 
the rate established may be satisfactory in small, isolated 
communities, it will not be sufficient to enable the roads to 
retain adequate forces in the busy industrial and agricultural 
communities where labor is at a premium. This condition 
will result in many men being attracted from the rail- 
ways into other work. 

The consolidation of private labor agencies under the 
supervision of the government, also possesses disadvantages. 
In spite of the commonly recognized abuses of private labor 
agencies, they have built up systems and acquaintances by 
means of which they have been able to secure men for the 
roads in past years when the government bureaus have been 
unable to do this. In general the roads have secured little 
assistance from state or national labor bureaus in the past. 
With the private labor agencies closed, the advantage of the 
federal agencies will, of course, be increased, but it is doubt- 
ful if bureaus which are engaged in the recruiting of labor 
for all classes of government activities will not allow the 
roads to suffer. 

Furthermore, with the incentive of private gain removed, 
the labor agents working under government control will 
very probably not show the same zeal in securing men for 
railway service that they have in the past. 

There is now an acute shortage of labor and this situa- 
tion will become more serious as the season advances. There 
is, therefore, a wide difference of opinion among railroad 
men regarding the advisability of disarranging existing 
practices so radically, when the main object is to secure an 
adequate supply of labor and when the wage rate, although 
important, is secondary to the importance of completing the 
work. There is a fear that the disadvantages resulting from 
these radical steps may be more serious than the abuses 
which they are designed to correct. Time and a thorough 
test of the plan alone will determine this. 


New York Central 


f kere NEW YORK CENTRAL is in a very different position 

today from what it was three years ago. The merger in 
the latter part of 1914 of the Lake Shore & Michigan South- 
ern and the New York Central & Hudson River was a finan- 
cial readjustment which gave an opportunity for greatly 
strengthening the general credit situation of the New York 
Central Lines by making available directly to the parent com- 
pany the ‘plowed in” earlier surpluses of the Lake Shore. No 
matter how skillful, however, financial readjustments may 
be, the rock bottom foundation on which they.have got to be 
predicated is the earning power of the railway property it- 
self. Even after the merger with the Lake Shore. the New 
York Central’s financial structure was not so impregnable 
that an extravagant or mistaken policy of operation might not 
have seriously weakened it. As a matter of fact, the operat- 
ing results obtained in the last three years have immensely 
strengthened this structure. 

The New York Central came through even the unprece- 
dentedly trying year of 1917 with a fine showing. In the three 
years .since the merger with the Lake Shore, the New York’ 
Central has increased its average train load by over 30 per 
cent and during this time it has held down train-mile ex- 






















penses to an increase rather less proportionally than the in- 
crease in wages and cost of materials. 

In 1917 the New York Central with its 5,685 miles of line, 
of which the main line is a four-track road from New York 
to Chicago, earned $216,268,000, an increase over 1916 of 
$14,682,000. Expenses increased by $23,859,000, but even 
so, the operating ratio was 71 per cent in 1917 as against 
something over 64 per cent in 1916. Taxes increased by 
$2,758,000, “other income” decreased by over $7,000,000 
due to a very much smaller profit on separately operated 
properties and lower dividend declarations of controlled com- 
panies, so that net corporate income available for dividends 
amounted to $25,599,000 in 1917 as against $45,659,000 in 
1916. But even in 1917 the five per cent dividend took less 
than half of the amount available, leaving a surplus of over 
$13,000,000. In 1916 the surplus was $30,693,000. The 
piling up of surpluses in the years 1915, 1916 and 1917 
which could be carried to profit and loss are of an importance 
that it is hard to overestimate. One need only try to figure 
what the 1917 balance sheet would have looked like had the 
company not been able to add more than $46,000,000 to its 
surplus during these three years. The addition of this $46,- 
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LIABILITIES, 
January 1, 1915 December 31, 1917 
Cees: Se nn vce screen edanbanse $249,590,500 $249,849,400 
ME anh wokedectseet eusrehenee ers 703,413,900 729,185,500 
Total capitalization. .....ccesere $953,004,400 $979,034,900 
Capra, TEGIOS: 6. « ia. 0's cat acoe eed c0 $32,805,500 $46,552,700 


Deferred and unadjusted liabilities... 
DUN cd nccccs Vaated ebricchenseue 


33,152,900 
29,405,900 


$1,048,368,700 


57,410,600 
75,803,700 


$1,158,801,900 








The increases in revenue in 1917 as compared with 1916 
were the result of a considerably larger freight movement, 
a much larger passenger business and a somewhat higher 
average ton-mile rate and passenger-mile rate. Freight rev- 
enue amounted to $135,979,000, an increase of $8,113,000. 
The total tonnage of freight carried was 110,238,000 tons, 
an increase of 3,830,000 tons, and the average haul of rev- 
enue freight was 204 miles in 1917 and 201 miles in 1916. 
The average revenue per ton of freight was 6.03 mills in 
1917 and 5.98 mills in 1916. 

Passenger revenue amounted to $49,987,000, an increase 
over the previous year of $4,466,000 and the total number 
of passengers carried was 57,288,000, an increase over 1916 
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000,000 to liabilities is a bookkeeping transaction, but it is 
actually contained in assets. Try to picture the assets’ side 
without this $46,000,000. Below is a condensed comparative 
balance sheet of 1915 and 1917. 











ASSETS. 

January 1, 1915 December 31, 1917 
Road and equipment ........--++.+++ $620,480, 100 $694,619,200 
Improvements on leased property..... 82,942,900 92,132,200 
Miscellaneous physical property...... 6,011,900 8,680,600 
Securities of affiliated companies..... 224,678,800 194,534,900 
Securities of other companies....... 34,312,800 44,429,300 
Total property .....cccccvsece $968,426,500 $1,034,396,200 
Conte SOG oc cvicvecexicerceese 69,161,200 84,827,800 
Deferred and unadjusted assets..... 10,781,000 39,577,900 
$1,048,368,700 $1,158,801,900 


of 1,759,000. Nearly all of this increase, however, in num- 
ber of passengers carried was in commutation passengers. 
Nevertheless the average passenger journey was 44 miles in 
1917 and 42 miles in 1916. In other words, the average of 
the interline journeys and local passenger journeys other than 
commuters’ journeys must have increased very considerably 
so as to offset the larger proportion of commuters’ journeys. 
The average revenue per passenger per mile was 1.96 cents, 
as against 1.934 cents in 1916. 

Notwithstanding an increase of 1,137,000,000 ton-muiles 
handled by the New York Central, the freight train mileage 
decreased by 1,212,000, totaling in 1917 26,620,000. Re- 
ductions in passenger service enabled a saving of 727,000 
passenger train-miles, the total in 1917 being 27,735,000. 
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The average number of passengers per train-mile was 92 in 
1917 as against 82 in 1916. 

The reduction in freight train mileage is really a remark- 
able achievement. The average train load of all freight in 
1917 was 927 tons, an increase of more than 80 tons over 
1916. It is true that there was a decrease in empty car 
mileage, the average number of empty cars per train being 
16.59 in 1917 as against 17.37 in 1916; there was also a 
decrease in the movement of loaded cars per train, the aver- 
age in 1917 being 34.94 and in 1916 35.83. There was a 
notable increase in car loading; the average loading per 
loaded car was 26.54 tons in 1917, as against 23.63 tons in 
1916, an increase of over 12 per cent. ‘There was no great 
increase in the number of heavy locomotives in service during 
the year. Five locomotives were added to freight service and 
15 retired, and none were added to passenger service. The 
increased car loading and reduction in empty car mileage 
materially reduced, of course, the tare weight which had to 
be hauled for each ton of revenue freight. But making al- 
lowance for this, it would still appear that in a year in which 
pressure of business, labor unrest and in some months very 
unfavorable weather conditions, had all tended to demoralize 
railroad operation, the operating management of the New 
York Central succeeded in showing a marked improvement 
even over the banner year 1916. 

Some of the increases in transportation expenses are fairly 
startling when we consider how good the showing is measured 
in business moved and train-miles consumed in moving it. 
The cost of fuel per train locomotive, excluding yard and 
switching locomotives, was $14,482,000, or $5,816,000 more 
than in 1916. This increase in train locomotive fuel alone 
is equal to more than two per cent on the stock of the New 
York Central. Fuel for yard locomotives cost $3,938,000, 
an increase of $1,671,000. Train enginemen’s wages 
amounted to $7,363,000, an increase of $1,064,000, and 
trainmen’s wages amounted to $8,617,000, an increase of 
$1,198,000. There was a heavy increase in loss and damage 
to freight, the total amcunt paid on this account in 1917 
being $2,920,000, or $1,087,000 more than was paid in 1916. 

There was spent on maintenance of way and structures 
$20,704,000 in 1917, an increase of $1,739,000 over 1916. 
Apparently this increase does not by any means represent 
the difference in cost of the same standard of maintenance 
in 1917 and 1916. For instance, whereas there was a charge 
of $615,000 for rails (a comparatively small charge) made 
in 1916, there was a credit taken of almost the same amount 
for rails in 1917, making a total difference in this account 
as between the two years of $1,240,000. It may be presumed 
that inability to get deliveries of rails was a factor in cessa- 
tion of the rail relaying program. Maintenance of equip- 
ment cost $38,447,000, an increase of $2,451,000. Much 
larger expenditures for repairs to locomotives, freight cars 
and passenger cars was offset in part by large decreases in 
the amount charged for retirements. In other words, in 
1916, with the very large net earnings available, the New 
York Central found it expedient to retire an extraordinarily 
large amount of equipment and to charge the difference be- 
tween accrued depreciation plus scrap value and original cost 
to retirements. In 1917 charges for retirements were com- 
paratively small. 

The following table shows the ratio of each class of operat- 
ing expenses to total operating revenues: 


1917 1916 

Maintenance of way and structures............e0.- 9.57 9.41 
Maintenance of equipment 17.85 
Se RPE UTI U TLE er er eee 1.44 
Transportation expenses 32.22 
Miscellaneous operations 1.29 
See ee en TPE ree ee 2.15 
MD ae aGew hi ccaedsaveek es sack nagen meee ben 64.36 





In 1916 the New York Central had planned to issue and 
sell at par to stockholders $25,000,000 stock, but market 
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conditions were such that the offer was withdrawn. The 
market price of New York Central dropped below par. The 
company, however, issued $20,000,000 4% per cent refund- 
ing and improvement mortgage bonds, which were deposited 
as collateral for $15,000,000 two-year five per cent notes, 
due September 15, 1919, which were sold. The company 
also sold $8,205,000 414 per cent equipment certificates, but 
finding itself unable to sell more of these certificates to the 
public, itself took $1,305,000 additional. ' A total of $34,- 
271,000 was charged to additional investment in property, 
but this included the purchase of the Dolgeville & Salisbury 
Railway Company and the Cornwall Bridge Company, both 
of which were already controlled and operated by the New 
York Central. The actual amount spent for enlargements 
of yards and terminal facilities was $5,867,000, of roadway 
and bridge improvements $2,917,000 and elimination of 
grade crossings $1,120,000. In addition there was an in- 
crease of $15,973,000 in the investment in equipment and 
$3,737,000 in “improvements on leased railway property.” 

The following table shows the principal figures for opera- 
tion in 1917 as compared with 1916: 


1917 1916 
Average mileage operated.......seseeeeeees 5,685 5,689 
Freight OOUEE, co aa silat cee sciaes . -$135,979,337 $127,866,102 
Passenger revenue .......ccee8. wreveera 45,521,329 
Total railway operating revenues............ 216,267,517 201,585,049 
Maintenance of way and structures......... 20,704,306 18,965,061 
Maintenance of ree ment. : 38,446,594 35,995,816 
, Re eer erc eer ree 2,929,824 2,897,683 
Transportation Pudge eC ecelaia Widisle 6 aie keen 83,627,440 64,950,528 
General expenses ......-sseeeecererscences 4,923,016 4,332,810 
Total operating expense Ay a ee ee 153,597,905 129,738,369 
5 ee AA eee eee ren ee ee 11,239,638 8,481,549 
Operating ES I Ee ee ert! 51,410,322 63,344,017 
Gross INCOME .......ceereeseccscccscseccees 66, 873,026 85,967,446 
APP ree OEE ERT Ce. 25,599,220 45,659,217 
RN eorex. 5c aks Sik A copa Ryan edie ere eis raecn rm eck 12,479,603 12,466,611 
Appropriated for equipment depreciation dapaete 2,500,000 
IMME SUNG: & siccscawcclca bane wok sens eeeace 115,563 orn 
NEE OE oy dar sie co's aaa awe a SR PRE SS 13,004,054 30,692,606 


Michigan Central and Cleveland, 
Cincinnati, Chicago & St. Louis 


HE MiIcHIGAN CENTRAL and the Cleveland, Cincinnati, 

Chicago & St. Louis are the two principal controlled 
lines of the New York Central. In many ways they are 
strikingly different one from another. The Michigan Cen- 
tral is nearly all main line. It runs from Buffalo through 
Ontario along the northern shore of Lake Erie to Detroit, 
Mich., and to Toledo, Ohio, with a main line east and west 
across the southern boundry of Michigan and around the 
lower end of Lake Michigan to Chicago and with a north 
and south line from Detroit through Bay City to the north- 
ern point of the Michigan peninsula—Mackinaw City. The 


mileage operated totals 1,862 miles. In contrast to this 
the Cleveland, Cincinnati, Chicago & St. Louis, or Big 
Four, as it is usually called, operates a network of lines 


radiating over western Ohio, Indiana and eastern Illinois, 
with a western through line to St. Louis, Mo. It connects 
the lake cities of Cleveland, Sandusky and Toledo with 
Columbus, Springfield, Dayton and Cincinnati, Ohio, and 
with Indianapolis pes Terre Haute, Indiana. In all the 
company operates 2,387 miles of line. 

In 1916 both companies enjoyed quite extraordinary pros- 
perity and the following figures for 1916 show the princi- 
pal characteristics of the two roads under those conditions: 
The Michigan Central operating revenue was $24,933 per 
mile, the Big Four, $19,556 per mile. The freight density 
of the Michigan Central was 2,286,000 ton miles, of the 
Big Four 2,470,000 ton miles. The average ton mile rate 
on the Michigan Central was 7.14 mills and on the Big 
Four 5.56 mills. The average length of haul of freight on 
the Michigan Central was 167 miles and on the Big Four 
178 miles. The passenger density on the Michigan Central 
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was 289,000 passenger miles, on the Big Four, 211,000 
passenger miles. The revenue per passenger per mile on 
the Michigan Central was 2.190 cents and on the Big Four 
2.007 cents. Of the 24,948,000 tons of freight carried by 
the Michigan Central 4,778,000 tons was furnished by 
bituminous coal, 2,154,000 tons by stone and sand and 
1,230,000 tons by anthracite coal. Of the total 32,903,000 
tons of freight carried by the Big Four, 14,509,000 tons was 
furnished by bituminous coal and 2,025,000 tons by stone 
and sand, and a negligible amount by anthracite coal. About 
the same tonnage of grain was handled by the two roads 
and the Michigan Central handled a somewhat greater ton- 
nage of manufactured products. The average train load 
of all freight in 1916 on the Michigan Central was 606 
tons and on the Big Four 654 tons. In 1916 the Michigan 
Central had $6,837,000 available for dividends and the Big 
Four $8,332,000. 

It is rather interesting to see how these two roads, both 
controlled by the same interests but with such widely dif- 
ferent operating conditions, were affected by the extraordi- 
nary traffic and operating changes which took place in 1917. 

The Michigan Central’s net income available for divi- 
dends was about cut in two, amounting to only $3,438,000, 
as against $6,837,000 in the previous year, despite an in- 
crease of $6,461,000 in operating revenues. The Big Four’s 
net available for dividends held up rather better and 
amounted to $5,258,000 in 1917 as against $8,332,000 in 
1916. Moreover, the gain in operating revenues was only 
$5,973,000 for the Big Four. By a coincidence the Michi- 
gan Central with its 1,800 miles of line earned quite nearly 
the same amount as the Big Four with its nearly 2,400 miles 
of line. The exact figures are shown in the table at the 
end of these remarks. 

The Michigan Central’s gain in freight revenue was about 
half a million dollars more than the Big Four’s gain. 
Nearly the entire increase of tonnage on the Big Four was 
bituminous coal; the other products showing an increase 
were offset by a numerous list of products showing de- 
creased tonnage. On the other hand the Michigan Cen- 
tral’s bituminous coal tonnage increased in actual amount 
considerably less than that of the Big Four, but the pro- 
portion of increase to total tonnage carried was greater and 
there are numerous other classes of commodities showing 
fairly large increases in tonnage with comparatively few 
offsetting losses in tonnage. Furthermore, the average ton 
mile rate on the Michigan Central increased by 0.12 mills, 
amounting in 1917 to 7.26 mills, while the Big Four’s ton 
mile rate increased by 0.10 mills averaging 5.66 mills in 
1917. 

The Michigan Central did a much smaller business in 
handling local passengers, but showed a gain in this class 
of business of 159,000, against a gain by the Big Four of 
155,000. The Michigan Central, handling a larger num- 
ber of interline passengers than Big Four, showed a gain 
of only 110,000 in this class of business as against a gain 
for the Big Four of 237,000. 

Total operating expenses of the Michigan Central 
amounted in 1917 to $38,289,000, an increase over 1916 
of $7,643,000. The Big Four operating expenses amounted 
to $38,059,000 and the increase over 1916 was $6,837,000. 
The increase in the out-of-town pocket-cost of handling 
freight and passenger business (transportation expenses) was 
a little greater on the Michigan Central than on the Big 
Four. These expenses in 1917 on the Michigan Central 
amounted to $22,211,000, an increase over 1916 of $5,805,- 
000. Corresponding expenses on the Big Four amounted 
to $21,460,000, an increase of $5,644,000. The greatest 
difference on the two roads was the increase in cost of fuel. 
In 1917 the Michigan Central spent $4,529,000 for fuel 
for train locomotives; this was an increase of $1,904,000 
—nearly 73 per cent. The Big Four in 1917 spent $3,844,- 
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000 for fuel for train locomotives, an increase of $1,558,000 
—68 per cent. The increased cost of fuel for yard loco- 
motives was even greater proportionately on the Michigan 
Central as compared with the Big Four. On the other hand 
the Michigan Central showed a comparatively small in- 
crease in wages of train enginemen, the amount spent in 
1917 being $1,731,000, or only $224,000 more than in 1916, 
while the Big Four spent $2,025,000 on this account in 
1917, an increase of $369,000. 

Total train mileage of revenue trains was 14,249,000 on 
the Michigan Central in 1917, an increase over the previous 
year of 108,000 train miles. On the Big Four total rev- 
enue train mileage was 17,984,000, an increase of 329,000 
train miles. 

The average total train load of the Michigan Central was 
683 tons, an increase of 77 tons over the average in 1916 
The Big Four’s train load in 1917 was 745 tons, an in- 
crease over 1916 of 67 tons. The Big Four, however, 
labored under the disadvantage of having a more unbal 
anced traffic in 1917 than in 1916. The average number 
of empty cars per train was 12.6 for 1917 as against 11.6 
in 1916, while the Michigan Central had the advantage of 
a better balanced traffic in 1917 than in 1916, the average 
number of empty cars per train being 10 last year and 12 
the year before. 

Expenditures for maintenance probably reflected to a less 
extent than ever heretofore, taking the country as a whole, th 
policy of retrenchment or the reverse of the management, 
because in 1917 the exigencies of the situation were such 
as to in considerable part take the matter of how much work 
should be done out of the hands of the management. In 
general the pressure of business was so great that all the 
maintenance work which could be done with the labor and 
materials available was authorized. The Michigan Central 
spent $5,390,000 on maintenance of way in 1917, an in- 
crease of about $223,000 over the previous year and spent 
$8,026,000 for maintenance of equipment, an increase of 
$1,351,000. The Big Four spent $4,378,000 for mainte 
nance of way, a decrease of $169,000 and spent $9,808,000 
for maintenance of equipment, an increase of $1,122,000. 
Like the parent company, the New York Central, the Michi 
gan Central and the Big Four both had a credit in 1917 
for rails. In other words, there had been charged prior to 
1917 more for rails than was actually represented by rails 
used and nothing was charged in 1917, but the previous 
excess charges were taken up that year. Like the parent 
company, also, less was charged out in 1917 for retirements 
of equipment both by the Michigan Central and the Big 
Four, with the exception, however, of a:large charge for 
retirements of freight train cars made by the Michigan 
Central. 

Neither the Michigan Central nor the Big Four issued 
any bonds during the year and the expenditures for addi 
tions and betterments amounted to $1,719,000 in th 
of the Michigan Central and $2,222,000 in the case of the 
Big Four; the net addition to equipment amounted to $6, 
891,000 for the Michigan Central and $4,092,000 for the 
Big Four. At the end of 1917 the Michigan Central had 
$3,710,000 cash and $15,828,000 loans and bills payabk 
The Big Four had $2,966,000 cash and $3,763,000 loans 
and bills payable. 

Just a word ought to be said in particular about the prog- 
ress which the Big Four has made since the floods in 1913. 
During these four years it has been necessary to take up in 
operating expenses very large expenditures for repairs du 
to flood damage. It has been necessary to operate at times 
under unusually trying conditions and yet the Big Four 
has improved its position so materially that it can no longer 
be called one of the poor relations of the New York Central 
Lines. 

The following table shows the principal figures for oper- 
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ation for the Michigan Central and the Cleveland, Cin- 
cinnati, Chicago & St. Louis in the two years 1917 and 
1916: 


Michigan Big Michigan Big 

Central, Four, Central Four, 

1917 1917 1916 1916 
Average mileage operated... 1,862 2,387 1,862 2,387 
Freight revenue ........ $33,898,247 $36,077,390 $29,810,576 $32,536,544 


Passenger revenue -- 12,859,299 12,009,347 11,146,342 10,026,742 
Total operating revenues... 52,879,434 52,650,920 46,418,790 46,678,240 


Maintenance of way...... 5,389,671 4,378,438 5,166,401 4,547,817 
Maintenance of equipment 8,026,084 9,808,418 6,674,868 8,686,251 
SME Soinanivie Gavsenss 865,239 1.042.726 819,782 1,028,789 
Transportation expenses... 22,211,260 21,459,558 16,406,747 15,815,902 
General expenses ........ 973,012 1,054,131 878,085 929,532 
Total operating expenses... 38,289,136 38,059,421 30,646,261 31,221,977 
ME tua nadae crit’ «esas 1,972,237 2,738,986 1,686,010 1,686,720 
Operating income ......... 12,604,655 11,842,881 14,076,169 13,759,866 
OE reer rr 13,474,457 13,411,830 15,012,999 15,061,346 
ee er ee 3,438,216 5,257,807 6,837,372 8,331,702 
OS PEE peer rere 749,456 499,925 749,456 374,944 
NS ER SO er yee 2,436,157 4,656,972 3,886,932 6,999,964 





*In addition to dividends there were certain appropriations to sinking 
funds, additions and betterments, etc., made before the figures given for 
surpluses were.arrived at. 


Hocking Valley 


HERE IS ONE ROAD in the east at least on which increased 

expenses did not more than consume larger revenues in 
1917. It is a short one, the Hocking Valley, but a very 
important coal carrier. There may be, when all the annual 
reports come in, other roads showing an increased operating 
income in 1917 as compared with 1916, but it is pretty safe 
to say that they will be comparatively few in number. The 
Hocking Valley earned $10,696,000 in 1917, an increase 
over the previous year of more than 30 per cent. The com- 
pany operates 350 miles from Toledo, Ohio, to the Ohio 
river at Gallipolis and Pomeroy. The road now has a 
connection from Columbus, Ohio, over the Norfolk & West- 
ern and the Chesapeake & Ohio Northern with the main 
line of the Chesapeake & Ohio at Portsmouth, Ohio. A 
majority of the Hocking Valley stock is owned by the Chesa- 
peake & Ohio. 

The Hocking Valley is a coal road with comparatively 
little other freight tonnage except manufactures. In 1917 
the total tonnage of all freight carried was 14,867,000 tons 
and of this over 81 per cent was products of mines, bitum- 
inous coal alone furnishing more than 71 per cent of the 
total tonnage. The increase in tonnage carried as com- 
pared with 1916 was 1,807,000 tons and the increase in 
tonnage of bituminous coal alone was 1,373,000 tons. Be- 
sides the increase in tonnage there was a considerably higher 
average ton-mile rate received. The average in 1917 was 
4.56 mills; certainly a figure that does not sound high, but 
this was an increase of 12 per cent over the average received 
in 1916. 

With an increase of 30 per cent in revenues there was an 
increase of only 32 per cent in expenses, the total in 1917 
being $7,409,000. Despite an increase of 41 per cent in 
taxes, operating income amounted to $2,455,000, an in- 
crease of about 22 per cent over the operating income of 
1916. A decrease in miscellaneous income was more than 
offset in decreased rental payments and after paying 5% 
per cent dividends, the company had a surplus of $1,329,000 
in 1917, 

The interesting feature of the Hocking Valley’s annual 
report is the indications which are given as to how expenses 
were held down nearly in proportion to the increase in rev- 
enue. Maintenance of way expenses showed a very corsid- 
erable increase, amounting in 1917 to $946,000, or an in- 
crease of 20 per cent over 1916. In some way or other the 
Hocking Valley apparently was able to obtain track labor 
sufficient in quantity to carry on quite extensive renewal 
work, especially of ties. Track laying and surfacing, which 
is a labor cost, amounted to $301,000 in 1917, an increase 
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of $64,000. Ties, which is a material cost, amounted to 
$233,000, an increase of $35,000. The Hocking Valley, 
like so many other roads, apparently found rails impossible 
to obtain or obtainable only at prohibitive prices. There 
was only a nominal sum—less than $7,000—spent for rails 
in 1917. 

Maintenance of equipment cost $3,366,000, an increase 
of $210,000, or nearly 10 per cent over 1916. The greater 
part of this increase is due to much heavier expenditures 
for repairs to locomotives in 1917, $515,000 being spent for 
repairs to locomotives, an increase of $143,000. This was 
an average in 1917 of $3,750 for repairs per locomotive. 
It is obvious from the above that it was not by large sav- 
ings in maintenance that the Hocking Valley was able to 
hold down operating expenses. 

While it is true that transportation expenses increased 
57 per cent, this increase, coupled with the increases in 
maintenance expenditures, was not great enough to off- 
set by more than half a million dollars, the increase in 
revenues. 

Transportation expenses in 1917 amounted to $3,716,000, 
an increase over the previous year of $1,352,000. The in- 
creased cost of fuel was the most staggering of the increases 
in transportation expenses. For both train locomotives and 
yard locomotives, fuel costs increased by more than 100 
per cent. These two increases alone accounted for nearly 
half a million dollars of the $1,352,000 increase in trans- 
portation expenses. Wages of trainmen, yard conductors 
and brakemen, enginemen and other employees make up the 
greater part of the rest of the total increase. With an in- 
crease of over 100 per cent in fuel costs, there was an in- 
crease of only eight per cent in freight train mileage and 
practically no increase in passenger train mileage. 

On a road doing so largely a coal business, we would 
expect to find heavy average train loading, but it must also 
be remembered that on the Hocking Valley the coal cars 
have to be hauled south empty. The average number of 
loaded cars per train northbound in 1917 was 47.7 and of 
empty cars northbound 2.3, while the average number of 
loaded cars southbound was 13.2 and of empty cars 40.8 
per cent. An average trainload, therefore, of 1,368 tons 
is a showing that the Hocking Valley may well be proud 
of. This trainloading was 131 tons, or 10.6 per cent greater 
than the average in 1916. Even more remarkable, however, 
are the results which the Hocking Valley has obtained in 
car loading. The average loading per loaded car, even in 
1916, was 40 tons. This would be good car loading even 
if all of the traffic of the Hocking Valley were coal, be- 
cause while its own coal cars average 47 tons capacity, it 
has to handle a certain number of foreign cars of lighter 
capacity, but it must be remembered that there is also a 
considerable tonnage of merchandise and of manufactures 
and the Hocking Valley’s 3,085 box cars average only 30 
tons capacity. In 1917 an average loading per loaded car 
of 44 tons was obtained, an increase of over nine per cent 
above the very high figure of 1916. This reflects a very 
strenuous campaign on the part of the management and 
operating officers to induce shippers to load cars to full ca- 
pacity and an earnest effort on the part of shippers to co- 
operate with the Hocking Valley. a 

M. J. Caples, resident vice-president of the Hocking Val- 
ley and a member of the executive committee, was the vice- 
president in charge of the building of the Carolina, Clinch- 
field & Ohio. This line was designed and built to obtain 
a very low ratio of transportation expenses to operating 
revenues by means of very heavy trainloading. The very 
good showing which the Hocking Valley has made under 
the enormous pressure of coal business in 1917 would ap- 
pear to be in good part due to the success of the efforts. 
of the operating management to put in practice on that road 
certain principles of operation analogous to those for which 
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the Carolina, Clinchfield & Ohio was especially designed. 
The following table shows the principal figures for op- 


eration in 1917 as compared with 1916. 
1917, «1916, 


Average mileage operated ..........+-. 3 5 
eS errr err eee $8,974,873 $6,681,262 
Passenger revenue .......ceeeeees 961,700 917,935 

Total operating revenue............... 10,696,434 8,200,420 
Maintenance of way and structures. 945,590 787,949 
Maintenance of equipment......... 2,365,944 2,156,129 
OD, OD. sie raheesenecenas 120,675 101,989 
Transportation expenses ......... 3,716,384 2,364,020 
GOOF! GHOONEEE occccscevcvnceses 261,469 187,802 

Total operating expenses ............. 7,409,123 5,597,889 

ME 5 Wb y/n 44 coak orbs dorwotevcahien 832,748 590,470 

CPCTASING ICOME 6c cc cccccccvcecccces. Stems 2,011,438 

SE oS cca baReee nuaade deeaR een 3,141,108 2,588,415 

DE MED cub side Sdebueos eee ndeeceet 1,933,912 1,376,127 

iden whe bao ke One Rreweke ewes 604,973 439,980 

DE canna tudes ounces ewstrecaceares 1,328,939 936,147 


Chesapeake & Ohio 


N MARCH, 1916, the directors of the Chesapeake & Ohio 

decided to appropriate during the three years ending 
March 30, 1919, $7,500,000 from income toward additions 
and betterments, or for other capital expenditures, or for the 
reduction of liabilities. The company had found itself 
in a position where it was necessary to refund $33,000,- 
000 of five per cent secured notes and to provide additional 
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the difference should be represented by an expenditure on 
the property or a retirement of liabilities made from income. 

The company out of a net income from May 1, 1916, to 
December 31, 1917, has appropriated $7,500,000 for capital 
expenditures. In other words, the whole three years’ pro- 
gram has already been taken care of. It is rather unusual 
to find a railroad able and willing to anticipate its obliga 
tions in this way under the conditions which prevailed i 
1917. The Chesapeake & Ohio, however, although it did not 
do quite as well in respect to net income in 1917 as in 1916, 
earned $7,066,000 available for dividends, or the equ/valent 
of 11.25 per cent on its outstanding stock. The company is 
now paying dividends at the rate of four per cent, calling for 
$2,511,000 in 1917. ; 

In reviewing the annual report for the calendar year 1916 
it was said that: “Present prospects are encouraging in re- 
spect to the ability of the property to earn net somewhere in 
the neighborhood of $7,000,000.” Even under the quite 
extraordinary conditions of 1917 the property justified this 
estimate. 

Total operating revenues in 1917 amounted to $54,644,- 
000, an increase of $4,809,000, or 9:65 per cent over the 
previous year. Operating expenses amounted to $38,106,000, 
an increase of $5,407,000, or 16.54 per cent. Increased wage 
scales alone accounted for an increase of approximately 
$3,051,000 in expenses. This included an increase granted 
to clerks in the general offices and offices on the line, which 
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Chesapeake & Ohio 


capital for additions and betterments. The proportion of 
funded debt to stock outstanding on the Chesapeake & Ohio 
was already higher than was consistent with what is gener- 
ally accepted as sound railroad financing. The Chesapeake 
& Ohio stock, however, was selling very considerably below 
par and a bond issue appeared to be the only means of 
financing the maturing notes. An issue, therefore, of $40,- 
180,000 five per cent 30-year convertible notes was cold. 
These notes are convertible up to April 1, 1920, into com- 
mon stock at 75, between 1920 and 1923 into common stock 
at 80, between 1923 and 1926 at 90 and after that up to 
April 1, 1936, at par. The resolution to set aside from in- 
come $7,500,000 was dictated by the thoroughly sound prin- 
ciple that if bonds were converted into stock at less than par, 





Northern for operation early in 1917, but actually the road 
was not opened until the middle of September. The Chesa- 
peake & Ohio Northern consists of 29 miles of road built 
by a subsidiary of the Chesapeake & Ohio from Limeville, 
Ky., to Waverly, Ohio, with trackage rights from Waverly 
over the Norfolk & Western for 62 miles, to a connection 
with the Hocking Valley and with trackage rights for about 
a mile over the Hocking Valley to Parsons yard at Columbus, 
Ohio. For the greater part of the year, therefore, Chesa- 
peake & Ohio earnings were not benefited at all by getting a 
connection with the Hocking Valley, and even from Septem- 
ber to the end of December only a part of the traffic which 
will under ordinary circumstances be handled over this line, 
moved that way. 
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On the other hand the Chesapeake & Ohio did get the 
benefit of a higher rate per ton per mile, both on coal and all 
other freight. The revenue from coal per ton per mile in 
1917 was 3.23 mills, as compared with 3.02 mills in 1916, 
an increase of seven per cent. The revenue per ton per mile 
on freight other than coal was 6.45 mills in 1917, as against 
5.70 mills in 1916, an increase of 13 per cent. When one 
_stops to think that it is customary in many cities and towns 
to charge 50 cents additional for a ton of coal when it is 
carried into the cellar, an average of certainly not more than 
100 ft., the charge the railroad company makes of 3.23 mills 
for moving the coal one mile or less than 1/150 of the charge 
which the coal man makes for moving the coal 100 ft., one 
gets some idea of the extent to which a railroad like the 
Chesapeake & Ohio adds to the national wealth in each day 
of its operation. 

In 1916 the Chesapeake & Ohio was the only road of 2,000 
miles or over with a revenue train load of more than 1,000 
tons. Since then the Norfolk & Western has joined this 
class, and in 1917 the Chesapeake & Ohio increased its train 
load by 36 tons, making the average 1,043 tons. Including 
company freight, the average in 1917 for the Chesapeake & 
Ohio was 1,112 tons. 

There was a considerable increase in expenditures for 
maintenance of way. In 1917 $6,906,000 was spent on this 
account, an increase over the amount spent in 1916 of nearly 
14 per cent. Rails and ballast were the only two items 
which showed large important decreases, and the reason for 
the decrease in ballast is probably a combination of circum- 

' stances, including the fact that the ballast situation was in 
such good condition as to not call for extensive ballast 
renewal. 

Maintenance of equipment cost $10,522,000, an increase 
of only 2.08 per cent. During the year 50 Mallet locomo- 
tives were added and three locomotives were retired. At the 
end of the year 8.4 per cent of the locomotives in service were 
undergoing or awaiting general repairs. This is a rather 
large percentage. On the other hand only three per cent 
of the freight cars in service were undergoing or awaiting 
general repairs. At the end of the year the company had on 
hand $2,260,000 cash, with no loans and bills payable ex- 
cept $95,000, which nominally comes under this head. 

The following table shows the principal figures for opera- 
tion in 1917 as compared with 1916: 


1917 1916 
Average mileage operated........ ine 2,412 2,379 
PORE POVONEG ois csi esi den wees $42,998,223 $39,888,932 
POGHCNSEr TOEVERUE 6 66i-.6 ccc eae 7,899,452 6,435,025 
Total operating revenues ........... 54,643,794 49,834,312 
Maintenance of way and structures. 6,905,579 6,067,658 
Maintenance ‘of equipment......... 10,521,724 10,240,498 
TEE GMOORON 6 Sie céawi tcc erese 694,131 675,381 
Transportation expenses .......... 18,537,582 14,355,565 
General expenses .....0.ccscccsces 1,119,732 1,035,932 
Total operating expenses ............ 38,105,806 32,698,676 
fe Oe i ee en ee ae 2,439,331 1,636,604 
Dperehitter IGOMIE 66s 6. bso sc cee ease 14,095,160 15,486,677 
ee Se eee a eee 16,792,322 17,127,820 
RNAS Nii ie a hais owinicl enn 7,066,378 7,666,882 
PINE 5 chert caren a ele shies sees 2,511,264 1,255,632 
MR Fhe os Gdns Alenia cnet tio me euy 4,555,114 6,411,250 


New Books 


Comparative Tests of Six Sizes of Illinois Coal on a Mikado 
Locomotive. By Edward C. Schmidt, et al. Bulletin No. 
101, Engineering Experiment Station, University of Illinois, 
100 pages, 6 in. by 9 in., bound in paper. Published by the 
University of Illinois, Urbana, Ill. Price, 50 cents. 


This bulletin contains a complete report of the tests which 
were run on the locomotive testing plant of the University 
of Illinois with a Baltimore & Ohio Mikado type locomo- 
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tive, by the Committee on Fuel Tests of the International 
Railway Fuel Association, the Engineering Experiment 
Station of the University and the United States Bureau of 
Mines. An account of the same tests was presented by the 
Committee on Fuel Tests at the 1917 convention of the In- 
ternational Railway Fuel Association, and an abstract of 
this report appeared in the Railway Age Gazette for July 
13, 1917, page 51. 


What is Fair? By William G. Raymond, professor of civil 
engineering und dean of the College of Applied Science, 
State University of Iowa, lowa City, Iowa. 172 pages, 4% 
in. by 6% in. Bound in cloth. Published by John Wiley & 
Sons, Inc., New York. Price, $1.00. 


This book discusses the relations between the railways 
and other public utilities and the public. It is divided into 
five chapters with the titles, General Relationships; Suit- 
able Control; Rate Control; What is Fair Return? and 
Valuation. Its attitude is decidedly refreshing in contrast 
with that of many recent utterances on this subject. In the 
preface the author states that “the book is the result of an 
honest effort, extending over some years, to determine for 
the author’s own satisfaction just what is fair in the rela- 
tionships of the public and the owners of its utilities. Al- 
ways he asks, “What is fair?” 

He draws a parallel throughout the book between the 
individual in business and the corporation. The corporation 
is defined as ‘‘an artificial individual which, within the lim- 
its of its privileges, does business just as a natural indi- 
vidual does.” ‘The author states further that “men go into 
the business of furnishing public service—service that is 
generally recognized to be a proper, if desirable, public 
function—for exactly the same reason that men go into any 
other business namely: to make money.” 

In discussing earnings his attitude is shown by the state- 
ment that “it is intended to declare that earning large profits 
is not. per se a crime or misdemeanor; that except as it 
must be governed by the terms of its agreement with the 
public, a public utility corporation should stand on the 
same footing as any private business catering to or depend- 
ing on the public for support.” 

The author lays particular stress upon the character of 
control which should be exercised over a corporation. He 
states that “governing the use of property and taking prop- 
erty are two different things, which should be clearly dis- 
tinguished but are sometimes confused.” In these days of 
widespread diversity of ideas regarding the duties of pub- 
lic regulating bodies and their responsibility to the public 
and to the utilities, it is refreshing to note the attitude of 
the author which is reflected in the following sentences: 
“When an engineer is employed to supervise the construc- 
tion of a great work being performed under contract, it is 
his duty to help the progress of the work. He is there to 
see that no dishonest work or improper material goes into 
the structure if attempts are made to defraud in these ways; 
but just as much is it his duty to do what he can to for- 
ward the work, assisting rather than nagging or hindering 
the contractor. * * * It is just as much the duty of a 
public utility regulating body to try to make the attitude 
of the public toward the corporation to be fair, as it is to 
insist that the corporation shall be fair in its dealings with 
the public.” 

The attitude of the author, as expressed in this book is 
so thoroughly founded upon the query “what is fair” that 
one is forced to agree with the correctness of most of his 
conclusions. The book should be of much interest and value 
to all interested in the regulation of public utilities and 
should have an important influence in arriving at the correct. 
solution of the perplexing problems confronting the corpo- 
rations and the regulatory bodies. 
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Locomotive Cost as Related to Service 


Wasuincton, D. C. 
To THE Eprror: 

The Purchasing Department of the Railroad Administra- 
tion, in placing orders for locomotives and freight cars, has 
exacted a basis of approximately estimated cost plus five per 
cent profit for both classes of equipment. 

A freight car is constructed mainly of unmachined parts 
by a large percentage of unskilled labor. Refined workman- 
ship, material and appliances are vitally essential to only a 
limited extent in a freight car as a whole to insure proper 
safety, operation and maintenance, as it is not subject to 
pressures, stresses and conditions such as a locomotive. 

A steam locomotive is a highly specialized piece of mobile 
machinery, generating the power necessary for its propulsion 
and for the development of great hauling capacity. Its run- 
ning gear, boiler and engines must be of such design, work- 
manship.and material, and equipped with control and other 
auxiliary mechanism of such refinement as will insure max- 
imum safety, precision of manipulation and ease of handling 
at all times. Furthermore, it must be so equipped that the 
labor, fuel, water, lubricants and other supplies required for 
its operation can be effectively and economically utilized. 

Railroads in the United States have gotten just what they 
were willing to pay for, the same as purchasers of other com- 
modities—no more, no less. Perhaps the locomotives were 
good enough, but are we not now aiming at a lower standard? 

To place the profit on a locomotive at a figure so low that 
an unavoidable interruption of the plant output from any of 
many possible causes or increases in labor and overhead 
charges might jeopardize the making of any profit whatso- 
ever or possibly incurring a loss, would seem to result in but 
one tendency—that of lowering a standard of excellence none 
too high. 

In the locomotive building industry the builder, unlike the 
manufacturer of a staple article whose costs are known from 
day to day, bases his proposals for new locomotives upon an 
estimate computed from previous performances in connection 
with the building of locomotives of as nearly the same design 
as can be obtained. However, owing to variation in designs 
and material and construction specifications, it is impossible 
to secure a correct check on the cost figures and it often hap- 
pens that an estimated profit may be greatly reduced or ac- 
tually converted into a loss. The filling up of the building 
plants with locomotives of an entirely new design places the 
matter of profit in a much more precarious position than were 
the builders to receive part of their orders in duplicates of 
previous designs. It is hardly to be expected that the Gov- 
ernment can guarantee the labor and material figures that 
the builders must use in their estimates, and if these should 
be lower than anticipated, the Government will benefit 
through existing taxation. 

How does the Government expect to secure all that is vi- 
tally essential to the best interests of the railways and of the 
officers, engineers, firemen, mechanics and others directly 
concerned in the locomotive supervision, working and up- 
keep, upon whom it is dependent for the final result, if the 
first cost of design, material and construction is to be placed 
on a parity with that for a freight car? What assurance is 
given to those directly concerned that the standard practice 
heretofore developed is to be maintained? The Government 
should certainly set a higher standard throughout than has 
obtained from private management, not only in first construc- 
tion but in the “follow up” service. 
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Other countries having both Government and _ private 
ownership of railways work on the basis of intensive com- 
petition and high-grade individual interest, endeavor, design 
and workmanship. Why, then, should not the United States 
do the same? Steam railway locomotives have, during the 
past twenty years, gone through a great development stage. 
Many failures have occurred in new combinations of designs 
and materials embodied in cylinders, frames, fireboxes, axles, 
rods, motion gear, and mechanical appliances which have 
necessitated a certain amount of renewal and reconstruction. 
Are we to now throw many of the results of these years of 
accomplishment into the discard through any incentive to 
lower the standard of design, workmanship and material in 
order to meet a relatively low first cost? 

The director general’s advisors are establishing an untried 
practice in the purchase of locomotives that is bound to re- 
sult in chaotic conditions, and which, if continued, will cause 
serious embarrassment to not only the Government and its 
employees, but to the general commercial and shipping public 
and all others who are directly involved and dependent upon 
transportation for the prosecution of the war and industrial 
activity. Unfortunately, the railways, their employees, and 
the people will ultimately be required to assume the burden 
of and pay for the experiment. LIBERTY BONDHOLDER. 


Constructive Rehabilitation Pays 


ScarsDALE, N. Y. 
To THE Eprror: 

At this time when the owners of all classes of railway 
securities in all parts of the world are watching with keen 
interest the administration of the railways in the United 
States by the government, the case of the Kansas City South- 
ern may be cited to show what can be accomplished by the 
vigorous prosecution of a definite rehabilitation program. 

This railway is a relatively small property and extends 
from Kansas City, Mo., which is in the vicinity of the 
geographical center of the United States, to the Gulf of 
Mexico, a distance of about 800 miles. 

During 1917 it hauled about 35 per cent more freight and 
5 per cent more passenger traffic, at lower freight and pas- 
senger rates, with 15 per cent less locomotives at an operat- 
ing ratio of about 8 per cent less, as compared with ten years 
ago, and at the same time did not put out a single embargo 
but accepted and expeditiously moved all traffic offering 
along its own line and from connections. 

This was the outcome of the constructive policy of the 
management that has obtained on that property during the 
past ten years, and which has resulted in doubling the rev- 
enue freight train load by improvements in grade and align- 
ment, operating divisions, and shop and enginehouse facili- 
ties; strengthening equipment by the substitution of new 
types of locomotives and cars more suitable for the operating 
conditions for those that were obsolete and inadequate, and 
by the modernizing and reinforcement of existing locomotives 
that could, by that change, be made to perform more effective 
and economical service. 

While the neighboring and competitive railways, such as 
the Wabash; Missouri Pacific; Iron Mountain; Missouri, 
Kansas & Texas; ’Frisco; Texas & Pacific; Missouri, Ok- 
lahoma & Gulf; International & Great Northern; Cotton 
Belt, and others have—during the past ten years—eithet 
passed their preferred stock dividends or otherwise defaulted 
in interest or gone into the hands of receivers, the Kansas 
City Southern has been earning and paying its preferred 
dividends and building up a substantial surplus besides, in 
addition to paying the interest on long-term bonds and the 
interest and principal on equipment notes that it has put out 
to take care of the rehabilitation work that has made its 
performance possible. J. E. MuHLFELD. 
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Commission Recommends Increases of $300,000,000 


Graduated Scale Suggested—43 Per Cent to Those Paid $46 
a Month Down to $1 for Those Paid $249 a Month 


HE REPORT OF THE RAILWAY WAGE COMMISSION to 
T Director General McAdoo, recommending increases in 

wages estimated to approximate $300,000,000 a year 
over the present payroll was given out Wednesday, although 
still under advisement by McAdoo for his decision, because 
of premature newspaper publication. 

The commission reached the conclusion and recommends 
that the fairest method of dealing with the problem of wage 
increases is to award increases on a percentage scale ranging 
from 43 per cent for employees receiving $46 a month and 
under, down to $1 for those receiving $249. ‘These percent- 
ages are based on the rates of December, 1915. The per- 
centages awarded by $10 grades are as follows: 


Wages per Month. Per Cent of Increase. 


$50 43 

60 41 

70 41 

80 40.44 

90 36.38 
100 31.29 
110 27.12 
120 23.64 
130 20.69 
140 18.16 
150 15.96 
160 14.04 
170 12.34 
180 10.83 
190 9.48 
200 8.26 
210 7.16 
220 6.15 
230 5.24 
238 4.56 


239 to 250 increases are enough to make up $250. 


The increases per month therefore range from $1 up 
to $34, which is the increase for employees now receiving 
around $85 a month. 

If an employee has received an increase since December 31, 
1915, it will be used to make up the recommended increase. 
The commission has also made some investigation of salaries 
of officers receiving above $5,000 yearly, and states that sub- 
stantial readjustment may be made and efficient operation of 
roads promoted thereby. The commission recommends that 
during the period of government conduct of the roads no 
salaries be paid to officials not essential to operation of 
roads shall be charged as a part of operating expenses and 
that careful study be made of the proper relation between 
salaries of higher officials and their subordinates with a view 
to readjustment. 

The commission recommends also that there should be 
constituted a tribunal or tribunals to continue the study of 
railroad labor problems and says that the existing state of 
war prohibits anything approximating a determination of 
ideal conditions. 

The requests made for wage increases would involve an 
additional outlay in wages of somewhat over one billion 
dollars a year. 

At the outset it was seen that there were the gravest in- 
equalities in wages paid, but to reclassify employments would 
call for more time, skill, insight and knowledge than that 
possessed by the commission. ‘The commission made an 


exhaustive investigation of the increased cost of living and 
found large increases necessary to meet it, saying each dollar 
now represents in power to purchase a place to live, food to 
eat and clothing to wear, but 71 cents as against 100 cents 
on January 1, 1916. 

Statistics gathered by the commission showed that 51 per 
cent of all employees in December, 1917, received $75 per 
month or less. Eighty per cent received $100 per month or 
less. Among locomotive engineers the preponderant number 
received less than $170. Between the grades receiving from 
$150 to $250 per month there are included less than 3 per 
cent of all employees, 66,000 out of 2,000,000. The greatest 
number of employees are in the class receiving between $60 
and $65 per month. 

Reductions in hours are not to be regarded as increases in 
pay, the report says; as to those who have already received 
increases, the railroads scale should be adhered to, but there 
should be no reduction. A practical plan for increases in 
harmony with the scale has been devised for application to 
piece work and wages for recognized. overtime. 

A similar practical plan has been devised for application 
to the mileage rates for trainmen, which will be increased pro- 
portionately. The commission believes that this is not a 
time to reduce hours of work, and while it is strongly dis- 
posed to a standard day, its judgment is that existing hours 
of service should be maintained for the period of war. 

Existing rules and conditions of payment for overtime 
should not be disturbed during the war, but should be made 
the subject of study. Increases shall be effective as of Janu- 
ary 1, and members of organizations and non-members must 
stand upon the same footing. 

“Whatever its effect upon the mind may be,” the commis- 
sion says in discussing amount of the increase, “we regard 
such an expenditure as necessary for the immediate allaying 
of a feeling that cannot be wisely fostered by national inac- 
tion in and as not one dollar more than justice at this time 
requires. It will make hard places smoother for many who 
are now in sore need. It gives no bounty, it is not a bonus. 
It is no more than an honorable meeting of an obligation.” 


INCREASED Cost oF EcGypTIAN RatLway Fue.t.—The 
Egyptian Budget for 1918-1919 shows that the increase in 
expenditure is due to the high prices of material, food and 
fuel, the extra cost of fuel for railways amounting to 
£950,000 ($4,750,000).—Railway Gazette, London. 


CHINESE EASTERN RAILWAY STOCKHOLDERS have severed 
the official connection of the road with Petrograd, accord- 
ing to press despatches, and have named a new board of 
directors. The road was built with Russian capital and 
the contract provided that half the board should be Russians. 
The decision reached by the shareholders was. based on 
“present conditions in Russia.” 


Goops STOLEN ON PrussIAN STATE Ratmways.—The 
Prussian State Railways in 1917 paid 57,000,000 marks 
($14,250,000 at pre-war rates) compensation for property 
lost or stolen in transit, compared with 4,000,000 marks 
($1,000,000) in 1914. The German Post Office paid 
3,000,000 marks ($750,000) in 1917 for similar losses 
compared with 100,000 marks ($250,000) in 1912. The 
robberies on the Austrian railways are reported to be prob- 
ably even greater than in Germany. 
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Two Large Railway Terminals Under Construction 





Yards Being Built By the Illinois Central and the New Haven, 
Will Embody a Number of Novel Features 


tion for several months and the other one recently 

authorized, offer an interesting opportunity for a com- 
parison of railway facilities designed for heavy traffic con- 
ditions, but in which the physical conditions and traffic re- 
quirements are of a distinctly different character. The first 
of these terminals is the Cedar Hill yard of the New York, 
New Haven & Hartford, near New Haven, Conn.; the other 
is the proposed Markham yard of the Illinois Central, just 
south of Chicago. The first involves a complex, highly spe- 
cialized arrangement to classify and dispose of cars enter- 
ing and leaving over four different lines. The second em- 
bodies a relatively simple plan, although carried out on an 


’ | %WO LARGE CLASSIFICATION YARDS, one under construc- 
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fer junctions in the Chicago switching territory, and the rela- 
tion of the proposed location of the yard to the possible limits 
of a future electrified zone for the Chicago district. - It is the 
intention that the new yard will serve as a terminal for all 
read trains on the main line to the south, and that all move- 
ments north of this terminal will be handled by transfer crews. 
This yard does not in any way affect the terminal facilities 
for the Illinois Central’s line to Omaha, since the latter con 
nects with the main line to the south only a short distance 
south of the South Water Street yard, the northern terminus 
of the railway. A yard is located on this western line about 


seven miles west of the city, where cars coming in over this 
line are classified for. city distribution. 


Moreover, since the 
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North Half of the Markham Yard 


enormous scale, to handle the very heavy traffic entering and 
leaving Chicago via a single route, the main line of the IIli- 
nois Central to the south. In the one case, crossings of main 
arteries of traffic necessitated six grade separations; in the 
other movements of main traffic across one another are en- 
tirely avoided. 


The Illinois Central Yard 


The Illinois Central yard will have a total capacity of over 
13,000 cars and will be notable because of a north-bound 
classification yard which has 62 tracks of a total capacity of 
2,931 cars served from a single hump. Located between Har- 
vey, Ill., and Homewood, the center of the yard is about 21 
miles from the South Water Street terminal of the Illinois 
Central, in the business center of Chicago. It was found de- 
sirable to place the yard at this distance from the city for 
several reasons, chief among which were the absence of avail- 
able areas of adequate length further north, the impracticabil- 
ity of enlarging any of the road’s existing yards, the desir- 
ability of locating the terminals south of all important trans- 
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bulk of the traffic interchanged between the Omaha and the 
Memphis-New Orleans line is handled via the north and 
south line between Freeport, Ill., and Centralia, the inter- 
change between the two main lines at Chicago is relatively 
small. 

This large improvement has been found necessary because 
of the great increase in the traffic entering and leaving the 
city from the south, which is rendering the existing yards of 
the Illinois Central inadequate. An idea of the growth of 
this traffic is to be obtained from the following table, show- 
ing the number of loaded cars arriving at the Chicago ter- 
minal from the south for the month of March in the years 
1913, 1917 and 1918: 


Number Average per day 
CE. seb awawaGaavite we déd ¢tae ¢.ke.e 17,897 577 
MACON, TGIF cc sccccccecsccsvasccssvetes 29,315 945 
March, 1936 ...ccccocsadccscvegeccossee 33,899 1,093 


At the site of this yard the main line of the Illinois £en- 
tral now comprises four main tracks—two passenger tracks 
on the west and two freight tracks on the east. The pro- 
posed yard will occupy a large tract of land east of the 
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present right-of-way. By throwing the northbound freight 
track to the extreme east side of this tract and placing the 
new yard between this track and the existing southbound 
freight track, a layout is secured which can be operated with- 
out any crossover movements. An examination of the profile 
shows that there is a rise of about 50 ft. from the north to 
the south in the three-mile length of the site. As a conse- 
quence the grades are generally favorable to the northbound 
or loaded car movement. As laid out there is a 0.96 per cent 
grade into the southbound receiving yard, and a 1.0 per cent 
grade between the southbound classification yard and the 
departure yard, the grade through the latter being 0.55 per 
cent. The maximum grade opposing the northbound move- 
ment, with the exception of the hump grade, is 0.35 per cent. 
More advantageous grades might have been obtained if it had 
not been necessary to elevate the tracks to separate the grades 
from those of the streets of Hazelcrest, Homewood and Har- 
vey, which cross the tracks in the three miles included within 
the limits of the yard. The grades ascending the humps are 
2.0 per cent in both directions, but the descending grades 
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serving the two outside tracks on the east side of the clas- 
sification yard. 


Special Arrangement to Return Riders 


Both classification yards of this terminal will be provided 
with special facilities for returning the riders to the humps. 
A similar plan is to be carried out in the New Haven yard, 
One or more tracks will be provided in the body of each 
yard for the use of motor cars to accommodate the riders. 
To avoid the ladder tracks radiating from the hump, these 
motor car tracks will enter subways in the vicinity of the 
hump, passing underneath the approach tracks and out to the 
side of the hump embankment, where the cars can be con- 
veniently brought to a destination along the side of the 
summit. As a further convenience in the Illinois Central 
plan, midway of the length of the classification yards, small 
pedestrian subways are to be provided crosswise of the yard, - 
with entrances between tracks at convenient intervals and af- 
fording ready access to the motor car tracks. Thus it will be 
possible for the riders to reach the motor cars without hav- 
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South Half of the Markham Yard 


of the southbound hump are 3.5, 1.5 and 0.75 per cent re- 
spectively, as against 3.0, 2.0 and 1.0 per cent on the north- 
bound hump. 


The Northbound Yard 


The northbound yard consists of a receiving yard of 20 
tracks, having a total capacity of 2,389 cars, a classification 
yard of 62 tracks, with a capacity of 2,921 cars, and a de- 
parture yard of 20 tracks with a space for 1,650 cars. The 
large number of tracks proposed for the classification yard 
are planned to permit necessary distribution of cars called for 
by the many different transfers and important industries 
served in: the Chicago terminal district. In most cases one 
track is provided for each transfer, but the clearing yard 
and a few other especially large transfers are allotted more 
than one track each. One special part of this yard comprises 
a grid of 16 tracks holding 13 cars each, on which trains are 
subdivided into cuts of cars destined for the various indus- 
tries on the Illinois Central’s line in the city, so that the 
transfer engines can make deliveries with the minimum 
switching. Another feature of the yard is an icing station 


| | | 
| 


se ee 


FLY) 


ing to climb over a great many cars standing on the yard 
tracks. 


The Southbound Yard 


The southbound yard has a receiving yard of 20 tracks, 
with a capacity of 1,537 cars; a classification yard of 40 
tracks, with space for 2,051 cars, and a departure yard of 
20 tracks, with a capacity of 2,072 cars. The tracks in the 
southbound classification yard are relatively longer than 
those in the northbound yard, some of the tracks in the 
former accommodating over 70 cars. This greatér length is 
desirable in the southbound yard on account of the classifica- 
tion of the large number of empty coal cars. 


Transfer Station 


Parallel to the southbound departure yard and with con- 
venient connection with the southbound classification yard, 
the plan provides for a less-than-carload transfer station, 
where freight received in trap cars and from the different city 
stations may be consolidated for movement to destination. 
This station will consist of five platforms 700 ft. long, with 
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tracks on either side, and with a supporting yard immediately 
to the south of equivalent track capacity, so that a rapid 
shift of the cars at the platforms may be made at meal times 
or other periods of the day when the men are not working 
on the platforms. The south end of the transfer yard is 
connected directly with the northbound receiving yard, so 
that any cars in the transfer for destination north may be re- 
handled over the northbound hump. 

A repair yard of 21 tracks, holding 660 cars, with con- 
venient connections with both humps, is provided between the 
two yards. To the north of the repair yard space is arranged 
for an engine terminal to serve both road and transfer 
engines. 

The plan contemplates complete engine terminal facil- 
ities, including two roundhouses, a large coaling station, etc. 
For the purpose of turning engines without the necessity for 
using the turntables, a circle track is proposed, as shown on 
the map. This is intended primarily for the use of the trans- 
fer engines, which will be turned frequently without need of 
entering the roundhouses. 

The project will involve the placing of about 6,000,000 cu. 
yd. of filling, which will be sand taken from a pit about two 
miles from the yard. As may be seen from the profile, a 
large part of the yard will be on fill varying from 2 to 15 
ft. in height. The northbound hump requires a fill of 30 
ft. and the southbound hump a fill of nearly 40 ft. The 
work contemplated for the present season includes the placing 
of about 2,000,000 cu. yd. of filling. 

The street subways under the yard constitute a formidable 
feature of the work. There will be five subways for the 
city of Harvey, three of which are the full ‘width of the street 
and two, 8 and 10 ft. wide respectively, for the use of pedes- 
trians only. The one for One Hundred and Fifty-ninth 
street, 66 ft. by 125 ft. in section, will pass under 40 tracks. 
Several other subways are proposed for streets in the village 
of Homewood, but have not been definitely determined upon. 
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Southwest Half of the Cedar Hill Yard 


The terminal plan also contemplates interlocking plants, 
electric lighting, pneumatic tube systems for the despatching 
of way bills, automatic scales at the hump, and other modern 
facilities. 
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The New Haven Freight Terminal 


The New York, New Haven & Hartford Railroad is con- 
structing a terminal and classification yard at Cedar Hill, 
New Haven, Conn., to relieve the congestion in existing yards 
and terminals caused by the unprecedented industrial de- 
velopment in New England since 1915, during which period 
business in many places has grown more than 100 per cent. 
It will furnish the facilities to receive trains from all routes 
converging at New Haven and the classification of the re- 
ceived cars into trains for their proper destination. 

The terminal, including connections, is 6 miles long and 
% mile wide. The present installation is to have a standing 
capacity of 6,500 cars, and when entirely complete the ter- 
minal will have a capacity for 11,000 cars. The project 
involves 2,836,000 cu. yd. of grading, consisting of sand 


and gravel, 23,000 cu. yd. of concrete, 2,000 piles for. 


masonry supports, and 3,000 lin. ft. of single-track trestle 
for river crossings. 

The 95 miles of track to be laid require 13,000 tons of 
rail and 460 switches. The work has been carried on since 
June, 1917, by railroad forces consisting of from 275 to 
500 men, with mechanical equipment including 7 steam 
shovels, 2 Jordan spreaders, 120 air dump cars of 16 and 
20-cu. yd. capacity, and 4 pile drivers. Thus far 525,000 
cu. yd. of sand and gravel have been removed. 


Handles Traffic of Several Routes 


A location near New Haven was chosen for the yard 
site because of the relative importance of this city to the 
entire New Haven system. As shown in the map, important 
lines radiate from New Haven to New York; to the west 
over the Poughkeepsie bridge route; to the north via the 
Canal line to Holyoke, Mass., and Northampton; to Water- 
bury, Conn., and Winsted; via the Hartford line to Hart- 
ford, Conn., and Springfield, Mass.; via the Air Line to 
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Middletown, Conn., Willimantic and points in the north- 
east and over the Shore line to New London, Conn.; Provi- 
dence, R. I.; Boston, Mass., and other points in Rhode 
Island and eastern Massachusetts. Cedar Hill is the junc- 
tion of the Shore line, the Air line and the Hartford line. 
The location and design of the yard was determined by 
the availability of a possible site and the continued use of 
existing facilities as far as possible. The obvious location 
for the yard was between the converging routes from the 
west and northwest and those diverging eastward and south- 
ward. A location west of New Haven was originally con- 
sidered, but was abandoned because of the rock excavation 
necessary as disclosed by tests, and other difficulties which 
made this location prohibitive. The site chosen for the yard 
is in the eastern portion of the city of New Haven and is 
partly on tide land and partly on uplands composed largely 
of sand. This provides excellent material for grading, and 
the contour of the site is such that the excavation and filling 
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balance. The course of the Quinnipiac river necessitated 
the location along the Air Line, with a connection at the 
northern end of the yard across to the Hartford division. 


Arrangement Is Complex 


The yard is of the hump type and consists of two main 
divisions, one for westbound traffic and the other for east 
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Relation of the Cedar Hill Yard to the New Haven Lines 


and northbound traffic, each division embodying receiving, 
classification and departure yards. In addition, provision 
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and the north and eastbound classification yard. The north 
end of the Shore line departure yard, which consists of 16 
tracks, with capacity for 1,600 cars, is located in close prox- 
imity to the lower end of the eastbound classification yard, 
and the north end of the Shore line receiving yard adjoins 
the hump end of the westbound classification yard. With 
this arrangement the deadhead mileage of road power and 
yard power is minimized. Instead of making the light going 
or returning movement, as is customary in the usual hump 
yard, the light movements of the road engines are reduced, 
while yard engines will handle cars in both directions. The 
yard movements of power to and from trains is, within 
limits, comparatively close to the engine terminals. The 
Shore line departure yard will have both east and westbound 
connections at the southerly end, which will permit it to be 
used by through trains not requiring classification, but which 
require change of power, cabooses, inspection and possibly 
icing. ‘Tracks for light repairs will adjoin each classifica- 
tion yard. 

Speeder or motor car tracks for car riders will be pro- 
vided between each pair of leads in each of the classifica- 














Northeast Half of the Cedar Hill Yard 


has been made for a receiving and a departure yard for the 
Shore line trains and an l. c. 1. transfer station with a sup- 
porting yard by which it is served through the agency of 
a third hump. There will also be a coal storage yard, a ma- 
terial yard and engine terminal facilities. 

The westbound division consists of a southbound receiv- 
ing yard of 12 tracks with a capacity for 1,200 cars, a clas- 
sification yard of 40 tracks having capacity for 1,360 cars, 
and a westbound departure yard of 12 tracks with capacity 
for 960 cars. The arrangement for the north and eastbound 
divisions is similar to the westbound division and consists of 
a receiving yard of 12 tracks, with capacity for 1,400 cars, 
a classification yard of 40 tracks having a capacity for 
1,350 cars, and a northbound departure yard of 12 tracks 
with capacity for 1,200 cars. The Shore line receiving yard 
consists of 10 tracks with capacity for 1,000 cars. A con- 
nection is provided from this yard to both the westbound 





tion yards. As in the Illinois Central yard, these tracks 
will pass under the tracks at the throat of the yard below the 
hump and extend along the hump, terminating beyond it, 
opposite the point where the car riders take the cut-off cars 
they are to handle. 

The relative location of the new yard and the-tracks of 
the Shore line make it necessary for the heavy traffic of the 
Shore line to enter and leave the yard at the same time, mak- 
ing special arrangements and design necessary. It was nec- 
essary to provide for the separation of grades at several 
points as well as a re-routing of the northbound passenger 
trains to Hartford and Springfield around the east side of 
the yard, instead of west of it, as previously. At Air Line 
junction the westbound Shore line passenger trains will 
be carried overhead. At a point about one mile further east 
the westbound Shore line main will be carried beneath the 
eastbound freight connection from the yard. Both of the 
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Shore line freight connections, inbound and outbound, will 
pass over the Air line, the northbound passenger main to 
Hartford’ and the freight tracks over which traffic is 
received from the Harlem river and Poughkeepsie bridge 
routes. 

The north-bound passenger main to Hartford will pass 
under the Air line, the material yard and other connections 
near the north end of the yard. 


Special Facilities 


The transfer station for less-than-carload freight, with its 
supporting yard, is located approximately in the center of 
the yard. This will be convenient for the receipt of such cars 
from the various routes and for the delivery of northbound 
cars to the various points from which the trains will de- 
part. 

On the completion of the yard, traffic from and to Plain- 
ville and the north on the Canal line to Holyoke and North- 
ampton and other points will be routed into the new yard 
via New Britain and Berlin. At the same time through 
traffic via the Poughkeepsie bridge, heretofore handled over 
the pusher grades at Sandy Hook and Terryville, via Plain- 
ville, and for points east and north, will be routed over the 
low grade line through the Cedar Hill yard. 

The New York-Maybrook departure yard is already elec- 
trified to the extent necessary for motors to reach and handle 
outbound trains. The electrification will be extended to 
include three or four tracks in the Shore Line departure 
yard. 

The improvement includes a second turntable 95 ft. in 
length and an additional roundhouse of 18 stalls.. Later 
additional facilities will be provided for the inspection and 
care of electrical power. ‘These involve a small shop, in- 
spection pits and pantagraph inspection platforms. 

The Illinois Central yard is being designed and will be 
constructed under the direction of A. S. Baldwin, chief 
engineer, and F. L. Thompson, assistant chief engineer. The 
New Haven yard was designed under the direction of Ed- 
ward Gagel, chief engineer, who also exercises general super- 
vision over the construction. The prosecution of the work 
is under the immediate direction of I. D. Waterman, con- 
struction engineer. 


Railroad Administration 
Organizes to Stop Thefts 


HE LOSSES OF ONE WESTERN RAILROAD resulting from 
thefts totaled over twice as much in 1917 as in the 
previous year. This marked increase was due in part 

to advances in prices of the materials stolen and to increased 
traffic, but also in considerable measure to increased lawless- 
ness on the part of employees and the public alike. This 
growing disrespect for law and order seems to be a manifes- 
tation of the unrest and callousness which is generally a con- 
comitant of war. The problem of suppressing this anti-social 
spirit, which is equally acute on all railroads of the country, 
has been undertaken by Philip J. Doherty, recently ap- 
pointed manager of the Property Protection Section of the 
Division of Law of the Railroad Administration. 

Mr. Doherty is unifying the detective forces of all the 
carriers for the purpose of securing the highest degree of 
co-operation among them in combating the pilferage evil. He 
has already appointed T. T. Keliher, chief special agent of 
the Illinois Central, and R. S. Mitchell, chief special agent 
of the Missouri Pacific, as his local representatives in the 
Chicago and St. Louis districts, and will no doubt appoint 
other men to represent him in the remaining important rail- 
way centers. In addition, he will have a corps of secret 
service agents and attorneys reporting directly to him, who 
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will assist the staffs of individual lines and check their 
work. 


Section XI of the Railroad Control bill will prove a most ° 


effective aid to the Property Protection Section, as it is by 
far the strongest legislative enactment so far passed to pre- 
vent the theft of railroad property. It provides a maximum 
penalty upon conviction of ten years’ imprisonment or a 
$5,000 fine, or both, and not only designates theft as a crime, 
but also tampering with or knowingly impeding the opera- 
tion, use or possession of railroad property. 

Prosecutions for violations of this section of the Railroad 
Control act will all be in the district courts of the United 
States under the direction of the attorney-general. ‘The first 
conviction under the new law was recently secured in Chi- 
cago in the court presided over by Judge Kenesaw M. 
Landis. 

This case was disposed of with despatch and forecasts 
expedited prosecutions of other cases which may come up 
under the Railroad Control act in the future. On February 
2, Dante Cecchetto and Herman A. Heyne were arrested for 
stealing $150 worth of copper wire from the Illinois Central 
in Chicago. On March 29 the men were indicted, and on 
April 5 were convicted, fined $1,000 apiece and sentenced 
to three years in the Federal penitentiary at Leavenworth, 
Kan. 

There are two classes of thieves on the railways, i. e., 
those who work individually and take property in small 
lots, and those who carry on their activities in well-organ- 
ized groups. The latter class is more common in the large 
railway centers, where the chance of detection is smaller 
and the disposition of stolen goods easier. Sometimes the 
entire contents of a car are hauled away in trucks and wagons 
by these gangs. These organizations often have confed- 
crates among the railroad employees, thereby rendering it 
more difficult to trace them. A recent case of bootlegging 
discovered on a middle western line indicates the extent to 
which railroad employees are sometimes involved ‘in these 
conspiracies. ‘Through the connivance of train crews and 
yard men regular shipments of liquor were made from a 
wet state into dry territory, where they were disposed of at 
great profit to all concerned. As all the railroad employees 
who handled the cars participated in this traffic, no record 
of the car movements reached higher railroad officers, and as 
a result the practice continued for some time before it was 
detected. 

The proportions of the theft problem may be gathered 
from a recent statement in the press by G. S. Ward, chief 
special agent of the Wabash, who estimates that $35,000 
worth of freight is stolen from the railroads in the St. Louis 
switching district every month. The property taken is 
usually such as will gain a ready sale, such as cigars, shoes, 
clothing and hardware. Journal brasses are also stolen in 
large quantities. These are removed from freight cars by 
the use of hydraulic jacks or other means of raising the body 
of the car from the truck. As the price of brass is excep- 
tionally high, thieves find it very profitable to sell their stolen 
goods to junk men. In the past it has been almost impos- 
sible to prosecute this class of thieves because of the difficulty 
in proving the road to which the stolen brasses belonged. 
In the future, however, under the provisions of the Railroad 
Control act, it will only be necessary to prove that a brass 
was stolen from a railroad car and the federal authorities 
will do the rest. 

. In Chicago the unification of the secret service work of 
the railroads has led to the organization of a committee which 
will give special attention to the apprehension of thieves in 
the Chicago switching district. T. E. Pratt, chief special 
agent of the Chicago, Burlington & Quincy, is chairman of 
this committee, and the other members are H. H. Germain 
and William Briggs, of the Chicago, Rock Island & Pacifi 
and Pennsylvania Lines, respectively. 
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Government Car and Locomotive Orders 


Distribution of the Orders with a Discussion of the 


Prices, Specialties and Policies 


nounced the placing of orders for 100,000 freight cars, 

to be built to its standard specifications, including 50, 
000 box cars, and 50,000 hopper and gondola coal cars, 
divided between 17 car building companies, and 1,025 loco- 
motives also of its standard types, 555 from the American 
Locomotive Company and 470 from the Baldwin Locomotive 
Company. 

The total cost of the cars is placed at from $250,000,000 
to $300,000,000 and of the locomotives at approximately 
$60,000,000, although the specialties have not yet been 
awarded and the final detailed contracts have not yet been 
executed. It is understood that 145 additional locomotives 
are to be awarded to the American Locomotive Company, 
and 30 to the Baldwin Locomotive Works, in about 60 days, 
and that approximately 1,000 additional locomotives and 
about 100,000 additional’ cars are to be ordered in about six 
months. 

The first order for cars, 30,000 to the American Car & 
Foundry Company, was announced on April 25, and an- 
nouncement of the allotment of orders for 70,000 additional 
cars was made on May 2. ‘The locomotive orders were an- 
nounced on April 30. A partial list, incorrect in some par- 
ticulars, was published in last week’s issue. It is now pos- 
sible to give the complete list, with the division of both the 
cars and the locomotives by types and by companies, al- 
though there may be some modifications in the number and 
types of cars apportioned before the detail contracts are 
executed. 


TT UNITED STATES RAILROAD ADMINISTRATION has an- 


Cars 


The total order includes cars of five types as shown in the 
following list: 





25,000 40-ton double sheathed box 
25,000 50-ton single ‘sheathed box 
20,000 50-ton composite gondola 
5,000 70-ton low-side gondola 
25,000 55-ton hopper 

100,000 


The distribution of the order by companies and types is as 
follows: 


American Car & Foundry Co........... 10,000 40-ton double sheathed box 
9,000 50-ton single sheathed box 
5,000 50-ton composite gondola 
6,000 55-ton hopper 

ere” een Cae GO. oasis scccsewecweve 6,500 50-ton composite gondola 
5,000 55-ton hopper 
2,500 70-ton low side gondola 

Standira Steel Car CO. ccc cccccccstcuces 2,000 40-ton double sheathed box 
5,500 50-ton composite gondola 
5,000 55-ton hopper 
2,500 70-ton low side gondola 





Pullman Cai pial onus Ou ewe Ke oie bISIMs 6,000 50-ton single sheathed box 
2,000 55-ton hopper 
Haskell & Barker Car Co..........ese0- 6,000 50-ton single sheathed box 
2,000 50-ton composite gondola 
ee Sa > 4,000 55-ton hopper 
eS Ro Se er eee ce ee 3,000 55-ton hopper 
Magor Car Corporation. ........ccsseoe 1,000 50-ton composite gondola 
ke RE MG Sc Secs cs od ccs ceceeneees 1,000 50-ton single sheathed box 
Malet NOONE EMC sin aves cade seetues 4,000 40-ton double sheathed box 
Pacific Car & Foundry Co.........+. -e+- 2,000 40-ton double sheathed box 
Liberty Car & Equipment Co.........+- - 1,000 40-ton double sheathed box 
MER TOE, WOE SiG s-o 00.000 ececceerens 1,000 40-ton double sheathed box 
ROCCE URE EM co e6 vavecvessuausaease 1,000 40-ton double sheathed box 
OCR a ye Fa Seca Fi eedeeweens »+«+ 3,000 50-ton single sheathed box 
< RRR EE WOTRG 66k ba ciccateccsoecdes 2,000 40-ton double sheathed box 
Barney & Smith Car Co. (pending).... 2,000 40-ton double sheathed box 
Teter . wiiasiis. mee eye ev bese osvet 00,000 


1169 


’ WasuinctTon, D. C. 
Locomotives 


The locomotive order was divided, 555 to the American 
Locomotive Company and 470 to the Baldwin Locomotive 
Works as follows: 


American Baldwin Type 
217 183 Light Mikado 
70 30 Heavy Mikado 
20 15 Light Mountain 
3 2 Heavy Mountain 


10 20 Light Pacific 

10 10 Heavy Pacific 

75 75 Light 2-10-2 

25 10 Heavy 2-10-2 

30 20 Six-wheel switching 
75 75 Eight-wheel switching 
15 15 (2-6-6-2) Mallet 

5 SD . (2-8-8-2) Mallet 


The division of types given in last week’s Railway Age, 
whereby the American Locomotive Company’s 555 locomo- 
tives included only six types, was afterwards changed to the 
above. 

This order for 1,025 locomotives will be increased prob- 
ably before July 1 to 1,200, the American Locomotive Com- 
pany being given 145 more locomotives to make 700 loco- 
motives, and the Baldwin Locomotive Works 30 more, to 
make 500. 


Prices 


The car orders were all placed upon the basis of the mini- 
mum bids as to costs for labor and materials with the 
understanding that any reduction in costs which may be 
obtained from these fixed prices will be divided equally be- 
tween the Railroad Administration and the car builders, but 
any increase in these costs will be borne exclusively by the 
builders. The government will have supervision or control 
as to the prices of the materials required in construction and 
in cases where the governntent has fixed prices these will be 
the maxima, but an effort is to be made to secure steel and 
other materials at prices below those previously fixed. In 
this case the builders will have an opportunity to share in 
the saving. 

The compensation of the builders in the case of both cars 
and locomotives will be approximately 5 per cent on the cost, 
as estimated on the minimum bid. The contracts with the 
locomotive builders provide that the government guarantee 
the cost of material and that if any saving is made on the 
estimates other than that on the material, that it be divided 
equally between the government and the builders. 

In the case of the locomotives, the announcement stated 
that deliveries are to begin in July and continue monthly 
during the remainder of the year, and in the case of the 
cars that it is hoped that the entire order will be completed 
in time for the fall and winter business of the railroads. 

The general specifications and dimensions of eight types 
of freight cars as designed by the administration’s car com- 
mittees were published in the Railway Age of March 29, 
and the general drawings were published the following week. 
In the issue of April 12 the designs for an all-steel box car 
were published. After negotiations with the War Industries 
Board it was found necessary to curtail the steel require- 
ments of the car program to a considerable extent because 
of the needs of the Army, Navy and Shipping Board, and 
the cars ordered are of five types. While both a 40-ton and 
a 50-ton steel frame single sheathed box car were designed, 
the orders are for the 50-ton type. The 50-ton steel gondola, 
























































































































































































































the 70-ton hopper car and the all-steel box car have not been 
ordered, and it was necessary to make some changes in the 
design of the 55-ton hopper car to use wooden sides and 
ends. Some additional minor changes in the designs have 
since been made and designs for flat, stock and refrigerator 
cars are still under consideration. 

The tentative specifications and dimensions of the locomo- 
tives were published in the issue of April 19. These have 
been undergoing some final changes and are expected to be 
completed by the latter part of this week. 

The question of specialties has been under consideration 
for several weeks. The manufacturers of locomotive special- 
ties were called into conference with the Central Advisory 
Purchasing Committee on April 1, and were requested to sub- 
mit bids by April 29. The bids on car specialties were to 
be in by May 4, but in both cases some additional time was 
allowed. 

The Railroad Administration’s mechanical committee held 
meetings last week to determine the specialties to be used, but 
announcement will not be made until the contracts are 
awarded. The question of specialties was to be considered 
at a joint meeting of the mechanical committee and the Cen- 
tral Advisory Purchasing Committee this week. The prices 
for the cars, according to the announcement from the office 
of the director general, average between $2,500 and $3,000 
apiece. These include an arbitrary figure for the specialties 
and the final price will depend on the actual cost of the 
specialties and labor and materials. The cost of the locomo- 
tives averages a little less than $60 000, and it is understood 
ranges from about $35,000 for the light switching engines 
to about $90,000 for the heavy Mallet. 

The statement given out regarding the locomotive order 
says: “The contracts were awarded on terms much more fav- 
orable to the railroads than the bids originally submitted by 
the builders.”” The terms for both the cars and the engines 
were the subject of protracted negotiations between John 
Skelton Williams, director of the division of finance and 
purchases, and the builders. It is understood that the car 
builders originally asked for cost plus 10 to 12 per cent, 
and that the locomotive builders originally asked 15 per 
cent. But they were required to submit their costs in detail, 
together with information as to their capitalization, previous 
profits, etc., and it was made evident that the Railroad Ad- 
ministration intended to drive a closer bargain than many 
departments of the government have. 

The American Car & Foundry Company finally accepted 
approximately the terms proposed by Mr. Williams, and 
actually itself made the proposition which was adopted as 
the basis for the contracts. The other car building com- 
panies had to agree to accept the same terms to get orders. 
There has been much criticism in the railway supply field 
both of the government for using its monopoly power as 
the only purchaser of cars in the market to force down prices. 
and of the car company for accepting such terms. The 
American Car & Foundry Company has large orders from 
other departments of the government, on which it is under- 
stood to be receiving a much higher rate of profit, but had 
some untaken space that it could devote to cars. One com- 
pany having accepted the low terms, it was manifest that 
others that refused to would not receive orders. 


Specialties 


A similar policy has been followed as to the specialties. 
When the manufacturers were asked to submit bids it was 
suggested that they forego royalties on patents and pool their 
patents so that several companies could manufacture the 
same device at the same time. While there has been no 
definite announcement of policy on the part of the Railroad 
Administration, it has asked the manufacturers in submit- 
ting their costs to itemize their royalties, and while there 
has been a great deal of opposition manifested to the idea 
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on the part of the supply manufacturers some for various 
reasons have offered to waive royalties. 

Meetings with various groups of manufacturers are being 
held this week by committees representing the purchasing 
department of the administration at which an effort is being 
made to break down the iron and steel prices previously 
fixed by agreement by the War Industries Board and the 
Iron and Steel Institute, which in many instances represented 
considerable reductions under the prices which had previ- 
ously prevailed. One difficulty about the plan is that the 
manufacturers of railway materials and supplies will have to 
compete for labor in many cases with neighboring industries 
handling other government contracts on the basis of 10 per 
cent profit on whatever the cost happens to be. 

The attempt which is being made by John Skelton Wil- 
liams, director of purchases of the Railroad Administration, 
to break down the government prices on iron and steel may 
lead to some very interesting developments. The existing 
iron and steel prices were fixed by President Wilson, effect- 
ive on January 1, 1918, through his approval of an agree- 
ment reached by the government’s War Industries Board, on 
the one side, and a committee representing the American 
Iron and Steel Institute, on the other hand. The agreement 
was reached in December and fixed prices on plate, shapes 
and bars which were based on the previous prices prevalent 
in the five pre-war years 1910-15, multiplied by certain 
differentials, which gave prices of $2.90 per 100 lb. for 
steel bars, $3 per 100 lb. for shapes and $3.25 per 100 lb. 
for plates. By the terms of this agreement it was stipulated 
that there should be no reduction in the prevalent rate of 
wages in the industry. Subsequently the manufacturers of 
side frames, bolsters, couplers and similar articles, submitted 
to the Iron and Steel Institute a scale of prices which in- 
volved a reduction of 15 per cent from the prices in effect 
during the last quarter of 1917. Later, prices for malleable 
iron, springs, brake beams, etc., were submitted and verbally 
approved, though they have not been published. The iron and 
steel prices fixed have been mentioned in the published state- 
ments as “maximum” prices, but actually have been used as 
both minimum and maximum prices, and millions of dollars’ 
worth of iron and steel products have been sold to the rail- 
way companies and other industries on the basis of these 
prices. 

The contention of the Railroad Administration is that the 
iron and steel prices accepted by the War Industries Board 
are maximum, but not minimum prices, and that the rail- 
ways should be sold iron and steel commodities at prices be- 
low the maximum. The railway specialty people point out, 
as already indicated, that millions of dollars’ worth of com- 
modities have been sold on the basis of these prices, that 
they have not been treated merely as maximum prices, and 
that since they were fixed there have been substantial in- 
creases in the wages of labor. One point which is urged with 
great force is that if the Railroad Administration succeeds 
in forcing down the government prices other government de- 
partments and commercial concerns will be left in the posi- 
tion of paying higher prices, that other government depart- 
ments and commercial concerns will probably try to get the 
railroad prices and that the result will be to destroy the 
entire fabric of government iron and steel prices. Because 
of fear of this result the policy of the purchasing depart- 
ment of the Railroad Administration is arousing much an- 
tagonism among iron and steel manufacturers. It seems not 
improbable that the question of iron and steel prices to the 
railroads will get up to the War Industries Board and even 
to President Wilson before it is settled, as was the case with 
the question of prices of coal for the railroads. 


Standardization Policies 


The placing of the car and locomotive orders gives some 
additional indications of the government’s policies as to 
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standardization. ‘The statement issued regarding the loco- 
motives says: 

“The six standard types of locomotives, two sizes of each 
class, are expected eventually to supersede the many miscel- 
laneous types and varieties of locomotives now in service, 
embracing engines built according to 500 or more varying 
specifications. This is the first time that any real forward 
step has been taken looking to the wide standardization of 
locomotive engines.” 

The announcement of the car orders also include the fol- 
lowing: 

“The five types of cars represent the standard forms of 
freight cars adopted by the Railroad Administration. These 
standards are the result of the labors of a committee of experts 
who for weeks past have been working upon the problem. 
The adoption of these standard types, it is believed, will 
eventually substitute a few scientifically worked out designs 
for the numerous miscellaneous varieties of cars, representing 
probably more than a thousand different old styles and speci- 
fications now in use, the accumulations of the past.” 

We have here a definite announcement that the standard 
types of car and locomotives are expected to represent a 
nucleus for eventually standardizing the entire motive power 
and car equipment of the railroads. They have not been 
adopted for the purpose of saving time in the placing of the 
car orders, for other orders for cars have been prohibited 
pending the adoption of the standard designs, and the fact 
that the five heavy Mountain type locomotives will be di- 
vided between the two companies, whereas they naturally 
could be turned out more quickly and at less expense if 
awarded to one company, indicates that they are expected to 
be the foundation for future similar orders to both com- 
panies. 

While it is not expected that the six types (twelve de- 
signs) of locomotives and the five types of cars will meet all 
of the requirements in the way of varying conditions, it is 
understood that they have been selected as the types that will 
meet the greatest number of conditions, and will meet the 
most pressing demands. It is stated that the engines “will 
be allotted, upon completion, to the various railroad systems 
where they are most needed,” that they will be lettered “U. 
S.” and will remain the property of the government during 
its control of the roads. While the various railroads had been 
asked to signify how many of the standard locomotives they 
desired, they were given no opportunity to order any other 
kind, and they have filed their various requests for’ the num- 
ber they desired to have allotted to them. 

It is no secret that there has been a considerable difference 
of opinion in the Railroad Administration as to the extent to 
which the locomotive standards should be adhered to. Cer- 
tain of the officers who have had to deal with the question 
have insisted on rigid standardization, while others have in- 
sisted that roads having special requirements should be al- 
lowed to order engines of their own designs. The memo- 
randum recently addressed to the roads, in which it was 
stated that a road having unusual or unique situations to be 
met might make representation to the director general as to 
its individual necessity for a departure from the standard 
types, indicates a compromise between the two views. It has 
been stated that while it has never been expected that the 
types of locomotive adopted would serve all requirements, 
and that further variations would not be required, the inten- 
tion is to make the more special types conform as closely as 
possible to those already ordered, using as many as possible 
of the standard parts. The requests for bids for specialties 
stated that no bid would be considered unless the device 
offered was interchangeable in its application with similar 
devices offered by other manufacturers, so that if various 
types of specialties are ordered a road may use the types it 
has on hand to replace others on any of the standard loco- 
motives. 
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The list of car orders shows that the cars have been well 
distributed among the available plants, which will not only 
give each company a share of the business, but will probably 
insure more rapid delivery of a large number of cars than 
if the orders were placed with fewer companies. The dis- 
tribution of the orders geographically will also simplify the 
distribution of the materials and avoid cross hauling. The 
Canadian Car & Foundry Company made strong efforts to 
secure a part of the orders, and at one time it was under- 
stood to have been awarded 7,500 cars, but the American 
companies opposed this, and the cars were later distributed to 
other companies. If later orders are found to take the ca- 
pacity of the plants in this country the Canadian company 
will probably be considered. 


The Railroad Revolution* 
By W. G. McAdoo, 


Director General of Railroads. 


ITHIN THE LAST FOUR MONTHS we have gone 
WV through a tremendous revolution in this country, 

so far as the railroads are concerned. By one 
stroke of the pen, the President of the United States has 
transformed all these railroad systems, these separate, com- 
petitive systems, into one great unified transportation sys- 
tem for the purpose of making it certain that we, with the 
aid of our gallant soldiers and sailors, shall finish the 
military despotism of the Kaiser, and restore peace and 
liberty to a distracted world. 

It is not only our soldiers and our sailors who are going 
to hand something to the Kaiser, but we railroad men are 
going to hand him something before we get through. We 
have it up our sleeves for him. He does not know it yet, 
but he will find it out before this war is ended.. 

The railroads of the United States have for a long time 
been the football of finance, of politics, and of ‘all sorts of 
things. I am frank to say that I think it has been very 
hurtful to the country. I do not mean to reflect upon public 
bodies or officers or employees of railroads. I am not criti- 
cising; I am only speaking of facts. The things that have 
happened back of us are of no consequence except in so 
far as they teach us useful lessons for the future. So long 
as the railroads of the United States were used primarily 
for private and selfish ends, so long as they were made a 
political question, the difficulties of reconciling contending 
and competitive interests with the public interest have been 
insuperable. Railroads have been controlled too much in 
times past by the financial powers of the country, and there 
again I speak in no critical sense. I speak of it only be- 
cause I want you to understand the conditions and what it 
is that we must do in the future to handle the railroads 
wisely. We must learn useful lessons of the past and apply 
them in the way that will best serve the vital interests of 
America. 

The old private control has been abolished. We have 
a competitive system of railroads in the United States no 
longer. When I look at a locomotive or a freight or pass- 
enger car passing me, I do not care what name is painted 
on it—I can not see it. The only thing I can see on them 
is “U. S.” I see those great machines going by, pulsating 
with life and energy, representing the majesty of America, 
with Uncle Sam’s engineers and firemen in the box and 
Uncle Sam’s freight men and trainmen in control; and I 
see Uncle Sam’s officers, train masters, train despatchers, 
clerks, yardmen, and trackmen and everybody else in the 
railroad service of the United States on duty and keyed 
up with a desire to make themselves of the greatest service 





*Extracts from an address to railroad employees at El Paso, Tex., April 
i7, 1918. 
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to the country in this hour of national peril. When I see 
these things it makes me very proud of you railroad men 
and very eager to be able to measure up to the great re- 
sponsibilities that have been put upon me, to help you men 
do this great job for our beloved country. I doubt my own 
fitness and capacity, but as the President has chosen me 
for this service, like a good soldier I have responded, de- 
termined to do and to give the very best that is in me. 
Because I do not know it all, I want to learn all I can, 
and I know that I can not do this great job unless I have 
the loyal support and co-operation of the real soldiers of 
the railroads, because you, my friends, are soldiers in the 
ranks. You are soldiers of liberty. You are fighters for 
freedom. You and your officers are those upon whom I 
must rely if my services in this great railroad enterprise, 
this unified government control, are to be worth anything 
to the country or to you. 

The railroads must function to the highest degree. Do 
you realize that we can not send our men across the high 
seas and protect them there, give them a chance to fight 
for their lives and for our safety, if the railroads do not 
function—not 50 or 60 or 90 per cent, not even 100 per 
cent, gentlemen, but 150 per cent, if necessary. If we make 
the railroads function even 150 per cent, is that comparable 
to the sacrifices that an American soldier makes upon the 
bloody battle field when he gives his life for us, or is 
maimed for life while fighting for us? By contrast, my 
friends, there is nothing we can do here that can compare 
with the sacrifices that our sons must make for us before 
the world is free again. 

So I want to beg every railroad man—not only the officers, 
but the employees as well—to rededicate themselves to the 
service of their country. You are no longer the employees 
of any private railroad or corporation. You are employees 
of Uncle Sam. Weare all enlisted in this one great service as 
fellow soldiers in the legion of liberty. If we pull together, 
if we do our work to the limit, if we spare ourselves in no 
way to accomplish the results, we shall certainly get them; 
there will not be an American soldier in Europe who will 
suffer because the railroads have not done their full part. 

One thing we must all learn is this—that the old conditions 
have disappeared. We are all serving a common master— 
we are serving Uncle Sam. We are partners in a great and 
glorious enterprise. We must not encourage suspicion of 
each other. We must co-operate with each other. We must 
devote ourselves whole-heartedly to our work. We must re- 
spect our superior officers as we expect our superior officers 
to respect us. We must go forward with an unalterable deter- 
mination that the rule of individual action must now be one 
thing and one thing only—an unselfish and unremitting 
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love of country—a pure and undefiled Americanism above 
everything else. 

I have to speak judicially about the question of wage in- 
creases for the moment, because, having selected a commission 
to investigate the subject, I must let the commission complete 
its investigations and make its recommendations before I take 
action. But when the report comes in, I shall make a decision 
as promptly as I can after I have read the report. I am as 
anxious as you are to get these questions back of us. Perhaps 
I may be inadvertently a benefactor of all the men and their 
wives who are involved in this problem, because if an increas¢ 
is granted, the full amount will have been saved for them, 
and can be invested in Liberty bonds. You will not have 
spent the increase in the meantime. Sometimes enforced sav 
ing is a mighty good thing. I wish Uncle Sam would hold 
back some of my pay and enforce savings upon me, if I could 
stand it. But Uncle Sam does not give me, as you know. any 
pay whatever for running the railroads of the United States. 
I am serving as Director General of Railroads without a 
cent of compensation, but I am delighted to serve for nothing 
if thereby I can be of the least value to my country. 

But I do not want you men to serve for nothing, and I do 
not want you to be inadequately paid or unjustly treated. 
Railroad men have been cuffed about the country a great 
deal during the last few years, when there has been so much 
prejudice against the railroads, and the public attitude toward 
railroad managements as well as toward railroad employees 
has not been sympathetic, to say the least. Now we are all ser- 
vants of the people of the United States, and I am sure that 
the public attitude is going to be different. It rests with us to 
make it different. We can earn the respect, sympathy and 
good will of the public by giving it a square deal, as we 
want the public to give us a square deal. You railroad 
men are all my boys now, and so long as you do your duty) 
I do not intend to let anybody kick you around. You will 
find that I will defend you to the limit of my power as long 
as you are right, and I know that you will not expect me 
to defend you if you are wrong, because I won’t. I am 
sure, however, that you will not be wrong, because we have 
a new inspiration to service now—to serve our great and 
glorious country in this desperate war between our demo- 
cratic ideals and the repulsive ideals of the German mili- 
tary autocracy. We are, therefore, serving no private interests 
but our own interest, so long as the government controls the 
railroads, and we can go forward shoulder to shoulder, as 
patriotic and loyal citizens, determined to do our best, and in 
doing our best to serve ourselves as well as to serve our 
country. I want to express my appreciation to the railroad 
men of the United States for the subscriptions they have 
made heretofore to Liberty bonds. 
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Doings of the United States Railroad Administration 


Director General Returns to Washington Where Many 
Important Affairs Await His Attention 


IRECTOR GENERAL McApoo returned to Washington on 
D May 7 after an absence of nearly a month on his tour 

of the country making Liberty Loan speeches and a 
brief period of rest at White Sulphur Springs. ‘There were 
many important matters awaiting his attention or decision, 
which had been developed by his staff during his absence, 
but an attack of tonsilitis compelled him to remain at his 
home for a few days. 

One of the important matters which was expected to be 
decided soon after his return was the report of the Railroad 
Wage Commission. This has now been completed, or prac- 
tically so, and a copy was taken to him to look over at White 
Sulphur Springs for his decision. It is understood, how- 
ever, that the report is not yet entirely ready to be given out 
but it is known in a general way that it will recommend 
increases in wages for practically all classes of railway em- 
ployees which will amount to several hundred million dol- 
lars a year. 

Another matter which is practically ready for his ap- 
proval is the contract with the express companies, which 
are to be merged into a single company and make a con- 
tract with the Railroad Administration for handling the ex- 
press traffic on the basis of an approximately equal division 
of earnings. The negotiations have been carried on by the 
representatives of the express companies and the Division 
of Public Service and Accounts. 

The question of what prices the railroads are to pay for 
coal, whether the standard government price or a lower price, 
is also expected to be settled as soon as Mr. McAdoo can 
be consulted. This has been the subject of a controversy 
between John Skelton, Williams, director of finance and 
purchases, who insisted on the railroads being allowed to 
make contracts at a lower price than other consumers, and 
the Fuel Administration, which has insisted on the regular 
price. ‘The question was referred to President Wilson. In- 
volved with it is also the question of car distribution. It 
is reported that the President has approved a plan by which 
mines furnishing railroad fuel coal will no longer receive 
preference in car supply, but that the cars will be distrib- 
uted ratably to all mines and the Fuel Administration will 
regulate the distribution of the coal. It is expected that 
Mr. Williams’ efforts to break the other government stand- 
ard prices on raw materials will also be taken up with Mr. 
McAdoo and possibly with the President. 


Rates to Be Increased 


Increases in freight and passenger rates are also expected 
to be taken up by the director general shortly.. It is under- 
stood that the preliminary work looking to increased rates 
is now being done by the Division of Traffic and that the 
amount of the increases to be proposed will depend to some 
extent upon the amount of the wage increases to be 
made. 

The preliminary reports issued by the Interstate Com- 
merce Commission of earnings and expenses for the first three 
months of the year show alarming decreases in operating 
income even without the effect of the wage increase, which 
is to be retroactive from January 1. 

Standardization of passenger fares, and possibly to some 
extent of freight rates, is to play a considerable part in the 
move for higher rates. Rate clerks from roads in all parts 
of the country are at work in Washington on the compila- 
tion of a national mileage table, showing the distances be- 


1173 


Wasuincton, D. C. 
tween all points, which it is understood is to be made the 
basis for a mileage system of fares and will obviate to a large 
extent the necessity for rate clerks and complicated tariffs 
because fares will be based largely on mileage, although 
equalized to a certain extent between common points. The 
basic rate of fare has not yet been determined, although 
there have been reports that it would be a minimum of three 
cents a mile. 

Although the complete reports of earnings and expenses 
have not yet been issued for any month of this year, it is 
becoming well understood that without large rate increases 
the Administration is facing a large deficit and the pro- 
posed rate increase when announced is expected to make the 
increases formerly asked by the railroad companies, which 
have aroused such protracted and bitter controversies, seem 
rather insignificant in contrast. 

The director general is expected also to interest himself 
in the negotiations regarding the standard form of contract 
governing the compensation of the railroad companies, which 
have been conducted by committees representing the com- 
panies and the Administration. The conferences on this 
subject have been protracted and although it is understood 
that the two sides are gradually approaching an agreement 
it is said to be possible that the presence of the director gen- 
eral may serve to expedite matters. 


Consolidated Ticket Office at Washington 


The United States Railroad Administration’s consolidated 
ticket office at Washington, which in some respects is a model 
for the centralized ticket offices to be established throughout 
the United States, was opened on Monday, May 6. The 
office is centrally located at the corner of Thirteenth and F 
streets and replaces nine offices formerly maintained by the 
individual railroads. The general plans for the Washing- 
ton ticket office were worked out by a committee of passen- 
ger officers appointed by the Railroad Administration, con- 
sisting of H. F. Cary, general passenger agent of the South- 
ern; J. P. Anderson, passenger traffic manager of the Penn- 
sylvania, and W. B. Calloway, passenger traffic manager 
of the Baltimore & Ohio. 

The Washington office consists of a long, rather narrow 
room with a broad ticket counter about 80 feet in length 
running nearly the full length. Behind the counter are two 
large ticket cases, each of which carries a full set of ticket 
forms which can be used to reach any point in the United 
States, Canada or Mexico and Cuba. Sixteen ticket sellers 
are on duty and each one is expected to be able to handle 
ticket sales to any point and to complete the entire trans- 
action, including the selling of Pullman accommodations and 
making arrangements for the transfer of baggage. 

A special feature, which is to be used also in other offices, 
is a new method of handling Pullman reservations. All Pull- 
man diagrams are centralized at the ticket office in the 
Union Station and a private telephone system consisting of 
22 direct lines has been installed between the ticket office 
and the station so that each ticket seller is able simply by 
lifting the receiver of his telephone to secure the attention 
of the diagram office, obtain the information desired and 
reserve space. The telephone calls do not pass through an 
exchange and the ticket clerk can talk to the Union Station 
office and fill out his ticket blanks more easily than he 
could look up a diagram in his own office. The fact that 
the ticket clerks sell both passage and Pullman tickets - 



















avoids the necessity of passengers having to stand in line 
twice. 

While a considerable saving in rentals was made by the 
discontinuance of the separate offices and the centralization 
in one office, the entire ticket selling force of the separate 
offices was taken over and in some cases salaries were in- 
creased. The office has been rather crowded thus far since 
it was opened, but it is expected that customers can be 
accommodated more rapidly as soon as the clerks become 
more accustomed to selling to all points. For example, 
the first ticket was sold by a man formerly in the Baltimore 
& Ohio office to an obscure point on the Southern Railway, 
while the second was sold by a Southern Railway man to 
a point in North Dakota. The clerks were naturally less 
familiar with the consolidated ticket stock than with the 
stocks they had been used to handling. 

In the Washington office, as in each of the other con- 
solidated ticket offices, a man is stationed to answer in- 
quiries regarding freight transactions. While he is not 


equipped to quote rates or to issue bills of lading, he is 


expected to furnish general information desired by the pub- 
lic and if necessary to refer inquirers to the proper office 
of an individual road. 

In the basement is a well equipped locker room for em- 
ployees and here are also kept reserve ticket stocks, etc. 


Tickets to Be Standardized 


A ticket standardization committee appointed by the divi- 
sion of traffic of the Railroad Administration has been at 
work in Washington for the last week or so on plans for 
simplifying ticket contracts and ticket forms. It is prob- 
able that the work of the committee will also result in in- 
terchangeable tickets similar to that already adopted for 
use between Chicago and St. Louis, which will be good for 
passage over any route between the points named. The com- 
mittee consists of O. P. McCarthy, formerly passenger traf- 
fic manager of the Baltimore & Ohio, chairman; C. A. Fox, 
secretary of the Central Passenger Association, secretary; 
J. D. Rehner, general passenger agent of the Florida East 
Coast, and J. V. Lanigan, assistant general passenger agent 
of the Illinois Central, representing the southeastern roads; 
W. J. Cannon, assistant general passenger agent of the 
Chicago, Milwaukee & St. Paul, and F. E. Batturs, general 
passenger agent of the Southern Pacific, representing the 
western roads, and W. L. Pratt, chairman of the New Eng- 
land Passenger Association, who, with Mr. McCarthy, repre- 
sents the eastern roads. 


Handling of Live Stock 


The Car Service Section has issued a bulletin stating that 
it is advised by the Director of Inland Transportation, War 
Department, that it has been decided that all shipments 
of live stock made by that department shall be handled in 
strict accordance with the twenty-eight-hour law, and that 
attendants are directed not to sign release permitting con- 
finement for a longer period without unloading for feed and 
rest in accordance with the law regulating the handling of 
live stock, except in the most extreme cases, when, due to 
unavoidable delays, it may be impracticable to unload with- 
in the twenty-eight-hour limit. 


Weekly Financial Reports 


All carriers subject to federal control are required by 
General Order No. 23 to render a weekly report of cash 
resources and requirements to the treasurer of the United 
States Railroad Administration, showing also estimated cash 
receipts and requirements during the remainder of the cur- 
rent month and the subsequent month. 





GUATEMALA IMPORTED RAtLwAy SuppPiies to the value 
of $128,170 in 1917.—Commerce Reports. 
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Orders of the Western Regional Director 


URING THE PAST WEEK R. H. Aishton, regional director 
of western railroads, Chicago, has issued the follow- 
ing orders to the lines under his authority: 


Execution of Contracts 


In a circular dated April 30, the regional purchasing com- 
mittee has supplemented its letter of April 24, in reference 
to the.submission of contracts to it for approval, as follows: 

Contracts recommended for approval should be executed 
by the railroad and forwarded in duplicate, one copy to be 
retained by this committee. Your action in executing con- 
tract before submitting it, indicates that you assume respon- 
sibility for its being the most advantageous contract that 
you can secure as a result of competitive bids. 

Please see that all contracts submitted for approval are 
complete in every respect. In those cases where a contract 
is executed by the seller before submitting, it must be under- 
stood that it is not binding and should not be delivered 
until approved by this committee. 


Passenger Cars and Freight Cars on Order 


Circular No. 94 asks for the following information on 
passenger and freight cars that railroads have on order: 
Name of builders, shop, date of contract, purchaser, descrip- 
tion of cars, number due on January 1, 1918; number de- 
livered January 1 to March 31, number due April 1, deliv- 
eries scheduled. 


Inspection of Materials, Locomotive and Car 
Construction 


Circular No. 91 calls for an inventory of the facilities 
and forces as now organized upon the various railroads for 
material inspection and construction inspection. The cir- 
cular reads as follows: Herewith find blank forms and a 
sample form which has been filled out for the A. B. & C. 
Railroad to illustrate the way in which this form should 
be made out, showing the present organization of your ma- 
terial inspection forces. In connection with this form, please 
note that if the foreman in charge acts as field inspector 
for more than 50 per cent of his time, he should be classed 
as field inspector only. 

There are also attached separate blank sample forms which 
are to be filled out showing the various construction inspect- 
ors carried by the railroads, one form for locomotive inspect- 
ors and one for car inspectors. If more forms are required, 
the railroad will reproduce the necessary number. If the 
forms as made out do not exactly cover the conditions on 
certain railroads, it is desired that supplemental data be fur- 
nished to cover the full intent of the form. 

Also advise to whom communications should be addressed 
regarding: (a) Materials—inspection and test; (b) loco- 
motive building inspection; (c) car building inspection. 

This report does not include tie inspectors. Roads having 
a separate organization for inspection of ties will continue 
it under direction of the regional purchasing committee 


Selling or Reclaiming Scrap 


Circular No. 92 reads as follows: On account of the 
shortage of iron and steel, the War Industries Board and 
the Council of National Defense call attention to the neces- 
sity for picking up and either selling or reclaiming every 
piece of scrap iron or steel, dismantled machinery, obsolete 
iron and steel material or machinery that can be found on 
each road. 

The Railroad Administration directs that special atten- 
tion be given this matter and all such scrap metals and ma- 
terial be disposed of to the best advantage as soon as possi- 
ble. A thorough canvass of the entire situation should be 




























































SE, a ae 


ee 





ear = oy 


May 10, 1918 


made, taking into consideration unused plants with obsolete 
machinery, or rail and fastenings laid in abandoned gravel 
pits, industry tracks, logging roads, etc., etc., which are no 
longer of use. Each road will please report to this office 
on or before May 31, what has been accomplished. 


Employees’ Magazines 


Western railroads which publish employees’ magazines 
have been requested to supply the regional director with 
copies of their last issues and the following information: 
1 How frequently published; 2 Total expense of publication; 
3 Revenue derived from advertising; 4 Net expense for pub- 
lication; 5 Advantages expected to be obtained from publi- 
cation. 


Diversion or Reconsignment of Freight 


In a communication dated May 4, the regional director 
says: The question has been raised on orders for diver- 
sion or reconsignment of freight traffic while in possession 
of rail carriers, whether the road receiving the diversion 
orders from the shipper or other party in interest, or the road 
in possession of the freight should determine whether the 
diversion order should be accepted and the diversion 
made; also with which road the financial responsibility lies 
in case of the acceptance of diversion order from an irre- 
sponsible party or for other reasons the acceptance and ac- 
complishment of the diversion order results in the liability 
of one or more of the roads handling the freight. 

It is held that the road receiving the order for diversion 
or reconsignment from the shipper or the party in interest 
shall determine whether that order shall be accepted and 
accomplished, and should any financial liability result from 
the acceptance and accomplishment of the order, then the 
road that received it from the shipper and determined that 
it should be accepted’ and accomplished will be financially 
responsible to its connections for any loss or liability that 
may result. 


Tariffs Naming Intrastate Rates 


In order to permit an intelligent consideration of the ques- 
tion of uniformity in state and interstate rates, western lines 
have been instructed to prepare an analysis in duplicate of 
freight tariffs published by them which contain rates, rules 
or charges applicable on intrastate traffic only. The purpose 
of this analysis is to have ready at the earliest possible 
moment a detailed statement of the tariff or tariff items 
which may have to be amended, cancelled or filed with the 
Interstate Commerce Commission, to eliminate conflicts, bring 
all rates to a new basis and have one rate and only one pub- 
lished for each service, and that rate applicable on all busi- 
ness, both state and interstate and filed with the Interstate 
Commerce Commission. The information asked for in this 
letter (dated April 30) is to be listted on two forms, one 
covering interstate tariffs naming intrastate rates and the 
other state tariffs not filed with the Interstate Commerce 
Commission. 


Publication of Freight Tariffs 


In Circular No. 93, the regional director gives the follow- 
ing instructions: The cost of compiling and printing freight 
tariffs in the United States is variously estimated from 
$5,000,000 to $8,000,000 per annum. An attempt will be 
made to reduce this cost by simplification and consolida- 
tion of tariff issues. For this purpose, you are asked to 
furnish in duplicate a statement of your tariff issues accord- 
ing to a form attached. One copy of this statement will be 
sent to Washington and the other copy will be retained here. 
It is understood that exact answers cannot be made to many 
of these questions, but the best possible estimate should be 
furnished and your report should show whether the figures 
are actual or estimated. 
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Among the questions asked in the form accompanying this 
circular are the number of freight tariffs and the number 
of supplements and amendments thereto published by each 
road in 1917; the cost of compiling, printing and distribut- 
ing them; the total amount paid for freight tariffs (includ- 
ing amendments and supplements) issued by freight associa- 
tions, bureaus or publishing agents; the proportion of space 
in all freight tariffs, amendments and supplements (issued 
by each road and in effect December 31, 1917), covering 
rates, rules, etc., applying locally between points on each 
road, and the proportion applying jointly with other lines; 
the proportion covering rates, rules, etc., on tariffs which 
have been competitive with other roads and which were a 
practical duplication of matter published by another road 
or by a publishing agent; and the proportion which were 
the same or substantially the same or exceptions to those 
printed in a classification or circular issued by a publishing 
agent. 


Industrial and Agricultural Development Work 


Circular No. 97, dated May 2, states that the staff of the 
director general has reached the following conclusions as to 
expenditures for industrial and agricultural development 
work: 

1: Nothing should be expended in these days for industrial develop- 


ment. Our man power is too little for the industries already established 


other than those which relate to the immediate activities of the war. 


2: Carriers may, to some extent, continue expenditures for agricul- 


tural development. In no case should expenditures for the year 1918 
exceed those for 1917 and ordinarily they should be less. 

3: It is felt that railroads in making these expenditures should get 
into close touch with the Agricultural Department (at Washington) and 
should permit that department to occupy what may be termed the 
scientific or special field of that work. 


Conserving Supplies and Materials 


The director of the division of Transportation has 
issued the following instructions dated May 6, which should 
be observed in connection with Circular No. R. P. C. 10: 

“In view of the increasing difficulty in obtaining a suffi- 
cient amount of steel and iron products, it is more import- 
ant now than ever that every effort be made to reclaim and 
make repairs to old material instead of using new, and 
under no circumstances must material be scrapped until 

1. It is known positively that it cannot be satisfactorily 
repaired. 

2. That the cost of repairs will be prohibitive. 

“Each road will appoint a ‘reclaim committee,’ which 
will make a study of the proposition and put into effect the 
necessary methods to carry out the desired results and make 
recommendations for devices or apparatus that will best 
serve the purpose of conservation of all kinds of material.” 


Overtime Payments to Trackmen 


Paragraph “G” under Section 2 of Circular No. 63 reads 
as follows: “Roads now paying, or under contract to pay, 
trackmen time and a half for Sunday and night work may 
continue this practice, and other roads in the same territory 
may adopt the same practice, if they so desire.” 

Statements have been made that some lines have nat been 
observing these instructions. There should be no deviation 
from the rules as outlined in Circular 63 without definite 
approval from this office. Any railroad that was not pay- 
ing time and a half for overtime for Sunday work to track 
labor when this circular was issued should not institute the 
practice without definite approval from this office. 


Surety Bonds 


In order to prevent any question as to whether surety bonds 
cover also the interests of the United States, it has been ar- 
ranged to place a rider on all surety bonds issued to any rail- 
road under Federal control to cover this point. Nine surety 
companies have been requested to arrange for its attachment 
to surety bonds. 
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Extensive Reductions in Western Passenger Service 


Readjustments of Schedules Involving Elimination of 
Nearly 12,000,000 Train-Miles a Year 


western railroads amounting to 11,728,218 train-miles 

per year will become effective on June 1, or shortly 
thereafter. The changes will be made in conformance with 
a detailed report recently prepared by the passenger traffic 
committee of the western region, P. S. Eustis, chairman, and 
approved by the director general. Changes recommended by 
this committee will be substantially as outlined in the report 
as summarized below, although a few additional alterations 
of the proposed schedules may yet be made before June 1. 
It will be observed that no radical reductions in train service 
have been made. On the contrary, it has been the purpose 
of the committee to provide through service ample for the 
needs of the traveling public, although in doing so the sched- 
ules of individual lines have been disregarded and the serv- 
ice of all the lines involved has been considered as a whole. 
At the same time, it has been the aim of the committee to 
preserve on each railroad sufficient trains to serve local needs 
as well as the needs of individual communities for through 
service. 

Four northbound trains between Chicago and St. Paul 
have been removed and two new trains added, making a net 
reduction in service of two trains. Southbound between the 
same points five trains have been taken off and two trains 
added, making a net reduction of three trains. The new 
schedules, therefore, will provide 19 northbound and 16 
southbound trains daily between Chicago and St. Paul, com- 
pared with 21 northbound and 19 southbound under the old 
schedules. 

Under this plan the Chicago & North Western will operate 
two day trains and three night trains between Chicago and 
St. Paul as compared with two day and four night trains 
under the present schedules. Southbound it will have two 
day trains and two night trains as compared with two day 
and three night trains under the present plan. The North 
Coast Limited will not run south of St. Paul. The Chicago, 
Burlington & Quincy, Pacific coast train leaving Chicago 
at 10:10 a. m. and the southbound coast train leaving St. 
Paul at 11:30 p. m. have been removed, while the south- 
bound coast train leaving latter point at 8:30 a. m. will 
remain in service. Under the revised schedules the Burling- 
ton will have two night trains and one day train northbound 
and one night and two day trains southbound. This is 
equivalent to a net reduction of one train each way on the 
Burlington. All four of the Pacific coast trains on the Chi- 
cago, Milwaukee & St. Paul have been retained. The only 
trains discontinued between Chicago and St. Paul are the 
northbound train now leaving Chicago at 9:40 p. m. and the 
southbound train leaving St. Paul at 7:30 p.m. The only 
additional change in service between Chicago and the Twin 
Cities is the lengthening of the schedule of the Chicago Great 
Western train leaving Chicago at 8:30 p. m. to 13 hours. 

Between Chicago and Omaha a net reduction of three 
trains each way will be made. Westbound the North West- 
ern trains leaving Chicago at 9:40 and 10:00 p. m. and the 
St. Paul train leaving there at 10:05 a. m. will be discon- 
tinued, while eastbound the North Western trains leaving 
Omaha at 8:35 and 10:10 p. m. and the St. Paul train leav- 
ing at 7:50 p. m. will be eliminated. The schedule of the 
Illinois Central train leaving Chicago at 5:30 p. m. will be 
lengthened to 15 hours. All of the trains removed are Pacific 
coast trains. 

Between Chicago and Kansas City there will be a reduc- 
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tion of three trains each way. The Atchison, Topeka & 
Santa Fe trains leaving Chicago at 10:30 and 4:45 p. m. 
and leaving Kansas City at 8:30 a. m. and 6:15 a. m. have 
been eliminated. The 10:30 p. m. train westbound has also 
been discontinued between Kansas City and the coast, while 
the train leaving Kansas City at 8:30 a. m. for Chicago has 
been discontinued from the coast to Kansas City. 

On the Rock Island the Pacific coast trains leaving Chi- 
cago at 9 a. m. and 8:05 p. m. will be discontinued between 
Chicago and Kansas City, but will continue to operate from 
there to Tucumcari, N. M. Eastbound, the Pacific coast 
trains arriving in Kansas City at 10:40 p. m. and 7:35 p. m. 
will no longer operate to Chicago. 

On the El Paso & Southwestern one train in each direction 
will be removed between Tucumcari, N. M., and El Paso, 
Texas. 

The Great Northern and the Northern Pacific will con- 
tinue to operate the same number of trains between St. Paul 
and the coast. One train in each direction has been discon- 
tinued on the Los Angeles & Salt Lake between Salt Lake 
City, Utah, and Los Angeles, Cal. The Southern Pacific will 
discontinue the operation of its westbound train leaving Og- 
den, Utah, for San Francisco at 1:30 a. m., and its eastbound 
train leaving San Francisco for Ogden at 12:40 p.m. The 
time of its westbound train from New Orleans to Los An- 
geles, leaving the former city at 11:30 a. m., has been length- 
ened to 64 hours, while the schedule of the eastbound train 
between the same points, leaving Los Angeles at 8:30 a. m. 
has been similarly lengthened. One train in each direction 
has been discontinued between Los Angeles and El Paso. 

On the Union Pacific three westbound and three eastbound 
trains have been discontinued between Omaha and Ogden. 
In addition two trains in each direction have 
solidated. 

The service between Portland and Seattle has been re 
duced by three trains in both directions. The schedules have 
been finally approved and will go into effect on May 14. 

The committee is still studying the train service between 
St. Paul and Omaha, and it is not unlikely that one train 
will be removed between these points. It will also issue a 
supplementary report containing proposed changes in service 
between St. Louis and Kansas City and between St. Louis 
and Kansas City and Texas points. The readjustment of 
service outlined in this article involved a considerable num- 
ber of changes in the times of departure and arrival which 
we have not attempted to cover. The following table shows 
the reductions in train-miles per year for the individual roads 
which will be affected by the new schedules: 
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Philadelphia—Chestnut Hill Electrification 














Latest Improvements in Catenary Construction Used on 
This Branch of the Pennsylvania 


HE CHESTNUT HILL electrification is an extension of 
the Philadelphia-Paoli electrification, connecting with 
it at a point near West Philadelphia, and extend- 

ing over the main line to North Philadelphia and over 
the Chestnut Hill branch to Chestnut Hill. The distance 
from Broad Street to Chestnut Hill is twelve miles. The 
length of the new electrified Chestnut Hill line is 10 miles, 
2.3 miles of which is four track and 7.7 miles double track. 

There are at present in daily operation 21 trains, totaling 
88 cars, in each direction. It is expected that this service 
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Fig. 1—Map Showing Location of Newly Electrified Section 


will be increased when more normal traffic conditions permit. 
The electric equipment is designed to handle a service of 


.32 trains each way per day, the rush-hour service being 


eight-car trains on a five-minute interval. The running time 
of the steam trains eastbound from Broad Street to Chestnut 





1177 


Hill was 35 minutes, or a schedule speed of 20 miles per 
hour. The electric service is at present operating on former 
steam schedule, but when the next time table is issued this 
schedule will be reduced to 33 minutes. The westbound 
schedule being chiefly down grade is three minutes shorter 
than the eastbound. 

The average grade between North Philadelphia and the 
junction with the Philadelphia-Paoli electrification is .38 
and the maximum grade is 1.3 per cent. near the easterly 
approach to 36th Street tunnel. The difference in elevation 
between the junction of the Chestnut Hill branch with the 
main line at North Philadelphia and the end of the track 
at Chestnut Hill is 297 feet, or an average grade .84 per 
cent. The maximum grade on this branch is 2.5 per cent 
between Highland station and Chestnut Hill. A map of the 
Chestnut Hill branch and its connection with the Philadel- 
phia-Paoli line are shown in Fig. 1. 

Of the total of twelve miles of Chestnut Hill electrifica- 
tion, eight miles are on tangent and four miles on curved 
track. The heaviest curve at North Philadelphia is 11 deg. 
and is about .2 miles in length. The remaining, curve track 
varies from 0 deg. 40 min. to 50 deg. 20 min., most of which 
is on rising grade. 

There are 11 stations on the Chestnut Hill branch, 
spaced about one-half mile apart, except in one case, where 
the distance between stations is one and one-half miles. 


Power System, Transmission and Distribution 
Power for the Chestnut Hill electrification is furnished 


_by the Philadelphia Electric Company. The power station 


is on the east bank of the Schuylkill river at Arsenal bridge. 
Three-phase power is generated at 13,200 volts, and is 
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transmitted over four 350,000 c.m. three conductor sub- 
marine cables to the Arsenal bridge transformer station, 
which is located on the west bank of the river, about opposite 
the power house. 

Power for the Paoli electrification was taken from one- 
phase of the Philadelphia Electric Company’s system. 
With the Chestnut Hill load added, the three-phase power 
(somewhat unbalanced) is transmitted to the Arsenal 
bridge transformer station, in which two groups of Scott 
connected transformers are employed for transforming the 
supply into two-phase 44,000-volt power. Phase balancers 
are installed in the Philadelphia Electric Company’s power 
house to correct’ the unbalancing which occurs due to the 
variation in load requirements of the Paoli and Chestnut 
Hill systems. From the high tension sides of the step-up 
transformers there are four 44,000-volt single-phase feeders, 
two for Paoli and two for the Chestnut Hill electrification. 
The middle point of the high tension winding on each of 
the transformers is connected to ground through a resistance, 
thus reducing the voltage between any wire and ground to 
22,000 volts. From the Arsenal bridge transformer station 
the four single-phase transmission lines run to the West 
Philadelphia transformer station, where connections are 
made to each line. From the West Philadelphia transformer 
station they continue west, two running to the Bryn Mawr 
and Paoli transformer stations of the Paoli electrification, 
and two to the North Philadelphia and Allen Lane trans- 
former stations of the Chestnut Hill electrification. 

For the Chestnut Hill supply, transmission lines are of 














Fig. 2—Transmission Pole Carrying 44,000 Volt Line 


stranded aluminum steel reinforced wires, having a con- 
ductivity equivalent to 2/0 copper, carried on cross arms 
on separate transmission poles of sufficient height to clear 
all highway bridges and crossings. A signal power line 
of stranded aluminum steel reinforced wires, having a con- 
ductivity equivalent to 1/0 copper, is carried from North 
Philadelphia to Chestnut Hill on cross arms placed on 
the transmission poles below the power transmission cross 
arms. The signal power line of insulated copper wire, from 
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the source of supply at West Philadelphia transformer 
station, is carried underground in ducts to North Phila- 
delphia, where a one to one ratio transformer separates 
it from the aerial aluminum line, thus sectionalizing the 
underground line from the aerial. The transmission lines 
are protected by a 34-in. Siemens-Martin galvanized steel 
ground wire carried on top of the transmission poles. A 
general view of a transmission pole is shown in Fig. 2. It 
was decided to use aluminum steel reinforced transmission 
wire because of the material saving in cost as compared with 
copper. 

Safety ties of special design are used on both the power 
and signal transmission lines on poles adjacent to highway 








Fig. 3—North Philadelphia Transformer Station 


crossings and station platforms in order to insure against 
burning off and falling of wires in case of insulator tailure. 
These safety ties consist of flat galvanized iron plates, 31% 
in. wide, placed under and clamped to the transmission 
wire and to yokes on the insulators. The plates extend 
about 18 in. beyond the insulators. Two insulators are used 
at highway crossings and on sharp curves. 

The equipment in the West Philadelphia transformer 
station originally consisted of two 2,000-kva oil insulated 
water cooled step-down transformers. In order to take care 
of the Chestnut Hill electrification, two 3,000-kva oil insu- 
lated water cooled transformers were installed in this 
transformer station and connected to the Paoli phase. The 
2,000-kva transformers which they replaced were connected 
to the two Chestnut Hill transmission lines and trolleys. At 
the North Philadelphia transformer station, located 4.4 
miles from the West Philadelphia transformer station, pro- 
vision is made for sectionalizing the two transmission lines 
where they cross on the steel structure of the station, and 
each of the transmission lines is connected to the high ten- 
sion bus through an oil circuit breaker. From this point the 
two transmission lines continue on for a distance of 5.3 
miles to the Allen Lane transformer station, where they 
dead-end, and are connected through oil circuit breakers to 
the high tension bus. 

Both the North Philadelphia and Allen Lane transformer 
stations are of the outdpor type and each is equipped with 
two 3,000-kva single phase radiator type self-cooled oil 
insulated transformers, stepping the voltage down from 
44,000 to 11,000 volts. All of the transformer station 
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apparatus is designed for outdoor service. The terminals 
on all transformers and oil circuit breakers are equipped 
with high voltage porcelain insulators, and all of the live 
parts and operating mechanisms are enclosed in weather- 
proof cases. The transformer station equipment is protected 
from lightning discharges and surges by means of electro- 
lytic lightning arresters on the high tension and trolley 
feeders. In each of the transformer stations there is a small 
brick or concrete building in which the relays for automatic 
circuit breaker tripping and the magnet or relay switches for 
closing the oil circuit breakers are located. These buildings 
also contain a filter press for cleaning and drying the oil in 
the transformers and oil circuit breakers. 

In the case of the Allen Lane transformer station the 
building also contains a small storage battery and motor 
generator set for charging the battery, which is used for 
automatic circuit breaker tripping. Power for this purpose 
in the case of the North Philadelphia transformer station is 
obtained from a storage battery in GD Signal Tower. Each 
transformer station is equipped with a large tank of suffi- 
cient capacity to hold the oil from one transformer, and, 
in addition to this, small tanks are provided into which the 
oil from circuit breakers is pumped for cleaning and drying. 
All oil circuit breakers are mounted on angle iron frame 
work and are equipped with a tank lifter for raising and 
lowering the tanks to permit easy inspection and repairs to 
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Fig. 4—Structural Pole Without Guys for Two Track Con- 
struction 


circuit breakers. Transformers are equipped with a ther- 
mostat alarm which operates in case of excessive heating. 
The North Philadelphia transformer station is controlled 
from GD signal tower, which is located a short distance 
away, and the Allen Lane transformer station is controlled 
from CW signal tower located near the transformer station. 
Lead covered control cables, carrying the necessary con- 
ductors, are run from the transformer stations to the towers 
in trunking underground. Power for closing circuit breakers 
and for auxiliary purposes is obtained from two small step- 
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down transformers in each transformer station. One of 
these transformers is connected to the 44,000-volt bus and 
the other to the 11,000-volt bus. The voltage used for 
remote control closing and tripping of circuit breakers is 
440-volt A.C., while 60-volt D.C. current is used for auto- 
matic tripping by relays. A view of the North Philadelphia 
transformer station is shown in Fig. 3. 

The catenary system is carried on bridges spaced about 
300 ft. apart. Catenary construction consists of a steel 
messenger or supporting wire, secondary messenger or aux- 
iliary trolley and a contact trolley. The secondary mes- 
senger and contact trolley are clamped together with bronze 
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Fig. 5—Extra Heavy Tubular Pole Without Guys for Two 
Track Construction 


clamps, spaced 15 ft. apart, and both are supported from 
the messenger by flat steel galvanized hangers every 30 ft. 
on tangent track, and 15 ft. on curved track. The type of 
catenary hanger is the same as that used on the Philadel- 
phia-Paoli electrification. 

The catenary is anchored approximately every mile on 
either overhead highway bridges or signal bridges designed 
to support the catenary over all tracks on either side of the 
bridge in case of a break in the catenary system on the 
opposite side. Catenary supporting bridges are of several 
types, designed to fit different conditions and locations. 
Wherever possible tubular pole construction with guys is 
used, shown in the illustration at the beginning of this 
article. This type of construction is used exclusively for 
supporting the catenary over the two tracks on the branch. 
Structural poles and extra heavy tubular poles, bracket type 
construction, without guys, as shown in Figs. 4 and 5, are 
used over the two track construction on the branch where 
space will not permit the use of guys. Other types of 
bridges are shown in Figs. 6 and 7. 

The messenger wire is of 14-in. extra high strength seven 
wire steel strand galvanized, having a breaking strength of 
27,000 Ib. ‘The secondary messenger is of 2/0 grooved 
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copper wire. The contact trolley is of 3/0 grooved copper 
alloy (phono-electric) wire. The cross catenary consists 
of a messenger wire of 34-in. extra high strength 19 wire 
steel strand galvanized with a body strand of 14-in. diameter 
wire of the same material. 

The catenary system is insulated from supporting bridges 
by three shell suspension type Locke insulators, as shown 
in Figs. 4 and 5. ‘The catenary system is insulated from 
the overhead highway bridges by Ohio Brass post type insu- 
lators, as shown in Fig. 8. 

The rails of the main line tracks are double bonded at 
each joint with two pin type expanded terminal bonds of 
No. 1/0 B. & S. gage, each bond consisting of 37 strands 

















Fig. 6—Tubular Pole Type of Bridge for Use Over Four 
Tracks. 


of soft drawn copper wire. The rails carrying the propul- 
sion current return are sectionalized at each signal block; 
the propulsion current flowing through impedance bonds 
which are connected around these points. These impedance 
Londs are designed to allow the flow of propulsion current 
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Fig. 7—Structural Bridge for Use Over Four Tracks 
and to sectionalize track against the flow of the 60 cycle 
signal current. A view of the hand is shown in Fig. 9. 

Telephone and Telegraph Lines 


The telephone and telegraph lines of the railroad are 
carried underground in ducts along the main line, and 
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underground in trunking on the. Chestnut Hill branch. 
These lines parallel the tracks at an average distance of 
20 feet. Recent tests which have been made demonstrate 
the fact that booster transfcrmers in the track circuits are 
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Fig. 8—Catenary Is Insulated from Overhead Highway 
Bridges by Post Type Insulators 


not necessary with the transformer stations located about five 
miles apart. 


Multiple Unit Car Equipment 


The multiple unit car equijyments are similar to the car 
equipments used for the Paoli electrification, except in the 
following principals: The compressor is driven from a 
separate motor instead of from the blower shaft. The main 
transformer is designed to operate on a lower magnetizing 

















Fig. 9—Railroad Joint Showing Type of Bond Used. Note 
That Only a Small Amount of Copper Is Exposed 


current and the insulation iuuproved. Preventative coils are 
used in connection with swith groups instead of resistances, 
resulting in a reduced power consumption. A low voltage 
relay is provided, making it possible to operate cars with 
1,000 volt greater variation of trolley vote::tial. Increased 
illumination is provided in the cars. 

Car inspection and repairs will be conducted in the car 
inspection building located in Paoli yard, where the inspec- 
tion and repairs for the equipments of the Paoli line is also 
done. The multiple unit cars which are used on both the 
Paoli and Chestnut Hill lines are interchangeable for either 
line, and the repairs and maintenance will be handled in 
the one inspection building. The maintenance of the Chest- 
nut Hill line equipment will be handled by the same main- 
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tenance force as formerly handled the maintenance of the 
Paoli line, its headquarters being at West Philadelphia. 


Engineering and Construction 


The design and construction was conducted by Gibbs & 
Hill, consulting electrical engineers for the Pennsylvania 
Railroad, in the same manner as the Philadelphia-Paoli 
installation. The multiple unit car equipments were in- 
stalled by the railroad at the Altoona shops. All signal 
equipment and the necessary work in connection with tele- 
phone and telegraph lines was done under the direction of 
the railroad signal and telegraph departments. 

Following is a list of the manufacturing concerns which 
furnish the principal materials for the equipment: Motor 
car equipments, transformer station equipment, Westing- 
house Electric & Manufacturing Company; structural poles 
and signal bridges, Lackawanna Bridge Company; miscel- 
laneous structural. material, consisting of highway bridge 
supports, substation structural material, protection screens, 
Steward & Stevens Iron Works and Belmont Iron Works; 
tubular poles, National Tube Company; steel messenger, 
cross span and ground wire, J. A. Roebling’s Sons Com- 
pany; aluminum transmission wire and _ fittings, Aluminum 
Company of America; contact trolley wire, Bridgeport 
Brass Company; secondary messenger wire, Waclarke Wire 
Company; bonds, American Steel Wire Company, Electric 
Service Supplies Company, Ohio Brass Company; insu- 
lators, Locke Insulator Manufacturing Company, Ohio 
Brass Company; guy rods, Oliver Iron & Steel Company; 
steel castings, Atlantic Steel Castings Company; malleable 
iron castings, Eastern Malleable Iron Company; catenary 
fittings, bolts, nuts, hanger rods, pull-off rods, etc., West 
Philadelphia Shops, Pennsylvania Railroad Company, 
American Iron & Steel Company; sockets and turnbuckles, 
Thomas Laughlin & Co., J. A. Roebling’s Sons Company; 
and block and automatic signal equipment, Union Switch & 
Signal Company. 


Annual Government Signal Bulletin 


HE LENGTH OF RAILROAD in the United States, January 
if 1, 1918, on which the block system was in use, was 

98,954 miles, as compared with 97,927 miles on Janu- 
ary 1, 1917. ‘These are the totals after deducting duplica- 
tions, as shown in the annual bulletin which has just been 
issued by the Interstate Commerce Commission. These 
duplications, representing sections of road used jointly by 
two companies, and reported by both, aggregate no less than 
577 miles. The increase in automatic block signal mileage 
is 2,242 miles and the decrease in non-automatic block 
signalling is 1,215 miles, making a net increase of 1,027 
miles of road for the year. The commission’s bulletin, mak- 
ing additions and deductions without eliminating the joint 
mileage, makes a net increase of 1,123.8 miles. 

The totals for five years are shown below: 


Miles of Road on Which the Block System Is In Use. 





Jan. 1, jen... Jami, Jem.2, Joni, 

1918 1917 1916 1915 1914 

CN eT PETE Ek 32,557 30,714 29,600 26,570 
EE ES ere ee 64,155 65,370 65,567 66,679 60,167 
MEE, 6 Ser wcaneeieaes 98,954 97,927 96,281 96,279 86,737 


There is a large mileage of road in the United States used 
exclusively for freight traffic, on which block signals are 
in service; some of these roads include such mileage in their 
statements and some do not. Four roads, the Baltimore & 
Ohio, the Pennsylvania, the Southern and the Wabash, re- 
port considerable lengths of automatic signals in manual 
block signal territory, not included in the tabular statements. 
These, presumably, are isolated signals, one in a place, con- 
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trolled by one or more track circuits, and used for protecting 
trains at stations, etc. 

The principal increases and decreases shown in the bulletin, 
as compared with January 1, 1917, are as follows: 























Increase. 
Decrease, 
Names of railroads. - . = 
: onauto- mai 
Automatic. matic, 

AtchiSon, Topeka & Santa Fe System....... 40.0 WEF A ssutenbenet 

Baltimore & mo cig Guacobaneeusee Ttue. Ue dasucwcesen 143.5 
Central New York Southern !..............2. Joseeeeeeenee i a Eee Ke 

Comteel Gf GOOtMR ...< cas snscccccescsccccecss tS eae 19.4 

Chicago & North Western............--.-+-- 179. 4° }........000- 176.9 

Chicago, Burlington & Quincy............... 2 eee 205. 2 
Chicago Great Western. ...........:..-+--++- BR. Vascnvccecvoctishesnseegnl 

Chicago, Milwaukee & St. Paul.............. BS 1...... Te 171.1 
ccna dancsecb ies 0cstcdcbucscusonacevssteieceangsseure . i "peveergenn 
NINE g cone ccactdcseccdvesesvceuses Serer: weer 
Ves Amasins & Galt LORS. ......ccccscccccces 151.8 eS eee 

Louisville & Nashville...........-...----+--- TE 'Wiwsieceesee 49.7 

PE PR onsccccctecseecescescoussevecs i Soe eee 222.4 
III ov ci. cen daccnesedsas ese sosesee Oe CEs Eee 

I Sf. rrr rr 2 2 eae 62.7 
I IR idiacc ved ode csseticacovecesses 215.5 BIS.@ Eccccnngnaes 

Philadelphia & Reading..............------- SS a 37.1 

Richmond, prodesteinans & Potomac...... 56.1 |............ 56.1 

I coe caccdcnvcangaonudedsesuensevees BIE Diccchcsetaes 230.6 
Southern Pacific (Pacific System)...... — 14.6 213.8 |........-.-- 

Galveston, Harrisburg & San Antonio...|............].--..---.--- 76.5 
Houston & Texas Central............-.-- Fe ear eee 
Dee Or TE to conic ccc cccbetasoccsensssntenvensnnon GRD Bisdcicccess 
I init iin nctsvsdornnccsteccesces 5 Seer Seer 
Oregon Short Line..........ccccccccccces Se Se Sere 
Union Traction Co, of Indiana............--- _ > ee errr Serre 

Washington Southern..........-..--------+- | 8 eee 26.5 








1 Roads which have rot heretofcre reported block-signal mileage. 


Table No. 2 in the bulletin, showing kinds of automatic 
signals in use, gives the miles of road on which electric 
motor semaphores are used, as 31,702 (50,014 miles of track) 
an increase during the year of 3,169 miles of track. Other 
kinds of signals show slight changes, except that the column 
of “Not Classified” shows an increase of 169 miles of road 
(177 miles of track). This column includes light signals 
and miscellaneous designs used by trolley roads; but the 
principal increase is that shown by the Chicago, Milwaukee 
& St. Paul, 177 miles, this item covering the three-position 
light signals introduced on that road in connection with the 
introduction of electric traction on the line over the Rocky 
mountains. This road also shows a considerable increase in 
mileage of semaphores. 

The length of railroad on which the Morse telegraph is 
used for the transmission of train orders is 142,119 miles, 
a decrease during the year of 7,337 miles; while the length 
of road on which the telephone is used for this purpose, 
110,404 miles is 7,011 miles greater than the year before. 
The aggregate length of the roads reporting in regard to tele- 
graph and telephones, is 244,356 miles. 





BRITISH RAILWAYS AND THE PALESTINE CAMPAIGN.— 
A British official war film, produced under the direction of 
the Ministry of Information—‘‘With the Forces in Palestine” 
—throws an interesting sidelight on the extent to which the 
campaign in this theatre of war has been aided by railways 
and other forms of mechanical transport. Roadway has 
already been constructed over 140 miles of desert, by Brit- 
ish, Egyptian and Indian labor. The line is standard 
gage, and the sections shown on the film have involved 
practically no work in the way of excavation or embanking, 
thanks to the level nature of the country. As fast as the 
rails are placed in position, a construction train follows, 


the vehicle being only a few yards distant from railhead. 
One of these trains, as depicted on the film, was made up of 
Egyptian State Railway flat cars hauled by a standard Lon- 
don & Southwestern Railway 0-6-0 freight engine, an un- 
usual combination which visualizes the way in which 
English railway companies have sent rolling stock to the 
various fronts. 



















































































DIRECTOR GENERAL OF RAILROADS 
W. G. McADOO 


Oscar A. Price, Private Secretary, 
913 I. C. C. Bldg., Washington. 


Central Administration 


Waker D. Hines, Assistant to the Director General, 


H. A. Taylor, Assistant. 
Henry Walters, Advisory. 


Division of Law 
904 I. C. C. Bldg. 


JoHN Barton Payne, General Counsel. 
Nathan Matthews, Special Counsel. 
William Ellis, Assistant. 


Section for Protection of Railroad Property 
711 Southern Ry. Bldg. 


Puiip J. Donerty, Manager, 
Willard Robertson, Assistant. 
H. L. Van Sicklen, Attorney. 
D. B. Leonard, Attorney. 


Division of Capital Expenditures 
603 I. C. C. Bldg. 
Rosert S. Lovett, Director. 


E. E. Adams, Engineering Assistant. 
F. W. Sercombe, Accounting Assistant. 


Division of Transportation 
1028 I. C. C. Bldg. 
Cart R. Gray, Director. 
W. T. Tyler, Senior Assistant. 
H. T. Bentley, Mechanical Assistant. 


J. H. Keefe, Assistant. 
F. C. Wright, New England Coal. 


Car Service Section 
10th Floor, I. C. C. Bldg. 


W. C. KENDALL, Manager 


W. L. Barnes. C. B. Phelps. 
E. H. De Groot, Jr. G. F. Richardson 
A. G. Gutheim. J. A. Somerville. 


Locomotive Section 
619 I. C. C. Bldg. 
FRANK McMAnamy, Manager. 


G. P. Robinson, Assistant Manager. 
F. P. Pfahler, Mechanical Engineer. 


Locomotive Consulting Board 


H. T. Bentley. D. R. MacBain. 
C. E. Fuller. C. E. Chambers. 
John Purcell. J. Hainen. 


Organization of the United States Railroad 
Administration 





Safety Section 
715 Southern Ry. Bldg. 


H. W. Bretnap, Manager. 

R. S. Jarnigan, Regional Supervisor, Eastern Roads. 
Harry J. Bell, Regional Supervisor, Western Roads. 
S. M. Anderson, Regional Supervisor, Southern Roads. 


Car Repair Section 
701 Southern Ry. Bldg. 


J. J. Tatum, Manager. 


Inspection and Test Section 


610 Southern Ry. Bldg. 
C. B. Younc, Manager. 


Fuel Conservation Section 


Southern Railway Bldg., Washington, 
Union Electric Bldg., St. Louis. 


EucENE McAUuLIFFE, Manager. 
Major Edward C. Schmidt, Assistant. 


Car and Locomotive Standardization Committee 
1009 I. C. C. Bldg. 


H. T. BentTLEy, Chairman. 


H. Bartlett. F. F. Gaines. 
H. L. Ingersoll. J. Purcell. 

W. H. Lewis. W. H. Wilson. 
A. G. Trumbull. R. Quayle. 

J. Hainen. F. W. Mahl. 

R. W. Bell. J. T. Wallis. 


Marine Section 
704 Southern Ry. Bldg. 


W. H. PLeasants, Manager. 

E. J. Henry, Assistant. 

G. A. Tomlinson, General Manager, New York Canal 
Section. 


Coastwise Steamship Advisory Committee 
165 Broadway, New York. 
L. J. SpENcE, Chairman. 


Division of Traffic 
1023 I. C. C. Bldg. 


Epwarp CHAMBERS, Director. 
C. B. Buxton, Assistant. G. W. Kirtley. 
R. C. Wright, Freight. J. F. Hoiden. 
Gerrit Fort, Passenger. 


Traffic Representatives in Government Departments 


H. M. Adams, Manager Inland Traffic, War Dept. 

H. P. Anewalt, Manager Inland Traffic, Navy Dept. 

D. L. Gray, Manager Inland Traffic, Shipping Board. 

C. E. Spens, Manager Inland Traffic, Food Administra- 
tion. 

F. M. Whittaker, Manager Inland Traffic, Fuel Ad- 
ministration. 
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J. A. Middleton, Manager Inland Traffic, Petroleum Sec- 


tion, Fuel Administration. 


T. C. Powell, Manager Inland Traffic, War Industries 


Board. 


- Interregional Traffic Committee 
627 Southern Ry. Bldg. 


B. L. WINCHELL, Chairman. 
T. C. Powell. George F. Randolph. 


Advertising Committee 
A. L. Cratc, Chairman. 


Committee on Uniform Classification 
Transportation Bldg., Chicago. 
R. N. CoLtiyer, Chairman. 


J. E. Williams. 
J. C. Colquitt. 


R. C. Fyfe. 
J. E. Crosland. 


Committee on Mail Transportation 
608 Southern Ry. Bldg. 


Guy ApAms, Chairman. 
Rudolph Brauer. J. C. McCahan, Jr. 
G. P. Conard. H. T. Mason. 
H. L. Fairchild. 


Ticket Standardization Committee 


. O. P. McCartuy, Chairman. 
C. A. Fox, Secretary. W. J. Cannon. 
J. F. Rehner. F. E. Batturs. 
J. V. Lanigan. W. L. Pratt. 


Division of Public Service and Accounts 
1114 I. C. C. Bldg. 


CHARLES A. Prouty, Director. 
Luther M. Walter, Assistant. 


Accounting Committee 


A. H. Prant, Chairman. 


C. B. Seger, R. A. White. 


A. D. McDonald. 


Division of Labor 
606 I. C. C. Bldg. 


W. S. Carter, Director. 
J. A. Franklin, Assistant. 


Board of Adjustment No. 1 
733 Southern Ry. Bldg. 


C. P. Nem, Chairman, 
L. E. Sheppard, Vice-Chairman, 


J. G. Walber, F. A. Burgess, 
J. W. Higgins, Albert Phillips, 
E. T. Whiter, W. N. Doak. 


Division of Finance and Purchases 
904 I. C. C. Bldg. 


Joun SKELTON Wr.t1Ams, Director. 
D. C. Porteous, Asst. 
A. D. McDonald, Acting Treasurer. 








Festus J. Wade, 
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Finance Section—Advisory Committee 


FRANELIN Q. Brown, Chairman, 
Frederick W. Scott. 


Purchasing Section Advisory Committee 
905 I. C. C. Bldg. 


HENRY B. SPENCER, Chairman. 
Samuel Porcher. George G. Yoemans. 


Railroad Wage Commission 
Interior Dept. Bldg. 


FRANKLIN K. LANE, Chairman. 


J. Harry Covington. W. A. Ryan, Secretary. 
Charles C. McChord. F. W. Lehman, General Counsel. 
William R. Willcox. 


Inland and Coastwise Waterways Committee 


708 I. C. C. Bldg. 


May. GEN. W. M. Brack, Chairman. 
Walter S. Dickey. Calvin Tompkins. 
G. A. Tomlinson. M. J. Sanders, 
Col. Charles Keller, Secretary. 


Eastern Regional District 


A. H. Smith, Regional Director 


Grand Central Terminal, New York. 
A. J. Stone, Operating Assistant. 

G. F. Randolph, Traffic Assistant. 

H. W. Burnham, Secretary. 


Marine Department 


W. B. Pollock, Deputy Marine Director, New York 
Harbor. 

G. A. Tomlinson, General Manager, New York Canal 
Section. 

A. K. Morris, Director, Tidewater Coal Traffic. 


Regional Purchasing Committee 
E. H. BANKARD, Chairman. 


S. B. Wight. E. T. Burnett. 


North Atlantic Ports Freight Traffic Committee 
141 Broadway, New York. 


GrEorGE D. OcpEN, Chairman 
Francis La Bau, Vice-Chairman. 
Richard Van Ummerson. Elmore D. Hotchkiss. 
Robert L. Russell. Joseph R. Ruffin. 
Archibald Fries. ~ 


Budget Committee 
New York City. 


FRANCIS LEE STUART, Chairman. 
A. T. Hardin. H. A. Lane. 
A. C. Shand. 


District Conference Committees.—Central Traffic , 


District, J. J. TuRNER, chairman; Michigan and Interna- 
tional Boundary District, F. H. ALFrrep, chairman; New 
York and Buffalo District, W. H. TRuESDALE, chairman; 
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New England District, J. H. Hustis, chairman; Philadel- 
phia, Baltimore and Pittsburgh District, SamueL Raza, 
chairman; Hampton Roads District; N. D. Maner, chair- 
man. 


Operating Sub-Committees 


Boston, J. H. Hustis, Chairman. 
Philadelphia, R. L. O’Donnell, Chairman. 
Columbus, I. W. Geer, Chairman. 
Peoria, R. H. Johnson, Chairman. 
Cincinnati, H. A. Worcester, Chairman. 
Norfolk, A. C. Needles, Chairman. 
Buffalo, D. W. Dinan, Chairman. 
Baltimore, M. C. Byers, Chairman. 
Cleveland, J. J. Bernet, Chairman. 
Louisville, C. A. Pennington, Chairman. 
Chicago, A. M. Schoyer, Chairman. 

New York, W. J. Fripp, Chairman. 
Pittsburgh, E. A. Peck, Chairman. 
Toledo and Detroit, A. B. Newell, Chairman. 
St. Louis, T. B. Hamilton, Chairman. 
Indianapolis, J. W. Coneys, Chairman. 








































Eastern Freight Committee 


B. CAMPBELL, Chairman. 


L. H. Kentfield. W. C. Maxwell. 
H. C. Hamilton. Wm. Hodgdon. 
W. S. Kallman. C. C. McCain, Secretary. 


Coal and Coke Rate Committee 


Eastern District, E. B. Crosley, Chairman. 
Central District, J. C. Venning, Chairman. 


Passenger Traffic Committee 
C. M. Burt, Chairman. 


J. P. Anderson. J. D. McNamara 

R. H. Wallace. C. L. Hunter, Secretary. 

J. W. Daly 

Nat Duke, Regional Traffic Representative of U. S. Food 
Administration. 


Southern Regional District 


C. H. Markham, Regional Director 
Healey Bldg., Atlanta, Ga. 


L. W. Baldwin, Operating assistant. 
Charles R. Capps, Traffic assistant. 
F, F. Gaines. 

S. S. Roberts. 


Regional Purchasing Committee 
F. H. Fecutic, Chairman. 
Albert C. Mann. 


Southern Passenger Rate Committee 
W. J. Craic, Chairman. 


Southern Freight Rate Committeé 
RANDALL CLiFToN, Chairman. 


Southern Export Committee 
CHARLES T. Arrey, Chairman. 
Healey Bldg., Atlanta, Ga. 
W. M. Rhett, resident representative, 
New Orleans, La. 
J. W. Daley, resident representative. 
Galveston, Texas. 


Charles Barham, Regional Traffic Representative of U. S. 
Food Administration. 


Western Regional District 
R. H. Aishton, Regional Director 
226 W. Jackson Blvd., Chicago. 
M. J. Gormley, Operating. 
J. G. Woodworth, Traffic. 
Ralph Budd, Capital Expenditures. 
W. R. Wood. 
Regional Purchasing Committee 
CHARLES A. How, Chairman. 


L. S. Carroll. F. A. Bushnell. 
Traffic Committees 
FREIGHT. 
A. C. JoHNnson, Chairman. 
F. B. Houghton. S. H. Johnson. 
Gentry Waldo. J. B. Baird. 
PASSENGER. 
P. S. Eustis, Chairman. 
L. M. Allen. A. Hilton. 
C. S. Fee. W. J. Black. 
B. L. Swearington, Supervisor Oil Traffic, ““Mid-Conti- 


nental Field,” Kansas City, Mo. 
H. A. Weaver, supervisor of coal traffic, Kansas City, Mo. 
B. J. Rowe, supervisor of coal traffic, Chicago. 


Southern Export Committee (Reporting to Both 


Regional Director of Western and Eastern Roads 


Cuas. T. Atrey, Chairman, Atlanta, Ga. 
J. W. Daley, Galveston, Tex. 
W. M. Rhett, New Orleans, La. 


Chairman of Terminal Committees 


E. L. Brown, Receiver, Denver & Rio Grande, Denver, Col. 

J. A. Wagner, Superintendent, Des Moines Union, Des 
Moines, Ia. 

C. G. Moore, Superintendent, Galveston, Houston & Hen- 
derson, Galveston, Tex. 

Wm. Corbett, President, Kansas City Terminal, Kansas 
City Mo. 

P. C. Eldredge, General Superintendent, Chicago, Mil- 
waukee & St. Paul, Milwaukee, Wis. 

E. E. Hanna, Missuuri, Kansas & Texas, Oklahoma City, 
Okla. 

W. M. Jeffers, Vice-President and General Manager, 
Union Pacific, Omaha, Neb. 

R. H. Johnson, General Manager, Peoria & Pekin Union, 
Peoria, Ill. 

S. E. Stohr, general freight and passenger agent, St. Joseph 
& Grand Island, St. Joseph, Mo. 

A. W. Trenholm, Vice-President, Chicago, St. Paul, Min- 
neapolis & Omaha, St. Paul, Minn. 

Wm. Sproule, President, Southern Pacific, San Francisco, 
Cal. 

J. H. O’Neill, Gen. Supt., Great Northern, Seattle, Wash. 

E. B. McClure, Supt., Chicago & Northwestern Sioux 
City, Ia. ' 

James H. Cherry, Regional Traffic Representative of U. S. 
Food Administration. 


Inter-regional Committees 


J. M. Hersert, Chairman, inter-regional committee in 
charge of railway operations at St. Louis and East St 
Louis. 

W. G. Brerp, Chairman, Chicago committee. 

G. E. Evans, Chairman, Louisville committee. 
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The Problem of the Short Line Railroads 






A Discussion of the Intent of the Legislation Regarding Their 
Disposition and Operation During Federal Control 


- By Sanford H. E. Freund 


Assistant General Counsel, Great Northern, St. Paul, Minn. 


HERE ARE ABOUT 800 short line railroads, so-called, in 
T the United States. There are strong roads and weak 
roads; roads which form valuable links between Class 
I roads; and roads for whose building or existence there is 
little excuse. There are some which are substantially plant 
facilities, and some which, in addition to bringing out the 


‘products of an industry, serve a developing community. 


Should some or all of these roads be kept in federal 
control? And if not, who, pending final disposition, is 
responsible for their operation and how shall their operation 
be conducted and co-ordinated with the operations of roads 
under federal control after these have been relinquished ? 
The first consideration for determining the answer to these 
questions is to be found in the purpose of the President in 
taking possession and assuming control of the railway lines 
in the United States. 

The act of August 29, 1916, provided “the President in 
time of war is empowered to take possession and 
assume control of any system or systems of transportation, 
or any part thereof and to utilize the same . . . for 
the transfer or transportation of troops, war material and 
equipment or for such other purposes connected with the 
emergency as may be needful or desirable.” Acting in pur- 
suance of the power thereby granted the President by proc- 
lamation on December 26, states: “J. do hereby 

take possession and assume control at 12 o’clock 
noon on the 28th day of December, 1917, of each and every 
system of transportation and the appurtenances thereof 
located wholly or in part within the boundaries of the con- 
tinental U. S. and consisting of railroads and owned and 
controlled systems of coastwise and inland transportation 
engaged in general transportation, whether operated by 
steam or electric power, including also terminals, terminal 
companies and terminal associations, sleeping and parlor 
cars, private cars and private car lines, elevators, ware- 


houses, telegraph and telephone lines and all other equip- 


ment and appurtenances, commonly used upon or operated 
as a part of such rail or combined rail-and-water systems 
of transportation; as 

He then directs that the possession and control, operation 
and utilization of such transportation systems shall be exer- 
cised by and through William G. McAdoo. 

He continues, “by subsequent order and proclamation, 
possession, control and operation in whole or in part may 
also be relinquished to the owners thereof of any part of 
the railroad systems or rail and water systems, possession 
and control of which are hereby assumed.” The proclama- 
tion further states “From and after 12 o’clock on said 28th 
day of December, 1917, all transportation systems included 
in this order and proclamation shall conclusively be deemed 
within the possession and control of said director without 
further act or notice.” 

A statement of the President accompanied the proclama- 
tion. In this statement the President says, “This is a war 
of resources no less than of men, perhaps even more than 
of men, and it is necessary for the complete mobilization of 
our resources that the transportation systems of the country 
should be organized and employed under a single authority 
and a simplified method of co-ordination which have not 
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proved possible under private management and control . . . 
The government itself will thereby gain an immense increase 
of efficiency in the conduct of the war and of the innu- 
merable activities upon which its successful conduct de- 
pends. 

“The public interest must be first served and, in addi- 
tion, the financial interests of the government and the finan- 
cial interests of the railways must be brought under a com- 
mon direction.” 

In the address delivered at a joint session of Congress, 
January 4, 1918, the President says, “Transportation sup- 
plies all the arteries of mobilization. Unless it be under 
a single and unified direction, the whole progress of the 
nation’s action is embarrassed. ww 

“It had become unmistakably plain that only under gov- 
ernment administration can the entire equipment of the 
several systems of transportation be fully and unreservedly 
thrown into a common service without discrimination 
against particular properties. . . . 

“It is necessary that the transportation of troops and of 
war materials, of food and of fuel and of everything that 
is necessary for the full mobilization of the energies and 
resources of the country, should be first considered. ; 

“Our first duty is of course to conserve our common in- 
terest and common safety and make certain that nothing 
stands in the way of the prosecution of the great war for 
liberty and justice, but it is also an obligation of public 
conscience and public honor that the private interests we 
disturb, should be kept safe from unjust injury, and it is 
of the utmost consequence to the government itself that all 
great financial operations should be stabilized and co-ordi- 
nated with the financial operations of the government. No 
borrowings should run athwart the federal treasury, and 
no fundamental industrial values should anywhere be un- 
necessarily impaired.”’ 

Extensive quotation has been made from the proclama- 
tion, statement and address of the President. Taking pos- 
session and assuming control of the railway lines of the 
United States, though done by legislative authority, was 
primarily an act of executive discretion, and as the prob- 
lem to be considered is one which involves elements of fair- 
ness, of justice and economic expediency as well as of oper- 
ating efficiency, the purpose of the government must be 
looked for in the words of the President acting as its 
spokesman, as well as in the letter of the law. 

Further, by Section 9 of the Act of March 21, 1918, it 
is expressly provided that the act of August 29, 1916, shall 
remain in force and effect except as expressly restricted by 
the act of March 21, 1918, and that the President shall 
have such other and further powers as are necessary and 
appropriate to give effect to the powers conferred in both 
acts. The act of March 21, 1918, thus adopts and con- 
firms what has been done. 

The quotations above made seem to establish conclu- 
sively: 

First, that the short line railroads are in the possession 
and control of the federal government unless relinquished. 
The President took possession and assumed control of each, 
and every system of transportation and appurtenances there- 
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of located wholly or in part within the boundaries of the 
United States and consisting of railroads, etc. This is com- 
prehensive enough to include the short line railroads; and 
they are not covered by the only exception to wit: street 
electric passenger railways, including interurbans. The Pres- 
ident himself states that all transportation systems included 
in his order and proclamation “shall conclusively be deemed 
within the possession and control of the said director without 
further act or notice.” 

Second: The purposes for which the control was assumed 
were: 

(A) To use the transportation facilities of the country 
in the most efficient manner. by having a unified control. 

(B) To provide for the large financial requirements of 
the railroads without embarrassing the government in its 
financial operations and without putting too great a burden 
on the railroads by making them borrow in competition with 
the government. 

(C) To protect the interests of the owners of the rail- 
roads in this emergency. 

Has Congress in the Act of March 21, 1918, evidenced 
any different intentions? Or is there anything in that act 
which affects these conclusions? 

Tn the first paragraph of the act it is stated, ““The Presi- 
dent having in time of war taken over the possession, use, 
control and operation (called herein federal control) of cer- 
tain railroads and systems of transportation (called herein 
carriers), is hereby authorized to agree with and guarantee 
to any such carrier making operating returns to the Inter- 
state Commerce Commission,” etc. The language is differ- 
ent from that of the proclamation of the President but it 
does not exclude any of the railroads or systems of trans- 
portation taken by the President unless they do not fall 
within the definition of a “carrier making operating returns 
to the Interstate Commerce Commission.” 

Another pertinent paragraph of section one reads as fol- 
lows: “That every railroad not owned, controlled, or oper- 
ated by another carrier company, and which has heretofore 
competed for traffic with a railroad or railroads of which 
the President has taken the possession, use and control, or 
which connects with such railroads and is engaged as a 
common carrier in general transportation, shall be held and 
considered as within “Federal control,” as herein defined, 
and necessary for the prosecution of the war, and shall be 
entitled to the benefit of all the provisions of this act: Pro- 
vided, however, That nothing in this paragraph shall be 
construed as including any street or interurban electric rail- 
way which has as its principal source of operating revenue 
urban, suburban, or interurban passenger traffic, or sale of 
power, heat, and light, or both.” 

Section 9 of the act provides inter alia, the provisions 
of this act shall also apply to any carriers to which federal 
control may be hereafter extended. 

In Section 14 it is provided “That the President may, 
prior to July first, nineteen hundred and eighteen, relinquish 
control of all or any part of any railroad or system of trans- 
portation, further federal control of which tke President 
shall deem not needful or desirable; and the President may 
at any time during the period of federal control agree with 
the owners thereof to relinquish all or any part of any rail- 
road or system of transportation. The President may re- 
linquish all railroads and systems of transportation under 
federal control at any time he shall deem such action needful 
or desirable. No right to compensation shall accrue to such 
owners from and after the date of relinquishment for the 
property so relinquished.” 

From the foregoing it would seem that all of the short 
lines are within federal control; that prior to July 1, 1918, 
the President may relinquish control of any of them by his 
own act; or at any time before that, or thereafter, may re- 
linquish control by agreement with the owners. Under Sec- 
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tion 9 the President can at any time resume control of a 
road that has been relinquished. 

Though the proclamation of the President and the act 
of March 21, 1918, make it plain that control of the short 
lines was assumed, and though there has been no direct 
expression of opinion that they are not within federal con- 
trol, nevertheless some doubt has been expressed as to re- 
sponsibility for their operation at the present time. If it 
is correct to say that they are and remain in federal control 
unless relinquished, then the responsibility for their opera- 
tion since December 28, 1917, is upon the United States 
Railroad Administration, and settlement must be made un- 
der the provisions of Sections 2 and 3 of the act of March 
21, 1918. 

Coming to the question of the disposition of the short 
line railroads, the determining criteria for retaining or re- 
linquishing any road, should be (a) whether the short line 
railroad in question is needful in the mobilization of the 
transportation facilities of the country to the highest degree 
of efficiency; (b) whether a road so needed for that purpose 
could properly be operated and financéd during the period 
of federal control of the railroad systems of the country 
without being included therein; (c) whether incommensur- 
ate hardship would be done the owners by relinquishing 
the road. 

Applying these criteria the director general could at once 
release that class of road for whose existence there never 
has been any genuine reason or need, which is a financial 
cripple and which but for the intervention of federal control 
would have been sold, abandoned or scrapped. 

The director general could also release the short line road 
which is essentially a plant facility, a road which the in- 
dustry has maintained for its own benefit and is capable 
of and necessarily will maintain, in order to market its 
product. Such a road may be deemed neither needful nor 
desirable in a unified national transportation system. But 
the short line road which in addition to being a plant facility 
does general transportation from a fair sized community or 
through a country which is developing, may well be con- 
sidered a proper part of a unified comprehensive transpor- 
tation system. 

The short line railroad which is in competition with the 
larger systems would seem to be covered by the paragraph 
quoted above from Section 1 of the act and held to be with- 
in federal control and prima facie necessary for the prose- 
cution of the war; though like all other roads subject to 
relinquishment. 

The argument on the one hand, of a short line railroad 
that needs financial assistance, of the hardship upon it of 
not being taken into federal control, or the argument, on 
the other hand, of the short line railroad that has been suc- 
cessful, that it does not need federal assistance, and prefer 
to be outside of federal control, is not conclusive in either 
case. 

If a short line is a necessary part of a comprehensive 
transportation system and thereby may be deemed neces- 
sary for the prosecution of the war it should be retained 
even though it might need financial assistance. It should 
not be abandoned to finance itself amid the difficulties that 
exist for private financing today. But though the President 
specifically stated that it was intended that no hardship 
should be done to the owners of railroads by the taking 
of federal control, it was not intended, on the other hand, 
that federal control should be used to bolster a useless road. 

On the other hand there is no reason because a road has 
been successful and its owners would prefer to keep it in 
their own control that it should be left out of the compre- 
hensive national transportation system. The primary ob- 
ject now is the national needs, and if the mobilization of 
the transportation facilities of the country under unified 
control is essential, it should cover short lines as well, and 
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the preference of such lines should not be considered as 
against the national purpose. 

Two other classes of short line railroads require consid- 
eration from another point of view: (a) the railroad in the 
course of construction but not completed and in operation 
on December 28, 1917, and (b) the road already in finan- 
cial difficulty, either being in receivership or burdened with 
debts which it is unable to pay, and which in ordinary times 
would cause receivership, foreclosure or other legal proceed- 
ings. 

The road which is not completed and in operation 
on December 28, 1917, can be taken under federal con- 
trol under the provisions of Section 9 of the act of 
March 21, 1918. When such road had been taken, agree- 
ment might be made with it (though the case is not specif- 
ically covered) under that paragraph of Section 1 covering 
exceptional cases, which provides that “The President may 
make with the carrier such agreement for such amount as 
just compensation as under the circumstances of the partic- 
ular case he shall find just,” or payment might be made 
for use under Section 2. The provision in Section 9 con- 
ferring upon the President such other and further powers 
as are necessary or appropriate to give effect to the powers 
conferred, gives ample scope to care for exceptional 
cases. 

If the conclusions previously stated are correct, that the 
President’s proclamation covered each and every railroad, 
then the road in receivership was taken over, along with the 
others. The proclamation states that the director general of 
railroads may perform the duties imposed upon him so long 
and to such extent as he shall determine, through (among 
others) receivers. In the proclamation it is further stated 
“Except with the prior written assent of said director no 
attachment by mesne process or on execution shall be levied 
on or against any of the property used by any of said trans- 
portation systems in the conduct of their business as com- 
mon carriers; but suits may be brought by and against 
such carriers and judgments rendered as hitherto until and 
except so far as said director may by general or special 
orders otherwise determine.” 

Section 10 of the Act of March 21, 1918, provides, “That 
carriers while under federal control shall be subject to all 
laws and liabilities as common carriers whether arising un- 
der state or federal laws or at common law, except insofar 
as may be inconsistent with the provisions of this act or any 
other act applicable to such federal control or with any 
order of the President. Actions at law or suits in equity 
may be brought against such carriers and judgments ren- 
dered as now provided by law; But no process, 
mesne or final, shall be levied against any property under 
such federal control.” 

Though the receivership would continue, the court under 
the provisions of Section 10 would give attention to the 
orders of the director general made pursuant to the act, it 
being the intention of the act that so far as the operation of 
railroad properties are concerned its provisions shall be 
paramount to other laws or law. In any event, no taking 
of property on execution and no foreclosure or sale of prop- 
erty would be directed. 

Likewise, in the case of the road burdened with debt, but 
not in receivership, the creditors could bring their actions at 
law or suits in equity, but when judgment had been ob- 
tained no process would be levied against any of the prop- 
erty. Consequently, the use and operation of the property 
under federal control would not be affected or hampered. 
This, of course, interferes with the rights of creditors and is 
particularly an interference with what has been ordinarily 
considered the most valuable right of a bondholder. But 
there is no provision in the constitution imposing upon Con- 
gress the limitation placed upon the state to “pass no law 
which shall impair the obligation of contracts.” Ulti- 
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mately, the rights of creditors are not lost; the exercise of 
some of them is temporarily postponed. The judgment re- 
mains in effect, and on the termination of the period of 
federal control can be enforced. 

Further, debts incurred before December 28, 1917, are 
debts of the corporation. Whether or pot payment could be 
obtained from the corporation during federal control need 
not now be decided. Though it would seem that if the cor- 
poration has ample funds and the operation of the prop- 
erties under federal control would not be interfered with, 
there would be no reason why corporate funds should not 
respond to corporate debts previously incurred. 

Can all the short line railroads be released and at the 
same time such arrangement made. that a comprehensive 
national transportation system will be operated in which the 
short line railroads will do their part? The matters of 
chief concern to the short line railroads are these: 


(a) Financing; 

(b) Divisions of through rates; 
(c) Car supply; 

(d) Material; 

(e) Labor. 


Fundamentally, there would be no difficulty or impossi- 
bility for the government to enter into agreements with the 
short line railroads which would adequately protect the 
short line railroads. 

The ultimate question is whether the existence of the par- 
ticular short line railroad is needful or desirable for the 
national purpose. If it is, the government must care for it 
either by retaining it under federal control, or by making 
arrangements with it that will protect it if left outside of 
federal control. If a large number of the short lines are to 
be relinquished, it would almost seem that it were better to 
relinquish all and work out a standard agreement between 
the short lines and the railroads operated under federal 
control. Whether operating the short line railroads or leav- 
ing them in the hands of their owners to be operated under 
such standard agreement would be better for the national 
purpose, is a question beyond the scope of this article. 





AUSTRIA-HUNGARY TO MANUFACTURE LOCOMOTIVES.— 
The Hungarian State Railways intend to establish a new 
locomotive factory. They already possess one at Budapest, 
says the Neue Freie Presse, capable of turning out some 
300 locomotives a year. As the Hungarian State owns suit- 
able ironworks, a large new factory would add considerably 
to its output and its power to compete in exporting, es- 
pecially to the Balkans. The question has also been raised 
whether the Austrian State should not undertake the manu- 
facture of rolling stock. The Austrian locomotive factories 
produced over 400 locomotives per annum in time of peace, 
366 in 1916, and 328 in 1917. The Skoda Works intend 
to establish a locomotive plant.—Commerce Reports. 


HicHER FRENCH RatwaAy Cwarces.—After very 
lengthy discussion among all the interests concerned, the 
French Chamber has passed a single-clause act empowering 
the railways to make an all-round increase of 25 per cent 
in their charges. This act applies to the main systems, and 
the Paris Ceinture Railways as well as private sidings. 
One of the most interesting details of the increase is that it 
is to be maintained for six years after December 31 of the 
year in which peace is declared, subject to the proviso that 
should the increase in revenue surpass a certain amount, 
the surplus is to be paid into the National Treasury. This 
proviso is hardly expected to become operative, but it was 
introduced in the bill to prevent the possibility of share- 
holders receiving more than the dividends guaranteed them 
under their agreements with the state—Railway Gazette, 
London. 








































The Importance of Organized Safety Work’ 


A Plea for Universal Application of Methods of Reaching the 
Employee in Accident Prevention Campaigns 


By H. W. Belnap 


Manager, Safety Section, United States Railroad Administration. 


N OUR INDUSTRIAL LIFE, men engaged in manufacturing 
| and transportation employed but a few laborers. In 
nearly every vocation employees knew each other by name, 
and were familiar with each other’s work to such an extent 
that accidents which occurred were usually explainable and 
could in a measure be guarded against. But with the advent 
of the inventor came complicated labor-saving machinery. 
This labor-saving machinery led to the employment by one 
man or corporation, not of a few men but of hundreds, and 
by transportation companies of thousands. As an employee’s 
safety was dependent upon influences which he could not 
control, accidents increased, until at last they became so 
serious in number and in character that an aroused public 
opinion was directed to their underlying causes. 

It was quickly recognized that before any remedial acticn 
regarding accidents could be taken, accurate information as 
to the class, kind, and circumstances were necessary. ‘This 
was particularly true in the great transportation industry, so 
in 1887, when Congress passed the Act to Regulate Commerce, 
the Interstate Commerce Commission, created by that Act, 
was required to gather statistics on accidents that were oc- 
curring upon interstate railroads. 

When these statistics were available, the country was 
staggered by their total. The record of killed and injured 
by the use of the link-and-pin couplers then in general use 
and because the drawbars of cars were of uneven height 
clearly established a reason for legislation to correct the con- 
ditions that were responsible for so many of these distress- 
ing casualties. The first attempt of the Federal Government 
to deal in a legislative way in accident prevention on rail- 
roads, was the enactment by Congress in 1893 of the Safety 
Appliance acts. These acts have amply vindicated the wis- 
dom of their enactment, and every representation made by 
those who advocated them has been established and confirmed 
by the practical results obtained. In the year 1893, 44.33 
per cent of all accidents suffered by trainmen were due to 
coupling and uncoupling cars; in 1916 less than 6 per cent 
of all accidents to trainmen were due to this cause. 

The hazard of railroad employment has been lessened and 
life has been made safer and injuries less frequent by the 
mandatory obligations of these laws. The enforcement of 
these acts so as to safeguard the lives and limbs of employees 
and travellers upon railroads marks the entrance of the 
Interstate Commerce Commission into its “safety first” 
activities. 

The commission’s safety work, in its scope and in its re- 
sults, stands forth as a splendid example in effectively pre- 
venting death and injury on railroads. Its effectiveness has 
been demonstrated. Its whole basis has been accident pre- 
vention. Long before railroad managements were aroused 
to the necessity of more extreme vigilance to prevent the fre- 
quency with which employees were involved in fatal or seri- 
ous injuries, the commission, in its annual reports, called the 
attention of Congress and of the public to the absolute neces- 
sity of preventive legislation in the interest of greater safety. 

All accidents that occur upon interstate railroads are re- 
ported monthly to the Interstate Commerce Commission, and 
are made public in the Commission’s “Accident Bulletin,” 
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issued quarterly. In these accident bulletins accidents are 
classified under five general heads, i. e.; 


Accidents to passengers. 
Employees on and off duty. 
Other persons not trespassing. 
Trespassers. 

Non-train or industrial accidents. 


Bulletin No. 62, which gives the figures for the year end- 
ing December 31, 1916, shows that there were a total of 
206,723 casualties reported for that year, 10,001 being 
deaths and 196,722 injuries. There were 291 passengers 
killed and 8,008 injured. Of train service employees on 
duty, 2,210 were killed and 48,310 injured, and of train 
service employees not on duty 303 were killed and 811 in- 
jured. 


The Trespassing Evil 


Of other persons not trespassing, 1,744 were killed and 
5,060 injured, while in non-train or industrial accidents, 
525 persons were killed and 129,740 injured. By far the 
largest number of deaths under one classification are those 
caused to trespassers upon railroad property, there being 
4,928 deaths and 4,793 injuries in this class of casualties. 

An analysis of these totals for the one year, which is indica- 
tive of every year’s record, impresses one by the surprisingly 
large number of trespassers they include. There is no 
reason nor excuse for this class of accidents. When it is 
considered that more than one-half of all of the fatal acci- 
dents that have occurred upon the railroads in this country 
have occurred to persons who have no right upon railroad 
premises, it becomes apparent that there is a fertile field for 
reform in dealing with the trespassing problem. Several 
studies have been made of the death toll to trespassers, which 
show, contrary to the general opinion, that the large ma- 
jority of these persons are not tramps or hoboes. Probably) 
less than 20 per cent are really tramps. Two-thirds of these 
accidents occur to people who live in the immediate vicinity 
of the place where they are killed and injured, and nearly 
all are wage-earners. About 15 per cent are children under 
18 years of age. That this matter has received serious con- 
sideration, is evident by the recommendations that have been 
made by the National Association of Railroad Commission- 
ers, representing the railroad commissions and public serv- 
ice commissions of all: the states in the union, recommending 
preventive legislation, as well as by the fact that the Inter- 
state Commerce Commission in its last annual report to 
Congress recommended: 

“That Congress consider the advisability of prohibiting 
by statute, under appropriate penalty, trespasses on the 
trains of interstate carriers and on the tracks of such carriers 
at places where there are two or more tracks, or within the 
limits of incorporated towns, or at places where the carrier 
by appropriate sign or warning gives notice that trespassing 
on its tracks is prohibited, providing that nothing therein 
is to be considered as making lawful any trespass which 
would be unlawful under state laws; and further consider 
the advisability of conferring concurrent jurisdiction upon 
federal and state courts for the enforcement of such statute.” 

Vigorous measures shculd be undertaken to mike people 
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understand that railroad tracks are not public highways, and 
the use of them as such should be prohibited by law. 


Educate the Employees 


Regardless of the splendid results that are so apparent 
as a result of the enactment and enforcement of the Safety 
Appliance Acts, railroads continue to have an ever increas- 
ing casualty list up to the present time, and these casualties 
have not been classified in such a manner as to point out 
the specific legislation necessary to bring about substantial 
relief. 

That certain legislation such as a law against trespassing 
will give some relief is admitted by all, but to the student 
of accident prevention, it is manifest that other methods and 
efforts are also essential in order to bring about a sub- 
stantial reduction in accidents. Serious accidents have al- 
ways received public attention, so that it is generally under- 
stood what was the cause and what can be done to prevent 
recurrences, but the casualties that swell the total and which 
demand our serious attention are the minor accidents which 
each year appear to become more and more frequent. Al- 
most all, if not all students of this problem, have reached 
the conclusion that the best and most scientific method in 
accident prevention work is to reach the employee in an 
educational way, and by proper instruction and supervision 
keep constantly in the minds of all the necessity of exercis- 
ing more than ordinary care in the performance of their 
work, as well as to bring about an elimination of all the 
useless and purposeless taking of chances, and by these 
means bring about the prevention of the little accidents as 
well as the big accidents that are constantly occurring on 
railroads. 

Thirty per cent of all the people killed and 90 per cent 
of all the people injured on the railroads in this country 
are railroad employees. One employee is killed every 3% 
hrs., and one employee is injured every 10 min. in train 
accidents alone, and taking into account all accidents, one 
employee is either killed or injured every 3 min. during the 
entire year. 

The “safety first’) movement has already accomplished 
much in bringing about safer conditions of employment, but 
its work has only begun; it is yet in its infancy. The cry- 
ing need of the hour is to get every person who works for 
a railroad, regardless of the capacity, interested in the safety 
movement. No safety organization will be successful un- 
less it has the active and sympathetic co-operation of all con- 
cerned. For that reason, the one main purpose of such an 
organization is to secure the co-operation of the employees, 
not only in suggesting additional safeguards to be provided 


so that existing hazards may be removed, but also, by edu- - 


cational means, to bring about an elimination of dangerous 
practices wherever found to. exist. 


Limitations of Safety Devices 


The use of safety devices is an important factor in the 
prevention of accidents. Good results are undoubtedly ob- 
tained from their use, but no mechanical safeguard can ful- 
fill its purpose without the co-operation of efficient and ever- 
alert human beings having a keen appreciation of their duties 
and responsibilities. Such devices can not be expected to 
eliminate accidents entirely, however, as the human equation 
must always be taken into account. Our efforts must there- 
fore be directed to the training and the development of the 
human equation—of the employee—so that when the test 
comes he will take no chance. If it can be instilled into 
the minds of railroad employees that it is their duty at all 
times to be cautious and prudent and that they must not 
take unnecessary risks in the performance of their duties, a 
great reduction in accidents will most certainly result. 

Judging by the experience of those who have given this 
matter the most careful thought, the best method to reach all 
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interested appears to be in the formation of safety commit- 
tees. These committees are composed of officers and em- 
ployees co-operating in striving to reduce accidents in every 
possible way. Such organizations should certainly be com- 
mended, and deserve the loyal and hearty support of each 
officer and of each employee of every railroad in the United 
States. The benefit of such organizations can not be meas- 
ured. If it is true to its purpose, it means greater efficiency 
in every department of the service, greater security to the 
lives and limbs of the employees, and better and safer serv- 
ice to the public, all of which are of vital importance. 


Safety Committees 


Such safety committees on railroads have been in opera- 
tion for a number of years. On some railroads these or- 
ganizations reach out into every terminal and every shop. 
Other railroads have perfected organizations wherein the 
safety features have been discussed only by the officials in 
charge. Both plans evidently have done some good, but the 
record clearly establishes the fact that those which have 
accomplished the most have been those organizations in 
which the employees have participated the largest. 

After all, it appears to me that unsafe conditions and un- 
safe practices are known and understood best by those who 
work in continual connection with the unsafe conditions and 
the unsafe practices. That this is evident is shown by the 
record of recommendations that have been brought to the 
attention of safety committees for the purpose of correcting 
the unsafe conditions or practices. A complete record of 
the safety suggestions made by employees through their 
safety committees of all the railroads is not available, but 
from a report of a large eastern railroad, which I have just 
recently received, in a five-year period, 27,496 recommenda- 
tions were made. Of this number 20,918, or 76 per cent, 
were of sufficient merit to receive attention and correc- 
tion. Upon another railroad in the western territory, in a 
four-year period 15,559 safety suggestions were received 
from employees, of which number 11,708, or 75 per cent, 
were practical suggestions and received consideration by the 
committees to which they had been reported. 

As indicative of the opportunity that is today presented to 
every employee who carefully studies unsafe conditions or 
unsafe practices, and reports them so that they may be 
changed, one employee on a western railroad made 149 
safety suggestions, in 12 months, 132 of which were con- 
sidered practicable and placed in effect. This man was 
not used exclusively in safety work; he was following his 
usual occupation daily and was not even a safety com- 
mitteeman, yet he was so observant of the conditions that 
prevailed that he was able to have many unsafe conditions 
and practices changed and rectified. This shows what a 
wonderful opportunity each employee of a railroad has, if 
he will but exercise judgment to see to it that safe condi- 
tions are at all times established and maintained. 

Experience in organized safety work has shown that casu- 
alties can be materially reduced by proper methods of 
education, discipline and supervision. An analysis of the 
records of some of the railroads that have efficient, workable 
“Safety First” organizations is worthy of consideration. 


Chicago & North Western Record 


On the -Chicago & North Western the organization of 
“safety first” committees was commenced in May, 1910, but 
a complete organization was not in effect until January, 
1911. In the seven and one-half years ending December 
31, 1917, during which time these “safety committees” were 
in operation, using as a basis the number of accidents oc- 
curring in the year ending June 30, 1910, the following 
reduction in accidents is reported as having occurred on this 
railroad: There were 315 fewer employees killed, a de- 
crease of 38.9 per cent; 16,443 fewer employees were in- 
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jured, a decrease of 25.3 per cent; 7 fewer passengers were 
killed, a decrease of 8.8 per cent; 1,454 fewer passengers 
were injured, a decrease of 20.8 per cent; 337 fewer out- 
siders were killed, a decrease of 19 per cent; and 169 fewer 
outsiders injured, a decrease of 3.7 per cent. Considering 
the totals, there were 659 fewer persons killed, a decrease 
of 24.6 per cent; and 18,066 fewer persons injured, a de- 
crease of 23.6 per cent. During this same period the busi- 
ness of this railway increased nearly 50 per cent; more than 
500 miles of new line had been completed; and the number 
of employees, as well as the number of locomotives and 
cars in service, materially increased. In six years, 27,082 
recommendations made to “safety committees” were adopted 
and put into effect, and during this same period only 1,201 
recommendations were rejected. Six thousand individual 
employees have served as ‘“‘safety committeemen.” By rotat- 
ing the men who serve as safety committeemen, it is believed 
that the permanent employees will sooner or later all have 
opportunity to serve on committees. Such service inspires 
every committeeman with the importance of the conservation 
of human life and limb. 


Norfolk & Western 


On the Norfolk & Western “safety committees’? were first 
organized in 1912, and the record in the reduction in the 
number of accidents on this railroad since the organization 
of these committees shows splendid results. The volume of 
business of the railroad steadily increased, showing a 42 
per cent increase in 1916, as compared with 1912, and 
casualties decreased all during this period. On the basis 
of the number of accidents occurring in the year ending June 
30, 1912, the record shows a decrease in the number of 
employees killed of from 23 per cent in 1913 to 49 per cent 
in 1916, a decrease in the number of employees injured from 
22 per cent in 1914 to 41 per cent in 1916, and a decrease 
of employees injured in industrial work of from 21 per cent 
in 1914 to 24 per cent in 1916, regardless of the fact that 
the volume of business handled on this railroad was con- 
stantly increasing during this five-year period. During this 
period 7,047 safety recommendations were made, of which 
number 5,989, or 85 per cent, were accepted as meritorious 


and acted upon, and only 619, or 9 per cent, of the number | 


submitted by the employees were rejected. 
New York Central 


On the New York Central an employee was appointed as 
early as 1910, with instructions to devote his entire time to 
investigate and study the catise of accidents with a view 
of reducing them. The need of extensive work of this kind, 
as a result of this one man’s endeavor, was soon appreciated 
and in 1912 the New York Central created its “safety 
bureau.” The decrease in deaths and injuries on this road 
since the time “safety committees” were organized indicates 
the benefit derived from organized safety work. 

Using the number of accidents occurring in the year end- 
ing June 30, 1913, as a basis, the records on this railroad 
show a decrease in the number of employees killed in all 
classes of work, of 45 per cent in 1914, 43 per cent in 1915, 
and 24 per cent in 1916, while the decrease of employees 
injured in all work is 30 per cent in 1914, 29 per cent in 
1915, and 7 per cent in 1916. Since the organization of 
“safety committees” on the New York Central, more than 
40,000 safety recommendations have been made, 93 per cent 
of which have received favorable consideration. 

The substantial decrease in the number of accidents on 
these three railroads, taken from different parts of the United 
States and operating under entirely different conditions, each 
having an effective and efficient safety committee organiza- 
tion, indicates the possibility of what may be accomplished 
if organizations along similar lines are created upon every 
railroad in the United States. 
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Every effort, then, to promote the co-operation of all 
forces interested in the enforcement of industrial efficiency 
of railroad employees and to eliminate accidents should 
meet with the encouragement of all classes. And to the 
support of no movement should that common encourage- 
ment come more willingly and certainly than to a safety 
campaign, the sole purpose of which is the elimination of 
accidents. For those employees who work in constant risk, 
there should be ready sympathy and quick relief. Money 
wisely and carefully spent in protecting employees is not 
a burden on the industry, but is without question a splendid 
investment. 


Safety Section of Railroad Administration 


In this crusade against accidents we need the active, sym- 
pathetic co-operation of every officer and every employee 
of every railroad, and one of the purposes of the Safety 
Section of the Railroad Administration is to facilitate this 
co-operation, in order to prevent waste of energy. At the 
time this section was created, it was understood it was to 
deal directly with each railroad, to bring about uniformity 
in practice, supervise such organizations for safety as are 
already available, and suggest such others as are desirable. 

In its “safety first” work the Safety Section of the Divi- 
sion of Transportation, United States Railroad Adminis- 
tration intends to utilize to the fullest extent the safety 
organizations now in operation on such railroads as have 
working organizations, and to assist those railroads not 
having a safety organization to perfect such an organiza- 
tion as will keep constantly in the minds of all officers and 
employees the necessity of care and caution so as to insure 
greater safety in every possible way. 

This is a great humanitarian work in which science, 
labor, business enterprises, and the government must all 
unite. In science we appeal especially to the mechanical 
engineering professions to furnish us the safest equipment; 
to statistics and economics to furnish us with facts and to 
supply the methods of investigation and of prevention; but 
we need most of all the help of labor, which has the great- 
est immediate interest in the matter, but which is too often 
handicapped by the lack of scientific knowledge, or by a 
lack of means of making itself heard. All organizations 
and all societies can be of material benefit and of great 
service in pointing out fields of investigation, so that un- 
safe conditions may be corrected, but better still assist in 
instilling into the mind of every employee the fundamental 
rule—that no chances of any kind must be taken. 

You may rest assured that the safety movement will have 
the hearty support and co-operation of ali government agen- 
cies to assist in the advancement of any method that will 
bring about a reduction in accidents. Everyone can have 
a great part in this philanthropic work. To make the “safety 
first” movement on American railroads a vital, living, ener- 
getic force for good devolves upon the officials and em- 
ployees of the great railroad systems, today unified into one 


splendid organization working untiringly for the welfare 


of the greatest nation on earth. 


MarcH ForEIGN TRADE SHOws INCREASE.—March im- 
ports and exports show a partial recovery from the decline 
in recent months, according to a statement issued by the Bu- 
reau of Foreign and Domestic Commerce, exports for March 
amounted to $531,000,000, an increase of $119,000,000 over 
February. For the nine months ended with March exports 
were valued at $4,394,000,000, a decrease from the $4,637,- 
000,000 recorded for the nine-month period a year ago. Im- 
ports were valued at $242,000,000, a gain of $34,000,000 
over February. During the nine months ended with March 
imports amounted to $2,084,000,000, against $1,818,000,- 
000 a year ago. 
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Steam Railway Statistics to December 31. 1916 


Interstate Commerce Commission’s Annual Abstract of Year’s 
Operations. Reduction in Mileage 


advance abstract of statistics of railway operations for 

the calendar year 1916, giving figures for roads of 
Class I, Class II and Class III, but excluding switching 
and terminal companies. Probably for the first time on 
record the physical mileage shows a decrease on December 
31 as compared with June 30. 


ge INTERSTATE COMMERCE COMMISSION has issued its 


Mileage 


The physical mileage (single track) of steam roads in the 
United States, exclusive of switching and terminal com- 
panies, compiled from both official and unofficial informa- 
tion, excluding duplications, is shown below for recent years: 


Number of locomo- 
tives in service on— 





peebhen 
Dec. 31, June 30, 

Kind of locomotive— 1916 1916 
NNN Nn cick wok ces a eh Ra Hs acne bhnis odin bee bis ema tema 63,738 63,578 
NON ne ha due maicnie ee Gucdele Cnanaiase veauien ene ba Mees 335 284 
EIN di os sits anv Seah aE GE Sealy oie ce a Re 64,073 63,862 


For the same classes of roads, the number of cars in serv- 
ice was reported as follows: 


Number of cars in 





service on— 
C * rma 
Dec. 31, June 30, 
Kind of car— 1916 1916 

Freight-train cars, all classes..........+..e0. . 2,342,699 2,326,987 
Passenger-train cars (exclusive of cars in service of 

ee BGO oie’ cig rs a are Gaia) sie,c am nis GRR 55,081 54,664 

COREE BOTTICS PBCR so 6.505500 beh eweienctevcatkase 99,665 96,508 
































Mileage at Mileage at . a ° 
a oe aaua-al sane oe close of year The following statement shows the number of freight- 
December 31, 1916......254,045.83 June 30, 1914........... 252,104.98 train cars that were classified. Caboose cars (28,504) are 
TOR 2, TPLO. 6600808 04's 254,250.62 ios |. aa 249,776.84 included : 
Tune 30, 1915...........253,788.64 June 30, 1912...........246,776.75 not included: 
Class I roads Class II roads Class III roads Total 
— aA aan tte 3 Shin 0 cea i cee 5," 
Aggregate Aggregate Aggregate Aggregate 
Item— Number capacity Number capacity Number capacity Number capacity 
Tons Tons Tons Tons 
EINE o's dks @-Gibic SCO uwh Nak wie. sihrt-4tnledae aes 1,021,757 37,096,132 8,892 274,400 1,215 28,624 1,031,864 37,399,156 
NN oo ay as eck cee io wae Ge eV che ae eee 117,355 4,426,249 12,579 384,135 3,619 95,068 133,553 4,905,452 
ET MU Ginn alec al, vin: 6401s 04 span ww eS aie siaeiie 82,559 2,674,685 1,300 36,805 72 1,387 83,931 2,712,877 
INS bate D tart, Solan aesen ai clere ait: @ 6m WE. eMaonrelore 884,880 42,155,468 22,117 986,601 1,542 58.662 908,539 43,200,731 
EE SN ree thar. wdc wba anole sa nie tse makita em 9,507 383,630 261 8,146 125 4,032 9,893 395,808 
EL OPEL EE re 51,257 1,663,345 128 3,305 6 150 51,391 1,666,800 
Cee SHCUOMERIEE COTS sc. ci cov eessecscenewes 85,796 3,880,826 6,653 228,876 2,333 50,134 94,782 4,159,836 
SS a ee ee en Te ee ee ee 2,253,111 92,280,335 51,930 1,922,268 8,912 238,057 2,313,953 94,440,660 
The following statement of mileage operated on December Employees 


31, 1916, represents the miles of all tracks covered by operat- 
ing returns to the Interstate Commerce Commission and 
necessarily contains duplications because of the inclusion of 
11,977.40 miles used under trackage rights and reported by 
more than one company: 


Class I Class II Class ITI 
Item roads roads roads Total 
ee £. : eeroreererrerrr erg Ay 19,213.78 8,817.31 259,705.18 
Miles of second main track.. 29,222.87 186.08 5.33 29,414.28 
Miles of third main track.... 2,716.23 5.04 anaes 2,721.27 
Miles of fourth main track... 1,932.48 dente hia 1,932.48 
Miles of all other main tracks 257.30 257.30 


Miles of yard track and sidings 98,334.25 3,695.10 954.46 102,983.81 


Total, all tracks. ........364,137.22 23,100.00 9,777.10 397,014.32 





Number of roads represented 181 263 410 854 


The number of operating switching and terminal roads 
that made annual reports to the commission not covered by 
the above statement is 209. 

The growth in the number of miles of road operated and of 
all tracks operated, including duplications, as covered by 
reports of operations to the commission, is shown in the fol- 
lowing statement for a series of years: 

, Total miles 


Miles of road of all tracks 


Year ended—- atclose of year at close of year 


December $1, 1916..6.....i5<000%s. 259,705 397,014 

MATTE TAM oo oie 6c wae-ew dees’ 259,211 394,944 

ON ae eee 257,569 391,142 

MR TEE NOTE os oc otcn a ceceations 256,547 387,208 

NE OS a ane ae 253,470 379,508 

RMN ER TIEE. Sao oe swans se ees 249,852 371,238 
Equipment 


The number of locomotives in service on December 31, 
1916, as reported by Class I, II, and III companies as com- 
pared with the number in service on June 30, 1916, is shown 
below: 
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The number of railway employees is arrived at by averag- 
ing the number in service on four days, respectively, in the 
middle of January, April, July, and October. Thus the 
number of employees does not represent the number of full- 
time workers. The number of employees and their aggregate 
compensation were reported as follows for the years ended 
December 31, 1916, and June 30, 1916: 


Year ended— 
ie ea 





a — 

Item— Dec. 31, 1916 June 30, 1916 
Number of railway employees, all classes.. 1,700.814 1,654,075 
Aggregate compensation - $1,506,960,995 $1,403,968,437 


Capitalization and Dividends 


In the returns to the commission securities issued are di- 
vided as between those actually outstanding, those nominally 
outstanding, and those nominally issued. Nominally out- 
standing securities are those reacquired by or for the issuing 
company and held alive. Nominally issued securities are 
those which have been signed and sealed but not sold. 

The following statement shows the outstanding capitaliza- 
tion reported for the years ended December 31, 1916, and 














June 30, 1916: - 

Capitalization of railways on— 
eels " 
Item— Dec. 31, 1916 June 30, 1916 

Stock and funded debt actually outstanding: 
INO FR) GON nc cadns oct beets hs owieeuie $16,088,846,806 $16,101,172,989 
ee Ue | PR es cs Glaiie o-es'9'h 0-060 whee 660,027,085 655,174,740 
NE ER WORE aes parxca's'0 0's aiseaa:n-aien'ece 143,862,223 153,758,362 
Nonoperating companies ............+- 2,737,873,968 2,771,387,001 
PRMD Ccawcantewaraves eek cab eunneere $19,630,610,082 $19,681,193,092 

Stock and funded debt nominally issued or 

nominally outstanding: 

Se We 5 ae « asoie 40-64 emteRerk $1,316,314,719 $1,301,170,117 
ee EMC oc sic as ch ees cerwewen bawk 56,039,603 60,039,344 
SEE NNN ters aicn'ee:en6.0.60 60 ein oom 6,823,769 7,737,383 
Nonoperating companies ...........+.. 39,520,409 41,932,309 
CR ee eye eee rer $1,418,698,500  $1,410,879,153 





- 
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For the companies under consideration, the relation of 
capital stock and dividends was as follows: 


Year ended— 
- 





a ~ 
Item— Dec. 31, 1916 June 30, 1916 
Capital stock actually outstanding......... $8,755,403,517 $8,743,106,639 
Capital stock actually outstanding paying no 
: wcidgeutawe Pears ve Cewedvonees $3,325,280, x $3,463,678,685 
Per cent paying no dividends............. 37.9 39.62 
Amount of dividends declared during the 
year by operating and nonoperating com- 
OE SE re ree $366,561,494 $342,109,396 
Ratio of amount of dividends declared to 
Dividend-paying stock.......... per cent 6.75 6.48 
All actually outstanding stock..per cent 4.19 3.91 


Investment in Road and Equipment 


The figures presented under this caption include returns 
for investment in road and equipment shown by operating 
roads of Class I and Class II, as well as by their subsidiary 
nonoperating roads (leased, operated under contract, etc.). 
The expenditures for additions and betterments, as well as 
the expenditures for new lines and extensions, during the 
year ended December 31, 1916, are analyzed in the following 
tabular statement: 


Investment to December 31, 1916 (239,120.61 miles 
er ee IRIN os ct cura ws Gos abla aoe Se $17,681,126,339 
Investment to December 31, 17,349,632,708 


FRED GOOG Fees ci tccccckivtccccecetsoveesewers $331,493,631 


Investment during the year: 
In new lines and extensions........ $7,335,064 
In additions and betterments— 
On owned lines..... $327,456,492 
On leased lines...... 19,234,014 
———_——. 346,690,506 





Increase, 


Total investment during the year......... 354,025,570 


Adjustments 
Difference between record value of 
grantor and purchase price of grantee 
in cases of roads sold, merged, con- 
GREE, GER. cticcccccseccvcereces 


Total during the year... ...cccccccccccvece 


Net increase during the year........ceeccccceccesescccces 331,493,631 


Public Service of Railways 


The following table gives comparative figures for the years 
ended December 31, 1916, and June 30, 1916, pertaining to 
public service of railways and covers returns for roads hav- 
ing operating revenues above $100,000 for the year: 


Year ended— 
na 


June 30, 1916 





Dec. 31, 1916 


Item 
Number of passengers carried...........+.++ 1,039,012,308 1,005,683,174 
Number of passengers carried 1 mile........ 35,121,675,959 34,213,596,127 
Number of passengers carried 1 mile per mile 
MI rgd s.r de Wace F apslee Pete e) 08 ach 00s 141,305 137,818 
Number of tons of revenue freight carried, in- 
cluding freight received from connections.. 2,316,088,894 2,225,943,388 


or number of tons carried 1 mile. 365,771,824,741 343,099,927,805 
or number of tons carried 1 


Ton-mileage, 
Freight density, 


BS ge ee 2 a eee ee 1,470,274 1,380,349 
Average nuinber of ton-miles of revenue freight 

OA CIRO waSovedsccndecetvewesicrsy es 550.15 534.95 
Average receipts per passenger per mile. .cents 2.046 2.006 
Average receipts per ton per mile....... cents 0.715 0.716 
Passenger-service train revenue per train-mile $1.44224 $1.38619 
Freight revenue per train-mile.............. $3.93483 $3.82828 
Operating revenues per train-mile...........- $2.90561 $2.80074 
Operating expenses per train-mile........ eee $1.90662 $1.83279 
Ratio of operating expenses to operating 

CII coche nd we eecnuwankbes per cent 65.62 65.44 


Revenues and Expenses 


The operating revenues for the year ended December 31, 
1916, of the railways. in the United States herein presented 
(average mileage operated 257,324.61 miles) were $3,691,- 
065,217, or $14,344 per mile of line operated; their operating 
expenses were $2,426,250,521, or $9,429 per mile of line 
operated. The corresponding figures for the year ended June 
30, 1916, were: Operating revenues, $3,472,641,941, or 
$13,485 per mile of line operated; operating expenses, $2,- 
277,202,278, or $8,844 per mile of line operated. The fol- 
lowing tables present a statement of the operating revenues 
in detail and a statement of the operating expenses assigned 
to the eight general classes: 
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Railway OperatinG REvENvEs, YEAR Enpep DecemMBer 31, 1916 
Class I Class IT Class III 
Item roads roads roads Total 

Freight . -$2,560,988,111 $57,306,587 $12,797,259 $2, 631 091 57 
Passenger . 70 6.608, 630 13,376,857 2,373,884 9,371 
Excess bage: we bien 6,064,359 93,448 14,844 

Sleeping .car ...... 2,895,797 551 rare 

Parlor and chair car 1,365,037 13,340 14 

BE. wianecuetn aces 61,195,800 1,108,962 255,222 
Eee. 90,155,445 1,108,936 231,109 
Other passenger-train 5,913,622 61,469 10,935 

BS? Beas Wuseb.ea ex) 16,115,884 318,256 133,167 

Sa 39,419,827 1,422,768 247,117 

Special service train 1,688,198 97,646 11,647 
Other freight-train. 273,619 27,757 7,044 

Water transf’s—Fr’ht 652,790 ,128 Diléas o% 653,912 
Water transf’s—Pass, 1,684,367 2,715 es 1,687.08 
Water transfers—Ve 
hicles and live stock 2,325,202 sae acs tek aials 2.325, 24 
Water transf’s—Other 1,221,751 36 pee iack 1,221,787 


Total rail-line trans- oe 
$3,498,568,439° 


portation revenue, 


$74,940,456 $16,082,242 $3,589,591,13; 





eee $14,222,511 $477,977 $10,581 $14,711,06° 
Passenger ......... 1,435,403 259,690 17,289 1,712,38 
Excess baggage 4,524 141 116 4,781 
Other pass. service. 56,559 5,882 ae 441 
Mail eerie ea Baa ork 27,871 19,551 4,915 7 
eee 20.753 10,428 2,149 3 ( 
Special service 1,930 1,125 130 5 
RES wk aea's bomu.o 330,650 351 305 
Tot. water-line trans- 
portation revenue. $16, 100.201 $775,145 $38,48 $16,° 
Dining and buffet.. $17,466,682 | Se $17,469,7¢ 
Hotel and restaurant 6,448,258 15,513 $2,268 6,466,0 
Station, train and 
boat privilege.... 3,897,093 202,309 3,583 
Parcel eae 1,050,812 3,229 93 
Storage—Freight .. 3,524,463 45,707 7,245 
Storage—Bageage .. 669,082 10,388 225 
Demurrage ........ 18,372,713 690,354 135,320 
Teleg’h and telephone 1,885,119 76,771 15,876 
Grain elevator ..... 2,231,200 g 
Stockyard ......... 1,491,392 57 "473 
ee 2,184,040 73,638 910 
Rents of buildings 
and other property. 4,464,872 213,169 51,178 4,729,219 
Miscellaneous ..... 16,977,259 639,301 134,221 16,850,781 
Total incidental 
operating revenue $79,762, 985 $1,973, 519 $351,392 $82,08 ¢ 
Joint facility—Cr... $3,830,343 $64,528 $9,135 $3,904,006 
Joint facility—Dr.. . 1,396,202 35,306 "145 1,431.65 
Total joint facility 
operating revenue $2,434,141 2,472 


Total raiiway oper- 


ating revenues. .$3.596.865,766 $77,718,342 $16,481,109 $3,691,065.217 
RAILwaAy OperATING EXpeNses, YEAR ENDED Dec. 31, 1916 
Class I Class II Class III 
Item roads roads roads Total 
Maintenance of way 

and structures.... $421,775,812 $13,281,966 $4,137,284 $439,195, 0¢ 
Maintenance of equip- 

oo SRE eae 595,566,336 11,339,539 2,199,170 609,105,045 
Traffic expenses... 62.839,996 1,414,156 247,971 64,502,1 
Transportation ex- 

penses—Rail line.. 1,164,274,088 24,934,730 5,709,851 1,194,918,669 
Transportation  ex- 

penses—Water line 9,713,687 448,728 19,709 10,18 } 
Miscellaneous opera- 

|” WEES e CESS 26,858,441 154,715 31,037 27,04 
General expenses... 84,418,107 3,590,973 1,238,030 89,247,110 
Transportation for 

investment—Cr. 8,048,055 27,864 6,506 8,082.4 





Total railway op- 
erating expenses.$2,357,398,412 1$55,257,763 7$13,594,346 °$2,426,250,5 


1Includes $120,820, unclassified. 
cludes $138,620, unclassified. 





2Includes $17,800, unclassified. 


Income Account and Profit and Loss Account 


The tables following present for the year ended December 
31, 1916, the condensed income account and the profit and 
loss account of the operating roads and their subsidiary 
nonoperating roads. The figures given include such inter 
corporate payments as may be involved in the items stated. 
Returns for a few small roads have been omitted because 
of incompleteness. The accounts of the operating roads in- 
clude both operating and financial transactions, while the 
accounts of the nonoperating roads are confined for the most 
part to receipts and payments under leases, contracts, and 
agreements. 



































May 10, 1918 


Item 
OPERATING INCOME 


Railway operating revenues..............e-e00. 


Railway operating expenses..........ccecececes 
Net revenue from railway operations....... 


Railway tax PND i ossinin tn. bp: -cssie/ecns)< w'sieim one yee 
Uncollectible railway revenues................. 


Railway operating income................. 


Revenues from miscellaneous operations......... 
Expenses of miscellaneous operations........... 


Net revenue from miscellaneous operations. . 
‘Taxes on miscellaneous-operating property....... 
Miscellaneous operating income............ 


Fatal GPeratins INCOME. 62. cbc ccc scveccees 


Non-OrveraTinc INCOME 


SS Le yer rr tr ce 
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$1,086,099,400 





$18,463,849 














$2,168,4 495 

















INCOME ACCOUNT, YEAR ENDED DEC. 31, 1916 
Operating 1oads 

* ‘4 ClassII  ClassIII Total operat- 

Class I roads roads roads ing roads 
$3,596,865,766 $77,718,342 $16,481,109 $3,691,065,217 
2'357,398,412 55,257,763 13,594,346  2,426,250,52] 
$1,239,467, 354 $22,460,579 $2,886,763 $1, 264,814,696 
$157,113,372 $3,984,594 $727,356  $161,825,322 
797,486 13,180 7756 818,422 
$1,081,556,496 $18,462,805 $2,151,651 $1, 102,170,952 
$40,833,977 $47,325 $174,373 $41,055,675 
34,324,932 44,663 153,966 34,523,561 
$6,509,045 $2,662 $20,407 $6,532,114 
$1,966,141 $1,618 $3,563 $1,971,322 
$4,542,904 $1,044 $16,844 $4,560,792 


‘$1, 1106, 731,7 744 














$1,261,918,278 

















Hire of freight cars—Credit balance............ $20,964,852 $1,992,447 $141,138 $23,098,437 
ee THOME TORUNNNEUOS: 8 ck aiccc ce vies ose cece ees 7,540,673 239,427 52,957 7,833,057 
Rent from passenger-train Cars. ............e+0% 11,256,786 120,451 6,647 11,383,884 
Rent from floating equipment.................. 200,837 6,132 Rae 206,969 
Rent from work equipment...............0+05- 2,100,142 31,781 4,905 2,136,828 
Joint facility and rent MCOME. .......06scccccces 24,211,969 1,223,179 196,996 25,632,144 
Beeee SEOs PRO GE DONG <6 eee cs cccewccsonaes 4,382,393 488,121 17,359 4,887,873 
Miscellaneous rent income...........sssceceeee 8,369,241 253,879 22,395 8,645,515 
Miscellaneous non-operating physical property... 2,956,131 64,593 10,725 3,031,449 
Separately operated properties—Profit........... 3,230,514 Seneca 75 3,230.589 
NE SN Se oc she chloe owenn aeons 103,194,671 158,586 1,415 103,354,672 
Income from funded securities.............+.6.. 50,520,614 219,152 49,739 50,789,505 
Income from unfunded securities and accounts... 27,035,177 320,827 76.705 27,432.709 
Income from sinking and other reserve funds.... 2,890,362 72,220 5,580 2,968,162 
Release of premiums on funded debt............ 295,801 959 erates 296,760 
Contributions from other companies............ 1,032,709 1,096,271 253,285 2,382,265 
ee ee ee eer ee 1,616,362 463 26,993 1,743,818 
Total non-operating income. ..........¢.0+6. $271, 799,234 $6,388,488 $866, 914 $279,054,636 
ROE NEUEN as oss Sah wskbe veteran emus $1,357,898,634 $24,852,337 $3,035,409 $1,385,786,380 
DEDUCTIONS FROM Gross INCOME 
Hire of freight cars—Debit balance............. $43,622,850 $3,090,252 $734,339 $47,447,441 
Ne RY I arc Gada 64 Ge he weno edew ee wh 6,644,421 694,268 147,488 7,486,177 
> Rent for passenger-train cars.......ccccsevcces 11,981,598 340,611 59,809 12,382,018 
Rent for floating equipment.............ccecess 3,061,272 11,564 1,173 3,074,009 
POE TOP WOT SAMIGMERE,..6 26sec cr cewscneees 520,411 31,766 7,870 560,047 
NS OI SIN a oi lok Sin, be sie 4:60 0 -«.b-0 + Rew alts 41,916,686 953,564 136,828 43,007,078 
ee EE I eo oreo cace eid oes eee Ree 158,377,958 274,765 263,840 158,916,563 
I RNR os 105 x 0:9 568: ay. vce car ue rerin 5,523,004 _ 128,079 85,947 5,737,030 
Miscellaneous tax accruals..............ceeeeee8 2,292,698 39,758 3.793 2,336,249 
Separately operated properties--Loss........... 3,451,927 2,172 721 3,454,820 
eee OS eS eee eer es 406,667,567 13,383,281 2,365,479 422,416,327 
ee ee re 14,854,425 1,447,154 1,093,846 17,395.425 
Amortization of discount on funded debt....... 2,893,200 259,844 50,070 3.203,514 
Maintenance of investment organization........ 702,053 6,010 Wigteoails 708,063 
Income transferred to other companies. ........ 3,702,470 432,587 19,199 4,154,256 
Miscellaneous income chargeS...........0+eee0% 4,805,421 47,196 4.779 4,857,396 
Total deductions from gross income........ $711, 017,961 $21,142,871 $4,975,581 $7 37,136,413 
TRGR SIE sa aos.2 300s. ccans,d baad aaceeaa "$646, 880, 673 $3,700,466 $1,940,172 $648, 645 9,967 
Disposition oF Net INCOME 
Income applied to sinking and other reserve funds $15,117,355 $334,282 $42,899 $15,494,536 
Dividend appropriations of income...........-.. 187,985,355 1,964,412 279,191 190,228,868 
Income appropriated for investment in physical 
ee a ES eres ere rr re ee 62,510,056 687,009 73.039 63,270,104 
Stock discount extinguished through income. se cult 12,921 12,250 25,171 
Miscellaneous appropriations of income.......... 20,359,899 96,255 4,697 20,460,851 
Total appropriations of income...........++ $285,972,665 $3,094,879 $411,986 $280,479,530 
Wncome balance transferred to profit and loss.... $360,908,008 $614,587 $2,352,158 "$359, 170,437 
PROFIT AND LOSS 
Operating roads 
8 to oeene ~ 
Item Class I roads Class II ClassIII Total operat- 
roads roads ing roads 
Credit balance transferred from income......... $378,177,670 $7,790,824 $1,362,027 $387,330,521 
Profit on road and equipment sold............. 3,022,682 28,496 17,635 3,068,813 
SRL. SEUNG CPEGIIN c + «osc 0 cn 4.0 0.0: 4:0'e0.s 00s be 926,196 184,190 35,264 1,145,650 
Unrefundable overcharges Eiri at wre ote la/aletienie ener 918,582 63,123 788 982,493 
a rk cy a's Signin bsae & o1rd else ayers ib bNibck Wide 1,347,547 404,522 90,643 1,842,712 
III COMUNE ok Sk sos canto eeawene ews 32,095,557 4,747,606 804.858 37,648,021 
Total credits duting year. .21...cccccccsees $416,488,234 $13,218,761 $2,311,215 $432,018,210 
‘Debit balance transferred from income.......... $17,269,662 $7,176,237 $3, 714, 185 $28,160,084 
Suerpies applied to sinking and other reserve funds 1,074,020 85,9 8 1,192,545 
Dividend appropriations of surplus............. 118,191,582 3,090,352 363/607 121,647,541 
Surplus appropriated for investment in physical 
ETRE SE ark ois nts 4% dina ca.o 4:6 4-0 eimcsiprears as 18,962,990 333,970 28,231 19,315,191 
Stock discount extinguished through surplus.... 46,337 450,888 9,500 506,725 
Debt discount extinguished through surplus...... 17,713,165 259,988 3,967 17,977,120 
Miscellaneous appropriations of surplus......... 1,823,501 290,797 49,583 2,163,881 
Loss of retired road and equipment............. 18,171,732 683,444 167,476 19,022,652 
ES SOIR WUNUIEON 6. Sica. 0's: 0.06.& 0 sic nee. 00i6.s -jntale 3,346,356 1,982,168 80,479 5,409,003 
pS OS er eer 54,333,840 1,009,002 1,065,556 56,408,398 
Total debits during year. ......scccsecesese $250,923,185 $15,362,803 $5,517,152 “$271 803, 140 
Net increase during year..-......cscceesees $165, 565 049 = $2,144,042 $3,205,937 $160,215 070 
Balance at beginning of year...........+eeeeeee 1,096,353,229 21,940,474 17,903,651 
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to Subsidiary Total 
Class II to Class III nonoperat- 
roads roads ing roads 
$9,834 $3,361 $1,625,530 
($9,834 $3,361 $1,625,530 
$9,834 $343 361 $1 625,530 
sich "$5,475 
pace 8,505 
a A "927 
pad iota aeie 505,907 
$196,996 $174,238 150,545,337 
935 25,116 9,341 
=a waouers 112,919 
execs 35,898 
cats 307,342 
644 3,045,478 
4,055 307,150 
swans 556,644 
937 45,672 
esi “101 178,809 
$201,697 $199,455 $155,795,404 
$191,863 $196,094 $154,169,874 
$14 $239 $734,978 
acares saan 187,609 
239,509 
"3,317 
706,822 
ey a pe hae 972,732 
90 50 314,450 
ae arnt 303,511 
ais peeetn inkewae 67,583 
149,917 70,728 58,086,926 
7,862 41,264 2,381,317 
850 ee "143 
7,486 2,294 396,306 
TG) we ecake 2,217,197 
rote 1 638,276 
$176,179 $114,576 $67,478,676 
$15,684 $81,518 $86,691,198 
echoes esepess $1,056,010 
_ $58,557 $48,000 39,478,466 
25,000 1,515,075 
cain aan 47,321 
$83,557 $48,000 $42,096,872 
$67,873 $33,518 $44,594,326 
Non-operating roads 
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Class II to Class III nonoperat- 
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$49,151 $87,123 $47, + + 4 
art ‘O78 
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$394,789 -$155,672 $22,790,559 
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Over $100,000,000 Subscribed 
by Railway Employees 
Ts RAILWAY EMPLOYEES of the United States by their 





subscriptions to the Third Liberty Loan have shown 

themselves worthy to be represented by their railway 
engineer regiments in France. ‘Their subscriptions in the 
Loan have considerably exceeded $100,000,000 and are at 
least three and possibly four times as great as their totals 
in the Second Loan. 

The total employees’ subscriptions in the Second Loan 
were $36,000,000. In the Third Loan the Liberty Loan 
Committee for the eastern regional district with incomplete 
returns reported on Wednesday subscriptions by 660,000 em- 
ployees for $45,000,000. Similarly the western regional dis- 
trict Liberty Loan Committee reported 650,000 subscribers 
for $50,013,000. 

The railroad employees in each of these districts hand- 
somely exceeded the total subscriptions by employees on the 
railroads of the entire country in the Second Loan. 

In the southern regional district incomplete returns on 
Wednesday showed $9,628,000, making a total for the 
country of $104,641 ,000. 

The following table will show how well the employees of 
several important railroads in the east topped their totals 
in the Second Loan. The reports for the Third Loan, it will 
be understood, are not complete. 
Pennsylvania System, 

Lines East and West. 
TT eee ee 124,789 
nv och oan ne ee ba cae C68 201,350 
New York Central System. 


Amounts 
$9,243,500 
12,061,900 


Subscribers 


MM gicvavietieesa es eee 33,284 2,210,050 

PT TR ie scio we drum Were ee 6:5 45%'el 143,562 10,402,900 
Erie Railroad. 

EON So mratkiatécark ghaew ein eaneiie 15,610 1,097,000 

I ED ak nieda gad «0: eobeaerslbla 34,867 2,134,100 
Delaware, Lackawanna & Western. 

PT MD ese c aca aeaawagiaun 17,671 1,071,500 

EM, at atac ect e nae bod «ale 20,920 1,282,250 
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Lehigh Valley. 


PS EON vs ctsnedventbecses 9,915 625,650 

oS a oe es eee 22,801 1,396,100 
Baltimore & Ohio. 

NE MONO ig he alu bine ea aco 6,496 501,800 

IE, eciln ie aa ala Grncxtereae 53,182 3,872,450 
Boston & Maine. 

NE COE vi cee we peiiameekiets 3,464 320,000 

NE MN ig par ote SoG. eee 21,515 1,400,000 
New York, New Haven & Hartford. 

ee RO ee errr re 242 21,700 

Se Ee Vvukewdebeedeveuree 27,518 1,725,350 


Reports received until noon Wednesday showed 650,000 
subscribers to the Liberty Loan out of 731,000 employees of 
the railways in the Western Regional District. The total 
amount subscribed was $50,013,000, and adding corporate 
subscriptions $51,962,000. The average subscription by em- 
ployees was $77. Sixty-one roads reported that all of their 
employees had subscribed and 177 roads that over 70 per 
cent subscribed. The largest amount subscribed on any in- 
dividual line was $4,530,000 on the Southern Pacific Sys- 
tem. The Santa Fe lines were next with $4,000,000. Of 
thirteen roads with subscriptions totaling over $1,000,000, 
the Rock Island Lines alone showed subscriptions for 100 
per cent of their employees. The Missouri Pacific was next 
with 99.38 per cent. The highest average subscription on 
these roads was on the Northern Pacific, $91.00. 


TRAVEL PERMITS ON Rat_ways.—In connection with 
the proposed issuing of permits for railway traveling in Eng- 
land, a correspondent points out that a scheme of the kind 
has for some time past been in operation in Belgium under 
the German military authorities, civilians being obliged to 
obtain official sanction before moving from one part of the 
country to another. It was apparently proposed to adopt the 
idea for Germany but the Prussian State Railways Admin- 
istration decided against it on the ground that it would not 
be feasible in the present circumstances.—Railway Gazette, 
London. 
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British Troops Boarding a “Leave” Train in the Rain 
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The enginehouse of the Boston & Maine at South Vernon, 
Vt., was destroyed by fire on April 25; estimated loss, in- 
cluding a cottage adjacent and damage to two locomotives, 
$20,000. 


The freight house of the Baltimore & Ohio at Braddock, 
Pa., was destroyed by fire on May 2; estimated loss including 
a large amount of freight, $225,000. The fire is believed to 
have been incendiary. 


The union station at Houston, Tex., is now used by the 
passenger trains of the International & Great Northern, 
which, until the consolidation of interests following govern- 
ment control, ran to and from the I. & G. N. station at 
Congress avenue. 


The Atlanta (Ga.) Chamber of Commerce has aided in 
securing positions in Atlanta for a number of the railroad 
traffic men whose offices in that city have been abolished. 
According to a local newspaper there are 114 men affected 
by the order discontinuing solicitation of passengers and 
freight, of whom about one-third desired to remain in 
Atlanta. 


The Overman Bill, authorizing the President of the United 
States to reorganize government departments, which has 
passed the Senate, was on Tuesday reported favorably to the 
House of Representatives. The proposed amendment to 
exempt the Interstate Commerce Commission from the 
operation of this law was not included, having been defeated 
in the Judiciary Committee by a vote of 12 to 6. 


The Brotherhood of Railroad Trainmen, according to state- 
ments of its officers in the newspapers, now has in its mem- 
bership nearly all of the brakemen on the Louisville & 
Nashville. Until the issuance of the circular by the director 
general saying that there should be no discrimination be- 
tween union and non-union men in the railroad service, the 
brakemen of the Louisville & Nashville had not belonged 
to any union. 


Investigation of the fire which destroyed the shops of the 
Lake Erie & Western at Lima, Ohio, on April 24, mentioned 
in the Railway Age of May 3, page 1138, indicates that there 
is no substantial evidence that it was caused by an incendiary. 
The suspect who was arrested has been released. Less 
equipment was destroyed than was first reported, only six 
small locomotives, about 25 years old, one old baggage car 
and one old coach. 


The United States Shipping Board, Edward N. Hurley, 
chairman, is now organized in six divisions, and the 
Emergency Fleet Corporation, subordinate to the Shipping 
Board, has eleven divisions; and the two organizations, the 
Shipping Board and the Emergency Fleet Corporation have 
agencies in 15 cities. An outline of these organizations, with 
a list of the officers and local representatives, is printed in 
the May number of the Official Railway Guide. 


The Quartermaster’s Department of the United States 
Army, following its reservation of space in the new Penn- 
sylvania freight station in Chicago issued orders to those 
unions which were striking to resume work on the building 
immediately. Accordingly all have returned to work with 
the exception of electricians installing elevators in the build- 
ing. These men refuse to return to work until the Otis 
Elevator Company meets an agreement made before the 
state arbitration board. 


In a letter to western roads, dated May 7, regional director 
R. H. Aishton, of the Western Regional District, asks that of- 
ficers best qualified to handle the full economy campaign, per- 
sonally attend the convention of the International Railway Fuel 
Association to be held in Chicago May 23 and 24. He has sug- 
gested that this representation include general managers, general 





General News Department 


SAMMI UNNUUUU LLU EUUUTU GULL 


1195 


aU UHNIUUNAUUNAUOAUNUAAT 


superintendents, superintendents of motive power, train des- 
patchers, master mechanics, traveling engineers, purchasing 
agents, superintendents, etc. 


The locomotive boiler inspectors of the government will 
receive substantial increases of salary, if Congress accepts a 
report presented in the House this week by the Committee 
on Interstate and Foreign Commerce. By the bill as reported 
the chief inspector will be advanced from $4,000 to $5,000; 
two assistant chief inspectors from $3,000 to $4,000; and 
fifty district inspectors from $1,800 to $3,000. The report 
says that the legislative agents of the brotherhoods of 
enginemen, conductors and firemen, supported the bill. 


Stenciling Freight Cars 


The Executive Committee of the Master Car Builders’ 
Association has issued Circular No. 40 requesting that the 
placing of reporting marks on freight cars between two 
horizontal bars be’ considered as a Standard of the Associ- 
ation. 


The Railway Regiments’ Tobacco Fund 


Colonel Wildurr Willing of the 12th Engineers (Railway) 
has acknowledged receipt under date of April 10, of two 
shipments of tobacco. He states that “This tobacco was 
divided among the enlisted personnel of the regiment and I 
am sure the men have had no greater treat since entering the 
service of the government.” 


The Supply of Steel 


Practically the entire output of steel has been com- 
mandeered for the government by the War Industries 
Board. The surplus remaining after the government’s war 
needs have been met, together with a certain part of the 
output not required for such purposes, will have to answer for 
the non-war industries, under strict government supervision. 
This plan was outlined to a meeting of the American Iron & 
Steel Institute at New York last week by J. L. Replogle, 
the steel director for the War Industries Board, who said 
that altogether too much steel was being absorbed by non- 
essentials and that the government’s requirements would 
require practically the entire output. Among the require- 
ments for steel he mentioned the quantities needed for cars 
and locomotives and added that the director general of rail- 
roads had asked for 2,000,000 tons of rails. 


To Guard Railroad Securities. 


The National Association of Owners of Railroad Securities 
has issued a letter to the directors of railroads, now under gov- 
ernment control and operation, calling to their attention the fact 
that they now have the responsibility of representing all classes 
of securities issued by their respective railroads as the contracting 
parties on behalf of the owners of the properties, in the execu- 
tion ot the proposed contract which each railroad is to make with 
the government. 

The sub-Executive Committee of the association has held 
several conferences with railroad men and financiers, as a result 
of which there has been appointed a special committee represent- 
ing owners of railroad securities, the same consisting of S. Davies 
Warfield, President of the Continental Trust Company, Balti- 
more, chairman; Gordon Abbott, chairman of the Old Colony 
Trust Company, Boston; James Brown, of Brown Brothers & 
Co., New York; Frederick H. Ecker, treasurer of the Metro- 
politan Life Insurance Company, New York, and John J. Pulleyn, 
president of the Emigrant Industrial Savings Bank, New York. 
Samuel Untermyer and B. H. Inness Brown, the latter of the 
firm of Hornblower, Miller, Garrison & Potter, have been named 
as counsel to the committee. 
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Railway Revenues and Expenses 


The Interstate Commerce Commission has given out the 
following partial summary of railway returns for March and 
three months of the year, covering the reports of 114 large 
roads. Only partial summaries have thus far been given out 
for January and February as there has been a delay on ac- 
count of a change in the monthly report form. The pre- 
liminary figures are as follows: 
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22, between the British Columbia Minister of Railways and 
the various individuals forming the Pacific Great Eastern and 
the subsidiary companies. 

This agreement virtually gives the province of British 
Columbia complete possession of the entire railway, and the 
property and credits of the subsidiary companies, and pro 
vides that all claims by the several parties named against 
either of the companies shall be released to the government 
forthwith, and upon the performance of these terms the 


OPERATING REVENUES, EXPENSES AND INCOME OF 114 LARGE ROADS 











United States Eastern District Southern District Western District 
c ie = aaa iw = AN a SS ER Be S 
Item 1918 191 1918 1917 1918 1917 1918 1917 
For tHe Montu or Marcu 
1. Average No. of miles operated............. 165,265.38 164,727.19 48,319.97 48,375.65 32,483.54 32,255.93 84,461.87 84,095.61 
2. Railway operating revenues...............+% $284,130,692 $248,538,067 $141,558,300 $126,434,894 $46,702,213 $38,024,217 $95,870,179  $84,078.956 
3. Railway operating expenses.............++0.- 221,794,995 179,938,080 117,464,006 96,687,121 32,467,446 25,316,762 71,863,543 57,934,197 
4. Net reverue from railway operations......... 62,335,697 68,599,987 24,094,294 29,747,773 14,234.767 12,707,455 24,006,636 26,144,759 
5. Railway tax accruals (excluding “war taxes”). 11,639,552 10,964,684 5,174,355 5,102,118 1,776,948 1,695,434 4,688,249 4,167,132 
6. Uncollectible railway revenues............... 67,843 43,216 7,856 11,048 8,987 15,473 51,000 16,695 
7. Railway operating income. ..........c.eeee. 50,628,302 57,592,087 18,912,083 24,634,607 12,448,832 10,996,548 19,267,387 21,960,93 
I Md nae aan ease ini @ .0i0 6 him oil *2,233,110  *2,077,911 *2,901,850 *3,221,246 *44,694 1,005,152 713,434 138,183 
5, Jormt faeilty sent Cdetit). ...ccvccccccse 933,065 933,528 427,220 443,632 189,530 139,391 316,315 350,505 
Me EE A oy a eer 47,462,127 54,580,648 15,583,013 20,969,729 12,214,608 11,862,309 19,664,506 21,748,610 
ee Se ee errs 1,719 1,509 2,930 2,614 . 1,438 1,179 1,135 1.000 
Ba OE Ri ode i66 ws Ore cas wenceees co's 1,342 1,092 2,431 1,999 1,000 785 851 689 
BE, ee, NS WS ME oie. 56 wrneohe ceed eecas 377 417 499 615 438 394 284 311 
14. Railway tax accruals per mile................ 71 67 107 106 55 53 56 50 
15. Uncollectible revenues per mile.............. es See varetuas aes olamneee Srecewateys eee <i Ata ; 
16. Operating income per mile................+.. 306 350 392 509 383 341 228 61 
17. Equipment rents per mile...... Sets Giaatare eae. *14 *13 *60 *67 wy 31 8 
18. Jt. facility rent per mile (Dr.)........ccce0- 5 6 9 % 6 4 4 4 
ee rrr re Per eee 287 331 323 433 376 368 232 59 
Fer THE THREE Montus ENDING WITH Marcu 

20. Average No. of miles operated............... 165,257.88 164,733.36 48,310.34 48,376.05 32,481.46 32,255.95 84,466.08 84,101.36 
21. Railway operating revenues.................4. $726,011,329 $688,173,857 $350,717,024 $343,739,499 $123,032,156 $108,209,135 $252,262,149 $236,225,223 
22. Railway operating expenses............+e0e0. 637,784,608 512,775,369 336,573,751 273.820,249 94,168,159 72,890,341 207,042,698 166,064,779 
23. Net revenue from railway operations....... 88,226,721 175,398,488 14,143.273 69,919,250 28,863,997 35,318,794 45,219,451 70,160,444 
24. Railway tox accruals (excluding “war taxes”). 33,982,323 31,274,945 15,217,269 14,044,859 5,253,445 4,963,249 13,511,609 12,266,837 
25. Urcollectible railway revenues............... 135,737 112,144 31,451 42,304 25,755 27,015 78,531 42,825 
26. Railwav operating imcome................-+. 54,108,661 144,011,399 °*1,105,449 55,832,087 23,584.797 30,328,530 31,629,311 57,850,782 
NT Fre Sa eee ree re *4,616,424  *6,323,260  *8,123,152 *10,004,249 193.090 2,866,584 3,313,638 814,405 
20. Forme Teese TUNE ‘CGRINE) 5 oc ccc cccvcoees 2,896,568 2,819,387 1,356,296 1,297,165 459,545 413,424 1,080,727 1,108,798 
29. met of Meme 26,27, and 28 ....... 2.8 dcceones 46,595,669 134,868,752 *10,584,895 44,530,673 23,318,342 32,781,690 33,862,222 57,556,389 
Se EMO d cca dcb vecircesrecet esas 4,393 4,178 7,260 7,165 3,788 3,355 2,986 2,809 
Sa ENE BEE DRE a eo kode ep eetesceccuconseees 3,859 3,113 6,967 5,660 2.899 2,260 2,451 1,97 
NS eS rer reer 534 1,085 293 1,445 889 1,095 535 834 
23. Railway tax accruals per mile................ 206 190 315 290 162 154 160 146 
34. Uncollectible revenues per mile.............. eae < aecouain toes 1 1 1 1 oe 
35. Operating income per mile.................- 328 875 "23 1,154 726 940 374 688 
36. Equipment rents per mile................0+: *28 *39 *169 *207 6 ’ 89 39 10 
37. Jt. facility rent per mile (Dr.)........csecee 18 17 28 27 a 13 12 13 
Dek, SOU Oe FE Oly BO ME PP cnccccesvevecaese 282 819 *219 920 718 1,016 401 685 


~ *Debit item. 


Note—There are included in this statement 56 roads in the Eastern District, 22 in the Southern District, and 36 in the Western District. Total, 


114 roads. 


The Pacific Great Eastern Agreement 


The controversy between the province of British Columbia 
and the promoters of the Pacific Great Eastern which has 
been a cause for extended litigation has been settled re- 
cently by an agreement signed by the parties involved. The 
Pacific Great Eastern is a line projected from Vancouver in a 
northerly direction about 400 miles to Prince George, a sta- 
-tion on the Grand Trunk Pacific about 450 miles east of 
Prince Rupert. The company was incorporated in 1912, the 
promoters including among others, members of the con- 
tracting firm of Foley, Welch & Stewart, which firm agreed 
to build the line, and D’Arcy Tate, who had secured a traffic 
agreement with the Grand Trunk Pacific upon a guarantee 
of bonds by the British Columbia Government. Construction 
was started but the company got into financial difficulty and 
received further assistance from the government. In 1916 
further assistance was asked but owing to a change of ad- 
ministration this request led instead to an extended in- 
vestigation that disclosed a series of irregularities in the 
management of the project. These consisted primarily of 
overpayments estimated at $5,700,000 and it was found that 
it would cost $12,000,000 more to complete the line, which 
the contractors had undertaken to build upon a guarantee of 
$20,160,000 in bonds. This investigation. resulted in the is- 
suance of writs against the Pacific Great Eastern, the sub- 
sidiary companies and all others concerned, for an account- 
ing, for an injunction restraining them from proceeding with 
the work, for specific performance of the original agreement 
and for damages for breach of agreement. These were 
issued on May, 1917, since which time negotiations have been 
in progress, which led to an agreement signed on February 


government will release the other parties from their engage- 
ment. Detailed provisions are made for the release of the 
several parties upon the fulfillment of their obligations in 
accordance with one or more options. The agreement is 
not to become operative until ratified by the legislature and 
the several parties have agreed, on request of the Province, 
to apply for the necessary legislation. 

The Government has outlined a plan for the future of the 
railway. The first section of the line from North Vancouver 
is Whzytecliffe, 13 miles, will be placed in good operating 
condition as soon as possible and connected with the North 
Vancouver lines of the British Columbia Electric Railway 
The completed line from Squamish to Clinton, 167.7 miles, 
will have to be put in good condition, while the line from 
Clinton to Prince George, 185 miles, will be completed as 
speedily as possible. 


Official Guide Fifty Years Old 


The Official Railway Guide announces that with its current 
issue (May) it completes the 50th year of its publication. 
The first number was that for June, 1868. It was then called 
The Travelers Official Guide, and was published at No. 644 
Broadway, New York City. Edward Vernon was the editor. 

The issue for June, 1868, shows no road west of the 
Missouri River except the Union Pacific, which was in oper- 
ation to Cheyenne, and the Central Pacific, building east- 
ward from Sacramento, had arrived as far as Cisco—92 miles. 

The size of the page at that time was 6 x 4% inches, but the 
Guide has now become undoubtedly the largest monthly pub- 
lication in the world. 
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Not only do its pages contain the history of the roads 
themselves, but they have a human interest. To a young man 
entering upon railroad work it has been one of the first signs 
of success when he achieved a rank which entitled his name 
to appear in The Official Guide; and as he advanced his name 
mounted, until many times it has reached the top line. The 
files of The Guide contain the most complete record of many 
phases of transportation development, particularly in the 
combination of through routes, the accelerated time of 
trains, improvements in comfort, and many other features 
which distinguish American travel. So far as is known, but 
one complete set exists. That has been placed in the New 
York Public Library, where future historians may have access 
to it. 


Loyal L. & N. Employees 


The letter of President Milton H. Smith, of the Louisville 
& Nashville, to the employees of the road, calling for patriotic 
devotion to their duties noticed in the Railway Age of April 
12, page 997, was responded to by a committee of employees 
including representatives from all branches of the service, in 
a manifesto, expressing intelligent and earnest loyalty, which 
is quite unusual. This letter, addressed to President Smith, 
and signed J. D. Keen, chairman, reads in part as follows: 


“We note with pleasure that you have regarded our loyalty and ef- 
ficiency in the past, and yeu have urged us to maintain these distinctive 
characteristics as we now are elevated to a position of greater importance 
in the direct service of our government in time of war. 

“Practically the entire organization of our company is composed of 
those who from their boyhood days have grown up in the service of the 
L. & N. Under your thoughtful leadership both officers and employees 
have been methodically trained and thoroughly skilled. . . . As loyal 
employees, we have always gladly shared the misfortunes of our company, 
whenever the dark clouds of commercial depression lowered thick and 
heavy about us; but we have all rejoiced when the sunlight of prosperity 
returned. In comparing our wages with the dividends some of us may 
have felt at times that the divisions made were not equitable; but whether 
this be true or not, you may rest assured that the great majority of us 
have been able to understand that you were prudently providing not only 
for our vast army of employees, but also for meeting the many-phased 
conditions of our natural growth and to provide reasonable accommoda- 
tions in deference to the ever-changing demands of a restless public. 

“While vast sums of money have been spent in driving our new ex- 
tensions through the wilderness of the South, you have lifted thousands of 
miles of our old road out of the mud of the low and treacherous lands, 
and placed it upon a firm bed of good ballast, with heavy ties and rails. 
You have built beavtiful stations at all our important terminals, and have 
encouraged the habitation and cultivation of boundless tracts of rich farm 
lands. 

““As president of the Louisville & Nashville you have wisely developed 
and practically completed a vast structural and functional railway system 
of inestimable value to the civil life of our entire country; a grand monu- 
ment to a clear perception, a steadfast purpose, boundless energy, a good 
heart and great executive ability. 

“The timely act of our government in providing a suitable railroad com- 
mission and adjustment board, in the unusual circumstances, delegated to 
adjust wages and werking conditions, séniority, etc., we look upon as wise. 
It will greatly reduce if not entirely eliminate the possibility of dissatis- 
faction. And, in the language of the director general, every employee may 
now devote himself unreservedly and patriotically to his work with the 
assurance that his rights and interests will be justly dealt with. Your 
kindly letter to us will promote a better understanding, a fuller and more 
certain knowledge of our obligations, and a more enthusiastic loyalty in 
our new relations. We, with you, pledge ourselves to make, willingly, 
whatever patriotic sacrifices are required, to give steadfast co-operation, 
devoted and untiring service, and absolute loyalty to our government, that 
together we may all work for wniversal liberty and for a world made safe 
for Democracy.” 


Roadmasters’ Association Work 


Among the subjects which have been selected for com- 
mittee investigation and report by the Roadmasters’ and 


Maintenance of Way Association this year are the following: 


Data on Mechanical Devices Used in Track Maintenance; 
J. B. Oatman, roadmaster, Buffalo, Rochester & Pittsburgh, 
Du Bois, Pa., chairman; 

Labor Saving Devices; J. W. Powers, supervisor, New 
York Central, Rochester, N. Y., chairman; 

Fencing, Including Cattle Guards, Farm Crossing Gates and 
Anchoring of Fences; Charles Newberg, roadmaster Chicago 
& North Western, Mayfair, Ill., chairman. 

A paper will also be presented on Best Methods of Raising 
Track by George Beckingham, superintendent of track, 
Grand Trunk, Montreal, Que. 

The convention will be held at the Auditorium Hotel, 
Chicago, on September 17, 18 and 19. 
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The United States Shipping Board announced, at Wash- 
ington on May 2, that authority had been given for the 
construction of 50 new wooden barges for use in carrying 
coal to New England, each barge to be of 3,500 tons capacity. 


The Kansas City Southern, the Texarkana & Ft. Smith, 
the Arkansas Western and the Poteau Valley have closed 
their commercial offices at New York City, Pittsburgh, St. 
Louis, San Antonio, Chicago, Dallas, Houston, and New 
Orleans. 


A request for cheaper transportation for agricultural 
workers recruited by the United: States Employment Service 
for distribution among agricultural communities has been 
filed by Louis F. Post, assistant Secretary of Labor, with the 
Railroad Administration. 


The Louisville & Nashville announces the closing of its freight 
traffic offices in seventeen cities, namely, Augusta (Ga.), Buffalo, 
Cleveland, Chicago, Detroit, Dallas, Houston, Indianapolis, 
Jacksonville (Fla.), Kansas City, Little Rock, Macon, New, York, 
Oklahoma City, Pittsburgh, Savannah arid Tampa. 


Between Houston, Tex., and Texas City, 43 miles, all 
freight in less than carloads must henceforth be sent by the 
Galveston, Houston & Henderson. Shippers offering freight 
at the stations of the other two roads, the Missouri, Kansas 
& Texas, and the Southern Pacific, will be directed to go to 
the freight station of the G. H. & H. 


Special orders providing for the diversion of coal to New 
England, issued during the critical period of last winter, have 
been revoked by Fuel Administrator Garfield, this arrange- 
ment being superseded by the zone system. District repre- 
sentatives of the Fuel Administration will attend to the filling 
of emergency and other essential requirements for bituminous 
coal from the different producing fields. 


The Railroad Commission of Georgia, after considering 
the subjects for many months, examining 35,000 pages of 
exhibits and taking thousands of pages of testimony, has an- 
nounced its approval of a general advance in freight rates 
in that state, by percentages which are expected to increase 
gross freight revenues 8 per cent... It is said that intrastate 
freight constitutes only 15 per cent of the freight traffic of 
the Georgia Railroads. 


’ 


The “Return Loads Bureau,” of the Merchants’ Association 
of New York city, established for the benefit of automobile 
trucks carrying freight to and from other cities, reports that 
hundreds of trucks have already been registered; and applica- 
tions are constantly being received from out of town trucks 
for which loads are desired from New York. Somebody 
in New York is preparing to send’ trucks to Charleston, S. 
C., a distance of oyer 700 miles, to bring back 12 tons of 
merchandise. 


The Post Office Department announces that aeroplanes, to 
carry letters, will begin making regular trips between Wash- 
ington and New York on May 15. The price for letters is to 
be 24 cents an ounce, which will include special delivery. 
The announcement says that, during the early stages of the 
service, no attempt will be made to send out aeroplanes on 
days when rain or fog is likely to obscure the vision of the 
aviators. On such days the letters will be sert by special 
messenger, by railroad train, starting at 11 A. M. 


The number of carloads of export freight on hand at North 
Atlantic ports on May 1, exclusive of coal and grain, was 
28,588, of which 24,169 were consigned to the United States 
or to one of the Allied governments. The total compares 
with 41,202 cars on January 1, of which about three-fourths 
were government shipments. Of the total on the first of 
May, 13,256 carloads consisted of freight lying on the ground; 
6,290 carloads were in warehouses and 9,042 were cars not 
yet unloaded. More than half of the 28,588 carloads reported 
on May 1 were at New York city. 








1200 


The Merchants’ Association, of New York city, has com- 
plained to the Railroad Administration, at Washington, that 
certain railroads have refused to accept silk for shipment 
from New York city, for the reason, it is said, that serious 
losses have been. sustained because of thefts from freight 
cars. Some of the railroads have referred shippers to the 
express companies, but these do not wish to accept any lot 
of more than five bales. 


Plans for the restriction of the movement of anthracite 
coal from. the ‘United States to Canada during the present 
coal year have been formulated by the United States Fuel 
Administration, in co-operation with the Fuel Controller of 
Canada. A representative of the Fuel Administrator attended 
a recent conference of representatives of coal operators, coal 
miners and railways in Canada at which this problem was 
discussed. Anthracite supplies to points in western Canada 
will be materially. restricted. No, American anthracite will 
be available for shipment to points west of Winnipeg. 


Port and Terminal Improvement Commission 


The United States Shipping Board has appointed a Com- 
mission on Port; Terminal, and Harbor Improvement, headed 
by Edward F.'Carry; director of operations of the Shipping 
Board, and composed of representatives of the Army, Navy, 
Railroad Administration; and ship interests. The commission 
is designed to bring about a more economic arrangement and 
utilization of the ports and harbors.of the Nation. In the 
interest of the army it will see to it that embarkation ports 
are so arranged that there will be adequate railroad, ware- 
house, and other facilities. It will deal with bunkerage 
facilities, which is of interest to the Navy and will work to 
avoid wasteful journeys of freight. The program that will 
be considered by the commission is designed to eliminate all 
waste motion. 

In addition to Mr. Carry, as chairman, the commission in- 
cludes B. L. Winchell, S. M. Felton, Capt. A. C. Hodgson, 
George S. Dearborn, J. H. Rossiter, and Edwin F. Gay. 


Coal Production 


In the week ended April 27 the government reported not 
only the largest rate of production of bituminous coal dur- 
ing the past 12 months, but the third successive week of ris- 
ing production, according to the weekly bulletin of the 
Geological Survey. Production of bituminous coal, includ- 
ing lignite and coal made into coke, is estimated at 11,668,000 
net tons, an increase of 5.7 per cent over the preceding week. 
The average production per working day is estimated at 
1,946,000 net tons compared with 1,840,000 net tons last week, 
and 1,680,000 net tons during April, 1917. 

Production for the month of April, 1918, is estimated at 
46,478,000 net tons, an increase of 4,400,000 net tons or 10 
per cent over April of last year. Production for the four 
months ended April, 1918, is estimated at 181,992,000 net 
tons, an increase of over 5,000,000 net tons or 3 per cent 
compared with the same four months of 1917. Anthracite 
shipments slightly increased during the week of April 27, 9 
roads reporting 39,522 carloads compared with 39,130 during 
the preceding week. 

The percentage of full time output during the week ended 
April 20 was 72.2, the largest for several weeks, and the per- 
centage of full. time output lost due to car shortage was 16.2. 

The Interstate Commerce Committee of the Senate, 
through its chairman, Senator E. D. Smith, of South Carolina, 
has instituted a preliminary inquiry into what efforts the 
Railroad Administration is making to furnish immediate 
adequate supplies of cars at the mines in order to avert a 
possible coal shortage next winter. Senator Smith has con- 
ferred with representatives of the Railroad Administration 
and secured information on the subject, and it is planned to 
obtain similar statements from the Fuel Administration and 
these will be considered by his committee to determine 
whether public hearings ought to be held. 

Up to April 27 the railroads had moved 82,000 more cars 
of coal, including both anthracite and bituminous, than in 
the corresponding period of the previous year, after making 
up for a considerable decrease during January and the first 
part of February. 
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Court News 
Federal Employers’ Liability Act 


The New Jersey Court of Errors and Appeals holds that, in a 
widow’s proceeding to recover compensation for the death 
of her husband under the State Workmen’s Compensation Act, 
the burden was on the petitioner in the court of first instance 
to show affirmatively that the deceased was engaged in intra- 
state service not regulated by the federal act, a fact not to 
be presumed in the absence of proof. Lincks v. Erie (N. J.), 
103 Atl. 176.. Decided March 4, 1918. 


Conductor’s Duty to Passengers 


In an action for damages alleged to have been caused by in- 
correct information given to the plaintiffs as to necessity for 
change of cars, the North Carolina Supreme Court holds that 
a conductor was not negligent in failing to volunteer informa- 
tion that the train did not stop at the station to which the 
plaintiffs had tickets, since he might assume that they intended to 
alight at a nearby station and continue the journey by a local 
train or otherwise—Hutchison v. Southern (N. Car.), 95 S. E., 
181. Decided December 7, 1917. 


Limitation of Time for Actions Against Railroads 


The New Jersey Court of Errors and Appeals holds that, under 
section 58 of the State Railroad Act of 1903, as amended in 1912, 
all actions accruing from injuries to persons caused by the 
wrongiul act, neglect or default of a railroad, shall be com- 
menced within two years after the cause of action accrued and 
not after; and the infancy of the person injured will not exempt 
him from the operation of this statutory rule—Grabert v. Central 
of New Jersey (N. J.), 103 Atl., 212. Decided March 4, 1918. 


Liability of Consignor for Freight Charges 


Freight was shipped “charges collect,” and a sight draft was 
drawn on the consignee, with bill of lading attached, which was 
paid. There was no special contract binding the carrier to collect 
the freight charges from the consignee. In the absence of 
this, the Georgia Supreme Court holds that although the carrier 
had delivered the goods to the consignee without payment of the 
freight, it could recover from the consignor.—Southern Cotton 
Oil Co. v. Southern (Ga.), 95 S. E. 251.. Decided February 
15, 1918. 


Regulation of Station Stops 


Where the facts showed that the train service otherwise fur- 
nished a county seat, California, Mo., was reasonable and ade- 
quate, the Missouri Supreme Court affirmed a judgment setting 
aside an order of the Public Service Commission, requiring a 
certain interstate mail train to stop there on flag. The train 
stopped there only to let off passengers from St. Louis. It was 
held that the fact, standing alone, that the train stopped on flag 
at certain smaller places was of little, if any weight. State ex rel. 
Mo. Pac. v. Commission (Mo.), 201 S. W., 1143. Decided March 
5, 1918. 


Recovery by Initial from Connecting Carrier 


The Oklahoma Supreme Court holds that the words “required 
to pay,” as used in the Carmack Amendment, authorizing re- 
covery by the initial carrier against the connecting carrier of 
damages it may be required to pay the shipper for loss or injury 
occurring on the connecting carrier’s line, mean asked to pay, or 
asked of right and by authority of law to pay, and do not require 
as a condition precedent to recovery that it shall have actually 
paid a judgment recovered against it by the shipper.—St. Louis 
& San, Francisco (Okla.), 171 Pac., 467. .Decided December 11, 


1917, Rehearing denied March 19, 1918. 
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Injury to Employee—Scope of Employment 


A telegraph operator, while off duty, was injured by a defect 
in a roadmaster’s gasoline speeder on which he was traveling to 
a nearby town to precure food supplies for himself. The 
Montana Supreme Court holds that the railroad was not liable 
to him as employee, since he was going neither to nor from his 
work, was engaged on his own private business, and was actuated 
in his choice of ways to reach his destination by motives entirely 
personal. Nor was the company liable on the theory that he was 
a passenger. He was a mere licensee, to whom the company 
owed no duty to kvep its speeder in good order or to operate it 
with caution. And the roadmaster, by his invitation, had no 
authority to create any higher relation of such employee to the 
railroad than a mere licensee, his duties being circumscribed and 
confined to maintenance of way. Even if it were assumed the 
operator was a guest the railroad’s only duty would be to use 
reasonable care for his safety; and if the happening was not 
necessarily inconsistent with ordinary care the rule of res ipsa 
loquitur could not apply—Glover v. Chicago, M. & St. P. 
(Mont.), 171 Pac., 278. Decided February 26, 1918. 


Employers’ Liability Act Decisions 


The Iowa Supreme Court holds that a conductor of a work 
train unloading ties to re-air a track used for interstate traffic 
is employed in interstate commerce and therefore within the 
act, although the train is operated along a route wholly with- 
in the state, and although at the time of the accident he was 
not engaged in distributing ties, but was returning from work 
in charge of the train——Eley v. C. G. W. (Iowa), 166 N. W., 
739. Decided March 18, 1918. 

A railroad company contracted with T. to keep coal chutes 
from which its locomotives were supplied filled with coal and 
to keep the ashes cleaned out of a turntable pit. He employed 
his own assistants, one of whom was injured in the work and 
sued the railroad. The South Dakota Supreme Court held 
that the evidence showed that the railroad did not retain con- 
trol over the time of T. or his helpers, or over the manner 
of doing the, work, but only reserved control of the results, 
and the plaintiff was not employed by the railroad so as to 
make it liable under the federal Employers’ Liability Act— 
Polluck v. Minneapolis & St. Louis (S. Dak.), 166 N. W., 641. 
Decided March 8, 1918. 


Contract to Complete Logging Line— 
Discrimination in Freight Rates 


A railroad contracted to build and put in operation a line 
from a timber tract to a point on the main line. The road had 
until June 1 to finish construction of the line. The Tennessee 
Supreme Court holds that the construction of a line in which 
the curves were fully tied, but the straight portions of which 
were half tied, but which enabled an engine and cars with ad- 
ditional ties to be sent forward and to put it in condition to 
bear any traffic tendered by the lumber company, and where 
heavy mill machinery was hauled over the line early in April, 
and the road was thereafter steadily improved, it was con- 
structed and placed in operation for general traffic; the word 
“constructed” having substantially the significance of the 
word “completed.” The railroad contracted to transport 
lumber, etc., at a certain rate. The court holds that the ship- 
per, if entitled to the part of the joint through rate paid by 
the connecting carriers to the railroad for originating traffic, 
would have an undue and forbidden preference over other 
shippers, and a contractual obligation that it should receive 
such distribution would not justify such discrimination; and 
it‘ refused to enforce the contract—Caroline Spruce Co. v. 
Black Mountain (Tenn.), 201 S. W., 154. Decided February 
11, 1918. 


Medical Attendance to Injured Employees 


A foreman of track repairers, in attempting to board a mov- 
ing freight train in the course of his employment, was thrown 
under the caboose, which cut off both his legs. His wife and 
several of his friends came up immediately after the injury 
and one of the friends went for the local doctor. They did 
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not object when the conductor proposed to take the injured 

man in the caboose to a hospital some miles distant, without 

waiting for the doctor, and the injured man assented to this 

course. He subsequently died from his injuries. His w*‘e 

sued the railroad, alleging that death was caused by the :ail- 

road’s failure to permit the deceased to remain at the point 

where he was injured, at least until the local doctor, arrived. 

The Kentucky Ceurt of Appeals held that it was incumbent 

on the plaintiff to show with reasonable certainty that, if such 

course had been pursued the deceased’s life could have been 

saved. With regard to the railroad’s duty in such circum- 

stances, the court made the following rulings. Where a rail- 

road servant is injured and adult members of his family are 

present when the accident occurs, or come to him before his 

removal by the company, or at any time thereafter, and ex- 

press a desire to take charge of him, the railroad should de- 

liver over to them the care of the case and do what they ad- 

vise; also the wishes of the injured person, if he is capable 

of understanding conditions, should be respected. When the 

conductor, believing that the man could have more skilful ' 
treatment at another town, took charge of the matter of re- 
moving him thereto, such assumption of control, though with 
the consent of the injured man and his wife, carried with it 

the duty to exercise the required care. What a railroad must 

do necessarily depends on the time, place, character of the 
injury and surrounding circumstances. It was held that the 

conductor exercised reasonable care to save the life of the 

injured man, thus performing the railroad’s duty to him. 

Judgment for the defendant was affirmed.—Troutman’s: 
Admr. v. L. & N. (Ky.), 200 S. W., 488. Decided February 
5, 1918. 


What Amounts to Conversion of Goods Transported? 


The rule as commonly stated is that a common carrier is 
liable in conversion for misdelivery or nondelivery of prop- 
erty intrusted to it for transportation, and that on the mak- 
ing of an adverse claim and demand by a third person the 
carrier assumes the risk of correctly deciding between the 
claimant and the shipper or consignee. The result of this is 
that, though the carrier is without adequate means .of in- 
formation, it will be held in conversion if it errs in its decision. 
In the statement of the rule it is generally recognized as 
productive of much hardship to common carriers impartial 
as between the contending parties and desirous only of dis- 
charging the duties imposed on them by law. It has been 
suggested as a possible relief that a carrier in such a position 
might file a bill of interpleader and bring the parties in to 
settle their own controversy, but difficulties of jurisdiction, 
the loss of market, the perishable character of the property, 
etc., would seem to impair its adequacy The hardship of 
the rule has resulted in adding the compulsion of legal process 
to the exceptions of “the act of God and the public enemies,” 
and it is held that the carrier will be protected against the 
shipper or consignee if the property has been seized or 
taken from its possession by attachment, replevin, or search 
warrant at the instance of a third person. The carrier should, 
however, give notice of the proceeding. It'is also settled 
that it will not be held liable should it decide correctly, and 
then voluntarily surrender the property to the adverse claim- 
ant who is in fact the true owner. The plaintiff.in this case 
had owned and used hotel cars in its land business, and sold 
them to a third party, reserving title until the purchase- 
money notes were paid. Thereafter the plaintiff asserted a 
default. The purchaser, claiming to have paid in full, leased 
the cars for use in a traveling show. The railroad company, 
for a consideration, granted the lessee the use of the spur 
track near his residence as a space for storage of the cars; 
the agreement reserving to the railroad company no power 
or right of supervision. While the cars were on the storage 
track the plaintiff made formal demand therefor on the rail- 
road. Thereafter the latter transported the cars for the les- 
see and redelivered them to him. The Circuit Court of Ap- 
peals, Eighth Circuit, holds that in view of the defendant’s 
obligation as a common carrier to transport for any person 
it was not liable, for when the demand was made it had no 
control over the cars, and when it transported them it was 
not guilty of connivance with the lessee.—Atchison, T. & S. F. 
v. International Land, Etc. Co., 247 Fed., 265. Decided No- 
vember 26, 1917. 
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The Government Orders 


Complete information concerning the Railroad Administration’s 
orders for 1,025 locomotives and 100,000 cars will be found on 
page 1169 of this issue. 

After this article was ‘in type, however, announcement was 
made of the appointment of a committee consisting of W. G. 
Phelps, purchasing agent of the Pennsylvania Lines West; W. 
C. Bower, purchasing agent of the New York Central Lines East, 
and H.C Pearce, general purchasing agent of the Seaboard Line, 
to arrange for the materials for the car and locomotive orders. 
The committee has held meetings with the producers and is 
working with the raw materials committees of the Council of 
National Defence. Whether the materials will be purchased by 
the. government or by the car builders has not yet been deter- 
mined. 


Locomotives 


THe ALasAMA & VicksrurG has ordered 3 Mallet type loco- 
motives from the Baldwin Locomotive Works. 


Tue Ato Crepro SuGcAr Company has ordered one Mogul 
locomotive from the American Locomotive Company. 


Tue FARROCARRILES DELNORTE DE CuBA have ordered five ten- 
wheel locomotives from the Baldwin Locomotive Works. 


THE PENNSYLVANIA EQuIPMENT Company, 1420 Chestnut 
street, Philadelphia, is in the market for one second-hand Mogul 
type locomotive, with 19 by 24 in. cylinders, and having a total 
weight in working order of 60 tons and a steam pressure of 


180 Ib. 


Freight Cars 


Tue Unitep States Navy is inquiring for 6, 50-ton flat cars. 
Tue ILLinotis CENTRAL. is inquiring for 7 10,000-gal. tank cars. 


Tue Topp Interests, Gainesville, Tex., are inquiring for 200 
tank cars. 


Tue Mutvat Om, Kansas City, Mo., is inquiring for 50 tanks 
of 8,000-gal. capacity. 


Tue GENERAL ELectric Company, Erie, Pa., is inquiring for 3 
all-steel gondola cars. 


Tue Marcett Interests, Chanute, Kan., are inquiring for 15 
10,000-gal. capacity tank cars. 


THe ZIMMERMAN ALDERSON CARR COMMISSION COMPANY, 
Dallas, Tex., is inquiring for 10, 8,000-gal. tank cars. 


Tue AMERICAN INTERNATIONAL STEEL CorPorATION, New York, 
is inquiring for 25, 18-ton and 25 22-ton wooden flat cars for 
export to South America. 


Miscellaneous 


Tue Hockinc VALLEY has awarded a contract to the Roberts 
& Schaefer Company for the installation of Robertson coaling 
conveyers at Toledo, Ohio, and Marion. 


Tue Cnyicaco Great WESTERN has ordered from the Railroad 
Water & Coal Handling Company, of Chicago, a coaling station 
of 100-tons’ capacity to be built at Talmadge, Ia. 


Tue PENNSYLVANIA RaiLroap has awarded a contract to the 
Roberts & Schaefer Company, engineers and contractors, Chi- 
cago, for the installation of a 300-ton, two-track, automatic elec- 
tric, reinforced concrete locomotive coaling plant and two sepa- 
rate “RandS” gravity sand plants of concrete construction for 
installation at Kane, Pa. A contract has also been given to the 
same company for the construction of a concrete 100-ton coaling 
plant at Rainey Junction, Pa. 


TT 
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John J. Cummings, president of the McGuire-Cummings 
Manufacturing Company, Chicago, died on May 4. 


The Union Switch & Signal Company announces the re 
moval on May 1, of its Montreal office from 510 Canadian 
Express building to 803 McGill building. 


F. E. Lauderbach, in charge of southern territory for the 
National X-Ray Reflector Company, with office at St. Louis, 
Mo., has resigned, and that office has been abolished. 


The Certes Supply Company, St. Louis, Mo., has been ap- 
pointed selling agent for the Burden staybolt and engine bolt 
iron, and iron rivets for St. Louis and territory tributary thereto 


The Southern Railway Supply & Equipment Company, St 
Louis, Mo., announces the purchase from the Scarritt-Com- 
stock Furniture Company of that company’s car seat depart- 
ment, and the reorganization of that end of the business as 
the Scarritt Car Seat & Manufacturing Company. 

J. M. Riordan, until recently sales engineer of the Grant 
Lees Gear Company, Cleveland, and formerly representing the 
Fellows Gear Shaper Company of Springfield, Vt., in the central 
states, is now connected with the sales organization of th 
Cleveland Milling Machine Company, 18511 Euclid 
Cleveland, Ohio. 


avenue, 


Press G. Kennett, southern railway sales manager for the 
Flint Varnish & Color Works, with headquarters at St. Louis, 
Mo., has been appointed western railway sales manager, with 
headquarters at Chicago, succeeding Rex W. Hudson, re- 
signed to engage in other business. J. C. Jonas has been ap- 
pointed southern railway sales manager at St. Louis, suc 
ceeding Mr. Kennett. 


The property and plants of the Lehigh Foundry Company 
and the Lehigh Car, Wheel & Axle Works, of Fullerton, Pa., 
have been merged into one organization, the Fuller-Lehigh 
Company, with its office and works at Fullerton, Pa. The prop- 
erties of the two companies are adjoining and have been for a 
number of years under the same management. 
one of name only. 


The change is 
The executive personnel remains the same. 

E. C. Peck, superintendent of the Cleveland Twist Drill Com- 
pany at Cleveland, Ohio, has received an appointment as lieu- 
tenant-colonel in the engineering bureau of the ordnance de- 
partment. Mr. Peck will have charge of the gages used in the 
production of munitions and kindred materials for the above 
department. His duties will be the supervision of design of 
gages and the settling of limits of variance which will be satis- 
factory to both manufacturer and the ordnance department itself. 


D. R. Morris, assistant engineer of the valuation department 
of the New York Central (Buffalo and East), resigned May 1 
to accept a position with the Federal Signal Company as sales 
engineer. Mr. Morris graduated from the Chicago Manual 
Training School in June, 1898, and entered the signal field on 
the Chicago & North Western July 9, 1898, remaining with this 
company for four years. The next six years were spent on 
signal construction with the General Railway Signal Company. 
From 1908 to August, 1912, he was with the Illinois Central as 
signal inspector and general foreman of construction; from 
August, 1912, to April 15, 1914, he was signal engineer of the 
El Paso & South Western, and from April 15, 1914, to June, 
1916, he was with the Federal Signal Company and Protective 
Signal Manufacturing Company; he became connected with the 
New York Central in June, 1916. Mr. Morris will be located at 
the company’s New York office. 


Jesse Lowe, contracting engineer, died at his home in Chi- 
cago on April 17. Mr. Lowe was born at Omaha, Neb., on Jan- 
uary 17, 1861, and graduated from the Rensselaer Polytechnic 
Institute, Troy, N. Y., in 1885. For a short time after his gradua- 
tion he was assistant to the city engineer of Omaha, and as- 
sistant engineer in locating the Omaha Belt line and in the 
preliminary and location surveys of the Missouri Pacific west of 
Omaha. In 1886 he was located at Lincoln, Neb., as resident 
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engineer of the Missouri Pacific. From there he went to 
Birmingham, Ala., as assistant manager of the Birmingham 
Bridge & Bolt Works. In 1887 he formed a partnership at 
Omaha with Andrew Rosewater and George B. Christie for the 
purpose of engaging in civil engineering work. The following 
year the firm was dissolved and the firm of Christie & Lowe was 
organized for similar purposes. This firm was continued until 
1913. Among the projects completed by this firm are the fol- 
lowing: The cable street railways, Denver, Colo.; piers for the 
Bellefontaine Bluffs bridge over the Missouri river and the Harlem 
street culvert at St. Louis for the Keokuk & Northwestern; the 
Fullerton avenue loop at Chicago, the .first underground trolley 
line in America, and the Fifth street railway in Washington, 
D. C. He also constructed two miles of the Chicago drainage 
canal and the controlling works, including the Great Bear Trap 
dam which regulates the flow of water from the Great Lakes to 
the Gulf. The firm did considerable other railroad and bridge 
work for lines in the Middle: West and-river and harbor improve- 
ment work for the United States government. 


Trade Publications 


SmootH-ON Iron CrMENT.—The sixteenth edition of the 
“Smooth-On” instruction booklet, which has just been issued, 
contains 144 pages, each one with an illustration, showing in an 
interesting manner how the different “Smooth-On” iron cements 
are used for repairing purposes. 


CLAM. SHELL Buckets.—The Blaw-Knox Company, Pittsburgh, 
Pa., has just issued on attractive 24-page booklet, printed in 
colors, describing its single line clam shell buckets. The booklet 
describes the uses to which this bucket may be adapted and shows 
it in various positions. The book also contains data regarding 
weights, dimensions and clearances. 


BaLANceE Drart.—The Engineer Company of New York has 
issued bulletin 16 entitled “Balance Draft,” giving an analysis of 
combustion conditions and boiler operation when nearly atmos- 
pheric pressure is maintained in the furnace chamber. Bulletin 
No. 18 issued by the same company explains in detail the advan- 
tages of balance draft and describes the apparatus necessary to 
maintain it. 


Boiter Meters.—In bulletin No. 41, issued by the’ Bailey Meter 
Company, Boston, Mass., and entitled “How to Save Coal,” there 
is considerable useful information regarding boiler capacity, ef- 
ficiency and the amount of air necessary for complete combustion. 
Bailey meters give continuous records of steam flow, air. flow and 
temperature variations and this bulletin points out the necessity 
of such records for efficient boiler operation. 


Truck Batrery CHARGING.—Publication No. 234, issued by the 
Cutler-Hammer Manufacturing Company, Milwaukee, Wis., is a 
six-page illustrated folder describing the C-H sectional battery 
charging equipment for industrial electric trucks, which has been 
extensively used in public and private garages. Two pages are 
devoted to illustrating a number of large and small equipments 
in industrial establishments, piers and railroad terminals. 


“Arter Firty YEARS.”—The United States Switch Company, 
Eau Claire, Wis., has issued an elaborate 32-page book describ- 
ing its. automatic switch lock for the protection of facing point 
switches. The design and construction of this device are de- 
scribed in detail, as well as its service in high speed main lines 
extending over a period of more than six years. The book is 
attractively prepared and the information is presented in a con- 
cise manner. 


Pumps For Cuttinc Compounp.—The Fulflo Pump Company, 
Cincinnati, Ohio, has recently issued a bulletin. describing the 
impeller type of pump for the distribution of coolant which this 
company manufactures. It has also prepared for free distribu- 
tion a booklet entitled “The Scientific Lubrication of Cutting 
Tools.” This booklet gives a short history of cutting tool lubri- 
cation and describes the methods of application of cooling com- 
pounds which have been found most effective in increasing the 
life of tools. 

INCREASED WaAGES FOR MANCHURIAN RatitwAy EMPLOYEES.— 
Beginning with March 1 the employees of the South Manchuria 
Railway were granted a general increase in their wages. 
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Railway Financial News 


CHESAPEAKE & Ount0o.—See editorial comments elsewhere in this 
issue. 


“HICAGO, BuRLINGTON & Quincy —Howard Elliott of New York 
and Hale Holden have been elected directors for the term end- 
ing May 1, 1922. Mr. Elliott succeeds Maj. George T. Slade, 
who has gone to France in the United States military service. 


MICHIGAN CENTRAL.—Sece editorial comments elsewhere in _ this 


issue. 
New York CrEntTrRAL.—See editorial’ comments elsewhere in this 
issue. 


New York, Cuicaco & St. Louis.—The board of directors was-- 
increased from thirteen to fifteen members at the annual’ meét- 
ing on May 1 by the election of F. H. Ginn and W. G. Turner, 
both of Cleveland, as new members. Mr. Turner is secretary 
of the company. 


Ozark VALLEY.—The Bender Iron and Supply Company of 
Shreveport, La., purchased this 35-mile line on April 22 at 
Greenville, Mo., for the price of $188,500. 


PittspurcH & West VircInrA.—Walter L. 


Haehnlen has been 
elected a director to succeed E. R. Tinker. , 


Railway Construction 


ATLANTIC Coast LineE.—Work is to be started at once, on the 
construction of a passenger station at Lakeland, Fla. The build- 
ing will be two stories high, of brick construction, and the work 
will be carried out by the railroad company’s forces. 


ILLINOIS CENTRAL.—This company has awarded a contract to: 
T. S. Leake & Co., Chicago, for the erection of an inbound freight 
house at East St. Louis, Ill., which will cost approximately $150,- 
000. The building will be a one-story structure, 50 ft. by 612 ft. 
except for a section at the middle of the building 38 ft. by 28° ft. 
where second story space will be provided for office. purposes. 
It will be a brick building, similar to the outbound ‘freight house 
constructed last year. 

The Illinois Céntral has also given a contract to the Ferro: 
Construction Company, Chicago, forthe erection of the steel 
superstructure of the new St. Charles Air Line bridge, Chicago, 
and the removal of the old bridge. The steel for the new bridge 
was purchased from the American Bridge Company late in, 1916. 


PENNSYLVANIA Rar_roap.—Contracts have been given to 
Cuthbert Brothers, Pittsburgh, Pa., for putting up the -fol- - 
lowing buildings at West Brownsville, Pa.: 5-stail engine 
house and machine shop, 132 ft., by 120 ft., on concrete 
foundations, to be of frame construction, with wood block 
floor, metal siding and slag roof; storeroom, office and. oil 
house, 30 ft. by 75 ft., two stories high, on concrete founda- 
tions, to be of frame construction, with wood block floor 
and metal siding, and a power plant, 40 ft. by 80 ft., on con- 
crete foundations, to be of frame construction with metal. siding. 
The total cost of the work will be about $65,000. 


PHILADELPHIA & REapING.—A contract has been given to C. P. 
Bower for rebuilding bridge No. 57 north of Hellertown, Pa., on 
the Bethlehem branch. The existing structure is a stone arch 
carrying two tracks. The new bridge is to be a concrete box 
structure with 26 ft. clear span over a public road with top rein- 
forced with steel I-beams, and will carry 15 tracks. 


BritisH AMBULANCE TratNs FoR U. S. Army.—The Great 
Western of England has supplied 104 locomotives and over 4,000 
cars for the railways overseas. It is building two ambulance 
trains for the United States troops in Europe. Altogether, 
fifteen such trains are being or have been built by British rail-, 
ways.—The Engineer, London. 








ANNUAL REPORTS 


New York Central Railroad Company—Report of the Board of Directors to the Stockholders 


To the Stockholders of 
Tue New York Centrat Rairroap CoMPANy: 

The Board of Directors herewith submits its report for the year ended 
December 31, 1917, with statemepts showing the results for the year and 
the financial condition of the company. 

The mileage covered by this report is as follows: 


ee Miles 
Main line and branches owned...............00.. ees 3,702.75. 
DT TE ccnutivriiaatebe ee¥eneseon cenmdudeeanie - 1,527.02 
Line operated under trackage rights............. eese 455.66 
6 i eer ee err opeenstene 5,685.43 


a decrease of 3.36 miles, due to remeasurements made in connection with 
Government Valuation and the abandonment of trackage rights over small 
pieces of road of other companies. On January 15, 1917, the Dolgeville 
and Saiisbury Railway Company was merged with this company and its 
re 3.70, added to the Dolgeville Branch. On June 23, 1917, the Corn- 
wall Bridge Company conveyed all its property to The New York Central 
Railroad Company and its mileage was added to the Ottawa Branch. These 
two acquirements did not affect the total:.mileage operated -but simply 
changed its classification. 

The President of the United States, by his proclamation of December 26th 
and by virtue of the power vested in the Chief Executive in time of war 
by Acts.of Congress, took possession and assumed control of the operation 
of the property of this company through the 7 of War, at twelve 
o’clock, noon, on December 28, 1917, the accounts of the company to be 
continued to the end of the year. : 


SUMMARY OF FINANCIAL OPERATIONS AFFECTING INCOME 






































INCREASE 
1917 1916 OR 
OPERATING INCOME 5,685.43 5,688.79 DECREASE 
RAILWAY OPERATIONS miles operated miles operated 3.36 miles 
DR C350 a0 sedleaunee $216,267,517.22 $201,585,048.68 $14,682,468.54 
PE ee 153,597,905.35. 129,738,369.19 23,859,536.16 
NET REVENUE FROM RAIL- 
WAY OPERATIONS ..... $62,669,611.87 $71,846,679.49 —$9,177,067.62 
Percentage of expenses 
to revenues ....2.. (71.02) (64.36) (6.66) 
Railway taxes accrued.... $11,239,638.42 $8,481,549.11 $2,758,089.31 
Uncollectible railway reve- 
Do Sinn ce 0-0dpaeet$tdar 19,395.51 17,906.84 1,488.67 
RAILWAY OPERATING IN- 
ee $51,410,577.94 $63,347,223.54 —$11,936,645.60 
MISCELLANEOUS OPERATIONS 
ne eae $5,713.27 $1,758.59 $3,954.68 
Expenses and taxes...... 5,969.43 4,964.80 1,004.63 
NET REVENUE FROM MIS- 
CELLANEOUS OPERATIONS —$256.16 —$3,206.21 $2,950.05 
TOTAL OPERATING IN- 
GUE cccadadedaans $51,410,321.78 $63,344,017.33 —$11,933,695.55 
OTHER INCOME 
— facility rent income... $3,148,788.33 $3,079,952.01 $68,836.32 
ncome from lease of road.. 107,113.68 115,554.49 —8,440.81 
Miscellaneous rent income.. 753,369.53 666,998.86 86,370.67 
Miscellaneous non-operating 
physical property ........ 628,965.02 515,630.71 113,334.31 
Separately operated proper- 
GEO—DTORE ..cccscedscoce 626,807.62 4,350,787.35 —3,723,979.73 
ividend income .......... 7,464,993.74  11,099,697.29 —3,634,703.55 
Income from funded securi- 
Ge  Gabdicacsusesedacence 470,715.96 476,467.36 —5,751.40 
Income from unfunded se- 
curities and accounts..... 2,209,506.46 2,235,811.67 —26,305.21 
Miscellaneous income ...... 52,443.75 82,529.27 —30,085.52 
TOTAL OTHER INCOME... $15,462,704.09 $22,623,429.01 —$7,160,724.92 
GROSS INCOME ..... .+ $66,873,025.87 $85,967,446.34 —$19,094,420.47 
DEDUCTIONS FROM GROSS 
INCOME 
Hi f equipment—debit 
telenes oe % re eevertoonee $2,480,451.64 $2,200,651.72 $279,799.92 
{emt facility rents......... 1,178,790.89 1,147,576.27 31,214.62 
iscellaneous rents ....... 680,431.99 678,978.39 1,453.60 
Miscellaneous tax accruals... 131,165.20 116,557.81 14,607.39 
Rent for leased roads...... 6,462,350.03 6,354,580.50 107,769.53 
Interest on funded debt.... 29,099,071.94 28,871,299.62 227,772.32 
Interest on unfunded debt.. 762,807.02 617,035.95 145,771.07 
Amortization of discount on 
funded debt ........-++- 344,954.32 255,816.00 89,138.32 
Maintenance of investment 
organization .......+..++ 3,066.77 2,674.70 392.07 
Other deductions .......... 130,716.23 63,057.98 67,658.25 
TOTAL DEDUCTIONS FROM 
GROSS INCOME ......-- $41,273,806.03 $40,308,228.94 $965,577.09 





NET CORPORATE INCOME $25,599,219.84 $45,659.217.40 —$20,059,997.56 





DISPOSITION OF NET IN- 
COME 


Dividends declared—5 per 


CONE oc ccccccccsccccccces $12,479,602.50 $12,466,611.25 $12,991.25 


To equipment depreciation 
ACCOUNE. .... ce eseecccces . Bao A Ale ew 2,500,000.00 —2,500,000.00 
To sinking funds.......... 115,563.45 heal wake 


115,563.45 





SuRPLUS FOR THE YEAR CAR- = 
RIED TO PROFIT AND LoSS.. $13,004,053.89 $30,692.606.15 —$17,688,552.26 





Profit and loss account 
Balance to credit of profit and loss (free surplus) on Decem- 


MOP’ Dl; 3916s. veces’ Ode 666.00 06:4 CABNUDD COW CeO aee ses $65,282,934.36 
Additions: 
Surplus for the year 1997 i... cveoctcccc uct $13,004,053.89 
Sundry deferred credits and adjustments.... 463,933.94 
Profit on road and equipment sold........... 305,485.55 13,773,473.38 
J $79,056,407.74 
Deductions: 
Expenses in connection with issue of capital 
eae rere Pre: $32,456.21 
Discount, expenses and commi'ssion account 
issue of various securities..............0- 222,298.60 
Depreciation prior to July 1, 1907, on equip- 
ment retired during 1917........ceceecees 596,493.56 
Cash advances to Clearfield Bituminous Coal 
co ee ee re 309,244.64 
Loss on sale of bonds of Sunday. Creek Coal 
CE occ cen ctaue deacSin< 06a bemiiants 1,077,849.00 
Federal Dottenimain Income tax (ineluding 
leased lines) for the year 1916, paid in 1917 1,005,239.65 
Abandoned — pie t-Sie ainda Gate Wink deus oad 263,453.83 
Charging off various uncollectible accounts 
and sundry adjustments of accounts....... 304,170.51 3,811,206.00 





BALANCE TO CREDIT OF PROFIT AND LOSS 
(FREE SURPLUS) ON DECEMBER 31, 1917 $75,245,201.74 
By action of the several State Commissions having jurisdiction, authority 

was given for the issue of $25,000,000 of the capital stock of the company 

to reimburse its treasury for expenditures on capital account. Of the amount 
so authorized, however, only $258,900 was actually issued during the year. 

Authority was obtained from the Public Service Commissions of the states 
of Illinois, Michigan, New Jersey and New York in the months of April 
and May, 1917, for the issue of $10,600,000 of this company’s Refunding 
and Improvement Mortgage bonds, Series A, and authority from the same 
commissions was obtained in September for the issue of a further $10,000,- 
000 of bonds of the same series. The $20,000,000 of bonds so authorized, 
and which will bear interest at the rate of 44% per cent per annum, have 
been executed and pledged as collateral for $15,000,000 of two-year Collat- 
eral Trust Gold notes, due September 15, 1919, bearing interest at the rate 
S ft cent per annum, payable semi-annually on March 15th and Septem- 

er . 

The New York Central Railroad Equipment Trust of 1917, authorized by 
the Board of Directors on October 19, 1916, has become effective and, of the 
equipment provided for in the agreement, 16 steam and 9 electric locomo- 
tives, 4,000 steel underframe box cars and 3,000 steel coal cars have been 
delivered. In February $8,205,000 of the certificates, bearing interest at the 
rate of 414 per cent, were sold at a small premium. Since that time it has 
been found impossible to secure a satisfactory market for the certificates, 
and in order to procure equipment as needed this company has purchased, 
at par, $1,305,000 of the certificates, of which $500,000 were pledged as 
security for short-term loans and $805,000 carried in the treasury of the 
company. On December 31st, $87,000 of these certificates were redeemed. 

There has been no long term debt matured during the year, but the usual 
installments on the various equipment trusts have been paid. 


The changes in the funded debt of the company are shown in the follow- 
ing statement: 
Amount as reported at the beginning of the year........... $672,929,007.38 
which has been increased as follows: 
Refunding and Improvement Mortgage bonds, 
Series A, nominally issued and pledged as 
GOONER GOP IN. one o bh ccdccicodccetee $20,000,000.00 
Two-year Collateral Trust Gold notes....... 15,000,000.00 
Mortgage, East Cambridge Land Company... 100,000.00 
Equipment Trust of 1917 certificates, $9,510,- 
000 of which $1,305,000 were purchased by 
the company, $500,000 of them being pledged 


as collateral for short term loans.......... 9,510,000.00 


i Wee PRONOUN Olci ca cacecsstedises etaneawe seed /ne tees 
and has been reduced as follows: 
Payments falling due during the year and on 
anuary 1, 1918, on the company’s liability 
for certificates issued under equipment trust 
agreements as follows: 
N Y C Lines Trust of 1907, installment due 
November, 1917 .......... Stwsbdiciedeue wees 
N Y C Lines Trust of 1910, installment due 
Jenueey, DRED Ss ac eke eee oh ier ceew ede 
N Y C Lines Trust of 1912, installment due 
Temmary, WS cacccnceceoets sees erecesbe 
N Y C Lines Trust of 1913, installment due 
January, 1918 
Boston & Albany Trust of 1912, installment 
due October, 1917. .cciicvieseccsscscs ‘ee, 06-6 
N Y C R R Co Trust of 1917, installment 
Gs TOWNES, TOS ‘n06. cb checssdvceccacesss 
and by transfer of trust locomotives to the 
Michigan Central Railroad Company...... 


$44,610,000.00 


$1,492,884.74 
1,406,413.74 

688,398.90 
742,117.61 
500,000.00 

634,000.00 
192,106.20 


eee eee ee ee ee 


$5,655,921.19 
making the net increase during the year..............e+00: $38,954,078.81 


leaving the funded debt on December 31, 1917, at.......... $711,883,086.19 


Ol ON Maa Gain ena di'e ch seca dab d50s.o}00sees 
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Since the date of the annual meeting on January 24, 1917, the number of 
stockholders has grown 5,530, the total number at the end of the year being 
27,102, of whom 26,771 are in the United States and 33] ,abroad. The. par 
value held by those here is $247,579,960 and by those abroad $2,269,400, the 
average holdings being 92% and 68% shares respectively. In 1915 the num- 
bers reported were 22,270 here and 2,772 abroad, the general average holding 
being, appoximately, 100 shares while now it is 92 shares. 

The great increase in the cost of labor and material is reflected in the 
heavy operating expenses of 1917, which more than absorbed the added 
revenue for the year. This, together with decreased returns from subsidi- 
aries and investments, heavier taxes and added charges for interest on debt, 
reduced the contpany’s net corporate income, as compared with the year 
1916, by $20,059,997.56. ‘ 

In the operation of the Pension Department 233 employees were retired 
and placed upon the pension roll: of these retiremnts 128 were authorized 
because of the attainment of seventy years of age, and 105 because of total 
and permanent physical disability. 180 pensioners died during 1917, and at 
the ion of the year 1,527 retired employees were carried upon the pension 
rolls. The average monthly pension allowance of these is $25.78, and the 
total amount paid in pension allowances during the year was $464,379.37. 

Expenditures during the year for improvements on property were as 
follows: 

Improvements on owned property, used in operation, and cost 
of acquirement of Dolgeville & Salisbury Railway Company 


and Cornwall Bridge Company..........+++seeeeeeee «++ $13,878,381.55 
Equipment purchased and acquired, less equipment retired 

on MORNAMINTUE: ono ch-0 660 inicd ees cess csneeeewees gieeuees 15,973,048.32 
Improvements on leased property.........-+seeeeeeveseeees 3,737,044.15 
Improvements on miscellaneous physical property....:....... 682,399.46 


the net increase in property investments, as shown in detail 
on other pages, during the year 1917, being...........eee00. $34,270,873.48 


The New York Central Railroad as constituted on December 31, 1917, was 
in operation three years. During these three years the gross revenue in- 
ceased about one-half and the net income was about tripled. The percentage 
of gross revenue saved for net corporate income in 1914 was 6.1 per cent 
and in 1917 was 11.8 per cent. 

A brief synopsis of the relative balance sheets of January 1, 1915, and 
December 31, 1917, is as follows: 


CONDENSED GENERAL. BALANCE SHEET, DECEMBER 31, 1917 








ASSETS 
INVESTMENTS 
a eee $460,514,249.12 
Investment in equipment: 
ae an v6 tle eons orat.c $95,106,669.96 
 < vetwesy seas ERIE & 138,998,261.64 234,104,931.60 $694,619,180.72 





92,132,201.72 
8,680,603.82 


Improvements on leased railway property.............. 
Miscellaneous physical property.............csceeeeees 
Investments in affiliated companies: 


ESRC aR aS OT RT et $133,799,976.96 
NE acini a pithenies cn AOE Gul ore OK OMA 9,952,035.88 
AS: Sedcha clara hGb's Shite oo Pam eS OUR oke 36,266,355.57 
Advances 14,516,500.80 194,534,869.21 


Other mvestments: 


Se $31,139,974.32 
I a tativisse'n, capt. Salk ly clones saxhiee mseld Sets 1,046,544.52 
POON 65. wie a aes ELE os ca ihelees c 11,480,026.03 
a Pe PT Pee i yrer 750,039.12 
IIE sea antes sec pr a.c.e'aia's 6:6 ara tin 12,765.00 44,429,348.99 
ForaL. TMVESTMERTS . oie CRceeercck se vewne $1,034,396,204.46 
CuRRENT ASSETS 
NY sacra o's kien Slaw av ewlarc> +8 eee Ste $13,407,045.26 
ee ee Re es Eee 934,098.51 
Loans and bills receivable............ 43,960.22 


Traffic and car-service balances receivable 6,514,277.27 


Net balance due from agents and con- 


CIEE. oii caeeeGi beh ic snesasevet ses 9,616,893.84 
Miscellaneous accounts receivable...... 16,131,617.97 
Material and supplies........0.-.0.+0+: 34,239,829.70 
Interest and dividends receivable....... 3,405,282.19 
Other current assets..............-005- 534,840.31 84,827,845.27 


DEFERRED ASSETS 
Working fund advances...........+++. 
Insurance and other funds............. 
Other deferred assets..........--00005 


$201,715.87 
727,893.45 
4,749,890.72 


5,679,500.04 


UNADJUSTED DEBITS 
Rents and insurarce premiums paid in 


RII 5.5 ced Ci wc cect eee WEh a aees $37,769.17 
Discount on funded debt unamortized.. 6,883,107.79 
Other unadjusted debits ...........-.++ 5,289,656.94 
Securities issued or assumed—unpledged 730,000.00 


Securities issued or assumed—pledged.. 20,500,000.00 


Securities acquired from lessor com- 


panies (per contra)............0+005 457,851.00 33,898,384.90 





$1,158,801,934.67 
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Assets 
Road and equipment.............. 
Improvements on leased property. . 


Miscellaneous physical. property........... 
Securities of affiliated companies.......... 
Securities of other companies............. 


Total property 


Current assets ...... iia kW esas sei 


Deferred and unadjusted assets 


Liabilities 
Capital stock : 
ere Or eee ree eres 


Total capitalization . peabek vataw neat 


Current liabilities ...... ie Wie 


Deferred and unadjusted liabilities, . . 


WEIN ohms Loa ans rete’ : ee 


January 1, 
1915 


1205 


December 31, 
1917 











.. + $620,480,100  $694,619,200 
... 82,942,900 92,132,200 
es 6,011,900 8,680,600 
.es 224,678,800 194,534,900 
ce. 34,312,800 44,429,300 
$968,426,500 - $1,034,396,200 
... 69,161,200 84,827,800 
10,781,000 39,577,900 
$1,048,368,700 $1,158,801,900 














January 1, - December 31, 

1915 1917 
$249,590,500 $249,849,400 
703,413,900 729,185,500 
-»» $953,004,400 $979,034,900 
cai 32,805,500 46,552,700 
. 33,152,900 57,410,600 
76 29,405,900 75,803,700 
$1,048,368,700 $1,158,801,900 





The abnormal conditions during the year and the curtailment of working 
forces by enlistments, conscription and resignations, placed an unusual bur- 


den of work upon the officers and employees of the com 


pany, which has 


been faithfully borne, and grateful acknowledgment of their service under 


trying conditions is hereby made. 


For the Board of Directors, 
ALFRED H. SMITH, 


LIABILITIES 


STocK 


Capital stock .. ee ear 


LONG TERM DEDT 
Funded debt unmatured 


Equipment obligations .. $1,218,000.00 
Mortgage bonds ...... 20,000,000.00 


Debentures 
Notes 


CURRENT LIABILITIES 
Loans and bills payable..... a 


Traffic and car-service balances payable 


Audited accounts and wages payable 
Miscellaneous accounts’ payable. 
Interest matured unpaid: 
Matured, payable Janu- 
ary 1, 1916... 
Interest unclaimed 


Dividend declared, payable February 1, 


| ERR = 
Dividends matured unclaimed. 
Funded debt matured unpaid 
Unmatured interest accrued 


Unmatured rents accrued.............. 


Other current liabilities 


DEFERRED LIABILITIES 
Liability. to lessor companies for equi; 
ment 
Miscellaneous 


UNADJUSTED CREDITS 
Tax liability , 
Insurance and casualty reserves 
Operating reserves 
Accrued depreciation of equipment. . 


Liability to lessor companies for securi- 


ties acquired (per contra). 
Cther unadjusted credits 


CORPORATE SURPLUS 


Additions to property through’ income 


and surplus 


Sinking fund reserves ............+.: 


Total appropriated surplus. . 
Profit and loss—credit balance. . 


$2,926,772.38 
33,465.85 


Nominally issued 


$44,802,086.19 
546,581,000.00 
105,500,000.00 

15,000,000.00 


$17,302,450,00 
6,330,806.54 
18,144,635.24 
7,161,505.47 


2,960,238.23 


3,119,902.50 
186,635.05 
4,790.00 
5,544,260.35 
824,329.50 
2,275,557.56 


$14,715,322.52 
569,541.50 


$3,567,909.53 
580,065.50 
1,192,914.99 
33,159,007.29 


457,851.00 
3,168,016.65 


$93,628.85 
464,918.47 


$558,547.32 


5,245,201.74 


“J 


President. 


$249,849,360.00 


711,883,086.19 


63,855,110.44 


15,284,864.02 


42,125,764.96 


"75,803,749.06 





$1,158,801,934.67 
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DETAIL OF EXPENDITURES FOR IMPROVEMENTS TO 
PROPERTY 


Improvements in station, yard and terminal facilities 
nlargement of yards: 


Air Line Junc- 


Wc cmesea $24;639.30 Rockport ........ $401,973.25 
Carson ...... 41,307.01 Dock Junction... 109,034.57 
Cleveland . -197,369.24 Wesleyville ..... 115,015.91 
East Buffalo.. 56,465.62 West Albany .... 138,720.21 
Gardenville ...757,225.72 Toledo .......... 20,976.62 
; —————_ $1,862,727.45 
Freight terminal, Cleveland........ 200 cccsececiecsevece 1,543,974.91 
ON CO Es wbie sie svewbcevsteeeniereesode 328,219.43 
Improvement of freight facilities, West Lockport......... ‘ 96,146.32 
Extension of Clark Street freight house, Chicago..... wree 11,500.00 
Extension to brick freight house, Jackson................ 11,777.90 
Transfer building for American Express Company, Buffalo. 320,324.33 
Forty-ton crane for West Street yard, Syracuse..........% 17,016.71 
Increased ice house capacity, Rochester..........+++++++- 11,206.35 
New ice house, Elkhart ........02+sseesseecseseseecees 17,290.37 
‘Sundry small improvements in freight yards and facilities. . 75,105.39 
Passenger station, track changes, etc., Poughkeepsie...... 233,950.98 
“Passenger station, etc., Utica .......cccsccceccees Dawexs 46,095.75 
Passenger station, etc., Massena Springs.........+++esee0. 22,774.60 
‘Union passenger station, 162nd Street, New York, Putnam 
' PO gc Pe sc wee caeedscvvce scat de ieeas tdi clemeeeh 14,081.38 
1 Sundry small, improvements in passenger facilities........ 63,104.13 
Engine terminal and additional yard facilities, River Rouge 155,074.28 


«Engine terminal and yard improvements, Collinwood..... 80,277.83 


New engine house, etc., eg Aa ree : 183,923.59 
New engine house, etc., North White Plains......... Deans 71,062.64 
* "New turntable, West Seneca dah baths Cok ee mea ee Ota we 23,495.40 


+ - — ——_—_—_— ——__,—- 


To the Stockholders of 
THe MicuicAN CENTRAL Railroap CoMPANY: 

The Board of Directors herewith submits its report for the year ended 
December 31, 1917, with statements showing the results for the year and the 
financial condition of the company. : , 2 

The report covers the operation of the same mileage as the previous 
year, as follows: ‘ 

Miles 
WMain. line and branches owned 1,182.84 
Line jointly owned. .....-..ccccccccccccccccccccecsecccsccoces Pe | 


A ee EE Ee Pe ee PN Te ee ee ee 578.16 
Lines operated under trackage rights...........eeeeeeeeeeeeeees 100.06 
Total road operated (as shown in detail dn another page)....... 1,861.77 





There was no change in capital stock during the year, the amount author- 
ized being $18,738,000.00 and actually outstanding $18,736,400.00. 


The funded debt outstanding December 31, 1916, was...... $53,915,193.92 
It has been increased during the year by: 

Additional liability for certificates outstanding under 1913 
trust, account of transfer of 10 locomotives from The New 
York Central Railroad Company.........-..cceccccceces 192,106.20 


$54,107,300. 12 
It has beén decreased during the year by: 


Payment of pro-rata of installments on account 
of equipment trust certificates 
Trust of 1907, due November, 1917 (N.‘Y. C. 





Es mon. whites enitin 6h 40 eke. Sesion Uh ohne $260,425.45 
Trust of 1910, due January, 1918 (N. Y. C. 
NR rg 5 ee eee eee 393,960.44 
Trust of 1912, due January, 1918 (N. Y. C. 
DD co ccciee ds ibe tl beds ewors 695559 408 teeta 151,710.90 
Trust of 1913, due January, 1918 (N. Y. C. 
NN CES Fe eh Ere e ere ae 262,359.54 
Trust of 1915, due October, 1917 (M. C. R. R.) 300,000.00 1,368,456.33 
Total funded debt outstanding December 31, 1917...... 


$52,738,843.79 


Certificates were issued under the Michigan Central Railroad Equipment 
Trust Agreement of 1917, to an aggregate amount of $4,845,000.00, but as 
these were concurrently acquired by the company, there is no change in 
the funded debt in this connection. 

The changes in the road and equipment account during the year, and as 
shown in detail on another page, were as follows: 





The amount charged to December 31, 1916, was...........+ $86,134,182.07 
Expenditures during the year, for additions and _ better- 
SS PEE EO POTEET EEN TEE TCT 1,718,723.25 
Cost of equipment acquired under trust agree- 
NRNON J. os aaree wpldieh Raiee be ecco nese betnkea $6,144,861.47 
Excess cost of new equipment purchased, and 
additions and betterments to equipment over 
value of equipment retired.............+0-- 746,428.67 6,891,290.14 
Total amount charged to road and equipment December 
ae ROOT Sakata ns cat di dvcevconcttuecus wg eee ae . 


$94,744,195.46 


. The changes during the year in the account showing amount of improve- 
ments on leased railway property, and as shown in detail on another page, 
were as follows: 


The amount charged to December 31, 1916, was............ $2,241,578.40 
Expenditures during the year, for additions and betterments 


SO 6.6 06 Secs sets te ons Needs wien edxagee 288,182.02 


$2,529,760.42 


ee 


Total amount charged to December 31, 1917........... 


RAILWAY AGE 


Vol. 64, No. 19 


New turntable with tractor, Lyons...... Soden ctritvelne sks 15,886.68 
Shop equipment, Elart ....cccseccccccccvcccccccscecs 87,020.92 
Improvements at shops, West Albany. . Clive PeeWee demas 64,622.85 
Improvements at shops, 0 NO a 29,647.48 
New heating boilers in locomotive shops, Depew.......... 19,587.73 
Improvements at car shops, Ashtabula ................-- 19,429.80 
Improvements at steel car shops, Ashtabula ............ 17,898.42 


Improvements in heating system at shops, Collinwood..... 17,665.90 
Improvements at shops, 


Bw Slo a Se ble 00 500.8 2 Wee oe 13,536.55 
Electric appliance building, "Gelinwesd eek Ghd no.ateeaes's 42,977.66 
Two brick stacks at power house, Collinwood.......-.-.. 15,749.98 
Heating plant for coaches, Cleveland.............ee0eee- 16,905.34 
Improvements in shop machinery and tools, various places 146,166.99 
Improvements in power plants at shops, various places.... 13,661.88 
Sundry small improvements in shop and engine house 
EN UL b-ais oo Be Se RSTO BIR e © oWRD «big bw EES SS vidoes ves 129,553.15 
en NR, COR, Cs Ptaloaa GM ecb ele lb wieee céies o0's 32,954.84 
Extension of coal storage plant, DeWitt............... 18,872.27 
Coaling plant and cinder pit, Adrian... ......crceeeses: 17,445.26 
Coaling plant and track changes, Ashtabula............. 16,576.81 
Improved water line at pumping = Nottingham...... 31,940. 39 
New pipe line and pump house, Fox Ridge............-. 18,119.10 
Improvements in water supply, Gibson.................. 12,060.09 
Se en | I as ook one bhn edie t:s,0:9 16 0:0 0,0 11,597.44 
Sundry small improvements in water and fuel station 
ED nintet as kee ee eee dees ia btEhe tet sccceenconlss 116,979.12 
Assessments for public improvements, various places..... 74,134.77 


Sundry small miscellaneous improvements .............. 71,773.21 


$6,261 ,894.37 


Less sundry adjustments 394,621.58 


$5,867 ,272.79 


The Michigan Central Railroad Company—Seventy-second Annual Report 


At a meeting held on February 7, 1917, the stockholders authorized the 
execution of a Refunding and Improvement Mortgage, to be dated January 
1, 1917, to secure the company’s now outstanding debentures of 1909, 
amounting to $7,634,000.00, and to secure equally and ratably with th 
debentures, bonds to be issued under the mortgage to an amount not exceed 
ing $100,000,000.00. By the terms of the mortgage, the Board of Directors 
is given the power to authorize the issue of bonds in series, 


maturing on 
such dates not later than January 1, 2017, and bearing interest at such 
rates as shall be fixed and ¢ etermined by the Board for the purposes speci 
fied in the mortgage; and it is provided that when the amount issued for 
the purposes other than the refunding of debentures or prior‘ debt shall b« 
$10,000,000.00, no additional amount of bonds shall be issued in respect of 
work done or of property acquired, in any amount exceeding 70% of the 


cost of such work or property. The execution of the mortgage and the 
issuance thereunder of $8,000,000.00 of bonds have been authorized by the 
Michigan Railroad Commission and the Public Utilities Commission 
Illinois, but as yet no refunding and improvement mortgage 
been issued. 

Michigan Central Railroad Equipment Trust of 1917 was established by 
agreement dated March 1, 1917, which provides for a total issue of $9,000, 
000.00 equipment trust certificates, bearing interest at 444% per annum. 
Under the provision of the trust 10 passenger train cars and 3,450 freight 
train cars were received, 80% of the cost of which was covered by certifi 
cates and the remainder by ‘ca payments. The certificates issued during 
the year amounted to $4,845,000.00, but owing to the fact that the general 
market has been practically closed to railroad securities, the company through 
the medium of short term loans acquired all of the certificates, using the 
greater part of them as collateral, pending more favorable conditions for 
their sale. 

On May 15, 1917, this company issued its one year promissory notes 
for $8,000,000. ‘00 bearing interest at the rate of 5% per annum, the pro- 
ceeds being used to take up other notes aggregating ” $6, 000,000.00, and the 
balance for corporate purposes. 

During the pericd July 1, 1912, to May 1, 1916, this company advanced 
to the Indiana Harbor Belt Railroad Company, for additions and better 
ments, the sum of $769,884.02, which amount was covered by notes of 
the Belt Company. In exchange for these notes The Michigan Central 
Railroad Company received 7,650 shares of the stock of the Indiana Harbor 
Belt Railroad Company of a par value of $765,000.00 being its pro-rata 
of an increase in the capital stock of that company from $2,450,000.00 to 
$5,000,000.00, and it further received a demand note dated November 23, 
1917, ‘bearing interest at the rate of 5% per annum, for $4,884.02. sy 
acquiring this stock the compen. oa its holdings in capital stock of the 
Indiana Harbor Belt Railroad C any to 15,000 shares. 

In addition to the $769,884.02 } abew mentioned, this company on June 
26, 1917, advanced to the Indiana Harbor Belt Railroad Company $262,- 
616. 63, bearing interest at the rate of 5% per annum, to cover proportion 
of expenditures account additions and betterments, and on December 31, 
1917, contributed its ownership proportion or $150,000.00 
increase in the working fund. 

The company acquired 4,068 shares of the capital stock, par value of 
$406,800.00, and a demand note dated June 15, 1917, amounting to $35, 
848.07, of the Detroit Terminal Railroad Company in liquidation of notes 
issued by that company to cover advances for additions and improvements. 
<4 the acquisition of this stock the company’s holdings of the capital stock 

the Detroit Terminal Railroad Company were increased to 5,000 shares. 

The Michigan Central Railroad Company had in its treasury $201,000.00 
par value of the first mortgage 3% gold bonds of the Bay City and Battle 
Creek Railway Company, the property of which had been acquired by pur- 
chase in 1916. On March 14, 1917, the Board of Directors authorized the 
cancellation of these bonds, and gee to such authority, 
destroyed by cremation on qume 7, 1917 

On April 8, 1917, The ew York Central Railroad Company became a 
tenant of this company’s freight and passenger terminal facilities in Detroit, 
Michigan. 

In the operation of the Pension Department, 46 employees were retired 
and placed upon the pension roll. Of these retirements 29 were authorized 
because of the attainment of seventy years of age, and 17 because of total 
and permanent physical disability. 30 pensioners died during 1917, and 
at the close of the year 293 retired employees were carried upon the pension 
rolls. The average monthly pension allowance of these employees 
$22.45, and the total amount paid in pension allowances during the Ric 
was $79, 560.84. 

The President of the United States, by his proclamation of December 
26th, and by virtue of the power vested in the chief executive in time of 
war by acts of Congress, took possession and assumed control of the opera 
tion of the property of this company, through the Secretary of War, at 
12 o’clock, noon, on the 28th day of December, 1917. 
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SUMMARY OF FINANCIAL OPERATIONS AFFECTING INCOME INCOME BALANCE’ TRANS- 
8 , 
a 1917 is36 rons joss galling $2,436,156.66  $3,886,931.96. —$1,450,775.30 
3 OPERATING INCOME 1,861.77 1,861.77 Increase re ne poate lide is ees is ae ii biti 
13 RAILWAY OPERATIONS miles operated miles operated or Decrease 
0 Revenues ..... eeveeses $52,879,434.29 $46,418,790.11 $6,460,644.18 Profit and loss account 
12 -. 
0 Expenses ..-++.+eeeees 38,289,136.32 — 30,646,260.72 . 7,642,875.60 AMOUNT TO CREDIT OF PROFIT AND LOSS DECEMBER 31, 1916... $17,113,432.94 
35 + : 
6 NET REVENUE FROM App: Z 
8 RAILWAY’ OPERATIONS $14,590,297.97  $15,772,529.39 —$1,182,231.42 Surplus for the year 1917........++++.++00. $2,436,156.66 
* Proceeds from sale of unclaimed and re- 
38 Percentage ex fused freight Peete e tees eee ee teen eeeeees 41,959.83 
a penses to revenues (72.41) (66.02) (6.39) Insurance collections on property not re- 
34 RAILWAY TAX ACCRUALS..... $1,972,236.73  $1,686,010.06 $286,226.67 Placed ..eeeeeeeee sees eee eeees seeee eens 11,100.00 
7 UNCOLLECTIBLE RAILWAY REV- Sundry adjustments and cancellations (net). 15,373.01 2,504,589.50 
= BROUR cess sice be cens: 13,405.98 10,349.90 3,056.08 —— 
39 Se ee > $19,618,022.44 
10 "A GOREL. aes acetic $1,985,642.71  $1,696,359.96 $289,282.75  Depucr: 
aa eee Expenses, Michigan Central Railroad equip- 
RAILWAY OPERATING 2 mient- trawl BE 1907. os:ceccceccecs IR st > $9,560.31 
12 INCOME .seeeees $12,604,655.26 $14,076,169.43 —$1,471,514.17 Discount, commission and expenses, NYC 
i Se SSS = Lines equipment trusts ef 1910 and 1913 5,305.37 
zie NONOPERATING INCOME es ; Expenses, Michigan Central refunding and 
37 Joint facility rent income $225,778.53 $225,376.79 $401.74 improvement mortgage 02 eo Bling eghake omg 15,937.75 
38 Income from lease of road 274.67 4 274.67 ; Depreciation unaccrued prior to tals 1, 1907, 
79 Miscellaneous rent income 2,547.61 5,107.55 —2,559.94 on equipment retired during 1917......... 346,923.74 
Miscellaneous nonoperating Federal excise tax on 1916 income (U.S.).. 148,930.79 
physical property....... 1,879.41 1,787.00 92.41 Business profits war tax on 1916 income 
Dividend income ........- 487,115.00 476,017.25 11,097.75 Te A ERNE Sn 2 ee ih ee : a 404,665.25 
Income from funded secu- Abandoned property ............ eal ire’ 97,562.49 1,028,885.7 
' RS RSE ee 43,490.00 46,739.17 —3,249.17 : ee ee 70 
He i 
a Income from unfunded se- . . Pye BALANCE TO CREDIT OF PROFIT AND LOss DECEMBER 31,1917 $18,589,136.74 
09, curities and accounts... 107,305.70 180,069.73 —7 2,764.03 Pea tee - 
the iscelle ine Brainiea 1,410.50 1,457.23 —46.73 oa 
a Miscellaneous income bison si ¢ Che total gross revenue for the year was $5 2,879,434.29, an increase of 
sof ee eee — SO $6,460,644.18, due principally to the general expansion of business conditions 
on TOTAL NONOPERATING throughout the country, there having been an unprecedented volume of 
ich SMCOMER. cnddoe ste $869,801.42 $936,829.39 —$67,027.97 traffic incident to the war and the abnormal conditions resulting therefrom. 
ci cae AA eit Sai Lp near + AE Pm wes epevnting expenses were $38,289, 136.32, an inctease of $7,642,- 
or yg s > treases were as follows: 
be GROSS INCOME ..... $13,474,456.68 $15,012,998 82 —$1,538, 542.14 Le ee ee Oe ER ee eRe 
of pl Rs LS ha Ad. rR De BP Maintenance of way and structures.......... $223,269.43 
om DEDUCTIONS FROM GROSS INCOME Maintenance of equipment...........++eeees 1,351,215.46 
the * Hire of equipment—debit Traffic no elk Sa aan taal inte ala Ne i TB La Tt ok 45,457.07 
of DE ccéicwndesiwwnce $3,547,350.99  $2,274,352.38 $1,272,998.61 Transportation .........-- tate e eee eens 5,804,513.44 
- Joint facility rents....... 606,137.80 587,972,75 18,165.05 Miscelleneous operations .. hc ete pihnenis 
by Rent of leased roads..... 2,775,914.04 3,259,907.22 — 483,993.18 General 2... . cece cece e eee cece ee ence ens 94,927.41 
00,- Miscellaneous rents ...... 4,140.74 1,961.49 2,179.25 —___———_ 
ght Miscellaneous tax accruals 6,952.78 2,466.01 4,486.77 Total 1... .seeeeeeeee ess settee ees $7,642,875.60 
tifi- | Separately operated prop- i ean 
‘ing j CLHOO— 1008 oa cess sce 353,909.45 27,464.44 326,445.01 The increase in operating expenses can be attributed in a large measure 
= Interest on funded debt... — 2,138,504.28 1,768,138.09 370,366.19 aon traffic, higher rates of wages and increased cost of fuel and other 
573,762.46 225,804.00 347,958.46 oto . 
o regan: on unfunded debt . The railway tax accruals for the year were $1,972,236.73, an increase of 
or Amortization of discount $286,226.67 as compared with the previous year, ‘due principally to war tax 
am k on funded debt........ 22,704.00 22,704.00 in the United States and the Dominion of Canada, partly offset by a reduc- 
pro- Miscellaneous income i ag gece phe : csc tax in the state of eee aici 
RN tend fF ye 863.82 4,856.25 2,007.57 he al deductions from gross income were an increase 
the charges .... eae . x of $1,860,613.73. The principal fluctuations were as follows: 
iced a eR ee ee we a Cerne s Hire of equipment increased $1,272,998.61, due to higher rates and in- 
ter- TOTAL DEDUCTIONS creased traflic, partly offset by addition: al equipment purchased and put in 
of FROM GRCSS INCOME $10,036,240.36 $8,175,626.63 $1,860,613.73 operation the latter part of the year. 
tral J Ye ee aes 3 Separately operated properties-loss increased $326,445.01, of which 
er 7 eee ;. $318,020.11 was operating guarantee to the Indiana Harbor Belt Railroad 
no NET INCOME $3,4 438,216. 32 $6,837,372.19 —-$3,399,155.87 Company. 
D to SSS ae ees seat Interest on unfunded debt increased $347,958.46, on account of the larger 
23, amount of short term notes outstanding. 
y Disposirion oF Net INCOME Interest on funded debt increased $370,366.19 and rent for leased roads 
the Dividend ‘ati f decreased $483,993.18, due almost entirely to the absorption of various 
VIGEUG SPPIOpH are) © renantae leased lines mentioned in the 1916 report. 
june income (4%) se i $749,456.00 $749,456.0 We regret to record the death on the eighteenth of October, 1917, of 
262,- Appropriated for invest- . Louis D. Heusner, Assistant General Passenger Agent, who was for many 
tion ment in physical prop- years a faithful and valued employee. 
= erty George : Webb, Chief antes of ~ company, was commissioned 
sas ‘ . 5 oy) Lieutenant Colonel of the 16th Regiment Railway Engineers, United States 
; Additions and betterments 24,440.57 1,459.19 $22,981.38 Army in June, 1917, and is now in active service in France. 
$35, Additions and _better- : 3 ! he eat aa . ; 
pl ments—leased lines... 228,163.09 143,000.04 85,163.05 be a a Sg vg By ges ae the year: 
Srey ; a % anuary Ist enry Russel, Vice President 
a Capital stock purchased: January lst Frank E. Robson, General Counsel 
stoc Jackson Lansing and March 14th Edmond D. Bronner, Vice President and General Manager 
ree. Saginaw RR Co. .. 1,151,150.00 —1,151,150.00 ry a — 3 Deimling, Acting — Engineer 
“ee ‘ io 4 uly Ist Arthur arvey aluation ngineer ~ 
jattle Grand ‘ River Valley P August 15th Carl Howe, Traffic Manager. 
a. 2 Se ae 405,375.00 —405,375.00 August 15th Preston G. Findlay, General Freight Agent 
were Miscellaneous appropriation Acknowledgment is hereby made to officers and employees for faithful 
of income and efficient service. 
me a To equipment deprecia- For the Board of Directors, 
weet, i tion account ......... 500,000.00 —500,000.00 Atrrep H. SMitH, 
tired 8 TOTAL APPROPRIATIONS $1,002,059.66 $2,950,440.23 —$1,948,380.57 President. 
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Cleveland Cincinnati Chicago & St. Louis Railway Company Twenty-ninth Annual Report 


To the Stockholders of ; 
Tue CLEvetLanp Cincinnati Caurcaco anp St. Louis Rarrway Company: 
The Board of Directors herewith submits its report for the year ended 
December 31, 1917, with statements showing the results for the year and tHe 
financial condition of the company. 
The mileage embraced in the operation of the road is as follows: 


Miles 

Main line and branches owned.........eseeceeeeers 1,693.03 
OE 7/04 ao ot Sukeuegekdebernddeneatoaias 126.09 
RET EED <6 ca cepGitnebanccoegness iienuue wocccee ~ meee 
een ee GOMOD 3's is 4 Seawe oeceecseepawbate 201.37 
PE SHED Wabt ced ei nckdedencudenaeiiniecneebas 164.00 
TOG TESS Gc boc cc ba véetiseccs ee dee ame . 2,386.91 


By the corporate action of this company and that of the Saline Valley 
Railway Company, approved by the State Public Utilities Commission of 
Illinois, the latter company conveyed its railway and other property to this 
company and a merger thereof with the railway of this company was affected 
on the tenth day of April, 1917. For this reason the table above shows an in- 
crease in the mleage of main line and branches owned of 5.16 miles and a 
corresponding decrease in mileage of leased lines as compared with the year 


A statement showing in detail the mileage of road operated will be found 
on another page. 

The President of the United States, by his proclamation of December 26th 
and by virtue of the power vested in the chief executive in time of war by 
acts of Congress, took possession and assumed control of the operation of 
the propertv of this company through the Secretary of War, at 12 o’clock, 
noon. on the 28th day of December, 1917. 


SUMMARY OF FINANCIAL OPERATIONS AFFECTING INCOME 








1917 1916 INCREASE 
OPERATING INCOME 2,386.91 2,386.91 OR 
RAILWAY OPERATIONS miles operated miles operated DECREASE. 
DOE Sven covsrabaurceus $52,650,920.24 $46,678,240.44 $5,972,679.80 
TNS: so cde cdedsedneneee 38,059,421.05 31,221,976.50 6,837,444.55 
NET REVENUE FROM RAILWAY 
OPERATIONS ....ceseeeee: $14,591,499.19 $15,456,263.94 —$864,764.75 
Percentage of expenses to 
GEE. cacircyixeves (72.29) (66.89) (5.40) 
RAILWAY TAX ACCRUALS.......- $2,738,985.98 $1,686,719.93 $1,052,266.05 
UNCOLLECTIBLE RAILWAY REVE- 
BD wadccdactrevenecueseuss 9,632.13 9,677.64 —$45.51 





$2,748,618.11 $1,696,397.57 $1,052,220.54 





RAILWAY OPERATING INCOME. $11,842,881.08 $13,759,866.37 —$1,916,985.29 





MISCELLANEOUS OPERATIONS 





NE oe cada iald omaha eles $18,203.96 $16,277.24 $1,926.72 

Expenses and taxes.......... 12,880.08 12,441.35 438.73 
MISCELLANEOUS OPERATING 

SNGEEES 2 ceccicstevectes $5,323.88 $3,835.89 $1,487.99 





TOTAL OPERATING INCOME.$11,848,204.96 $13,763,702.26 —$1,915,497.30 





NON-OPERATING INCOME 








Joint facility rents............ $513,947.26 $463,873.72 $50,073.54 
Miscellaneous rents .......... 367,757.60 186,885.37 180,872.23 
Miscellaneous non - operating 
physical property .........-. 76,134.06 84,111.60 —7 977.54 
Separately operated properties 
POOEE .ccvcccccescucccevccce 3,618.31 peu acres 3,618.31 
Dividend income ........--+-. 136,870.55 162,205.90 —25,335.35 
Income from funded securities. 233,749.22 281,278.02 —47,528.80 
Income from unfunded securi- 
ties and accounts........... 89,150.54 67,778.48 21,372.06 
Release of premiums on funded 
BN Es oa ease eed © 40.4 1,951.42 1,191.78 759.64 
Miscellaneous income ........- 140,446.52 50,318.39 90,128.13 
TOTAL NON-OPERATING  IN- 
IE ncn cowarceas eek won $1,563,625.48 $1,297,643.26 $265,982.22 
Gross INCOME .......... $13,411,830.44 $15,061,345.52 —$1,649,515.08 





DEDUCTIONS FROM GROSS INCOME 
Hire of equipment—debit bal- ‘ 
$519,460.62 


ANCE weceeceeecererreeeeens $1,804,641.57 $1,285,180.95 
Joint facility rents............ 609,829.83 562,562.76 47,267.07 
Rent for leased roads......... 566,679.00 571,041.00 —4,362.00 
Miscellaneous rents .........-- 315,014.18 185,116.04 129,898.14 
Miscellaneous tax accruals..... 478.93 456.07 22.86 
Separately operated properties— 

BRT cris b etna dnd ceewiens os ce 97,934.82 72,353.22 25,581.60 
Interest on funded debt....... 4,607,270.39  4,718,774.25 —111,503.86 
Interest on unfunded debt..... 129,996.94 79,313.62 50,683.32 
Amortization of discount on 

funded debt .....--.+eee05> 9,402.78 10,165.30 —762.52 
Miscellaneous income charges. . 12,774.90 10,400.26 2,374.64 








TOTAL DEDUCTIONS FROM 
GROSS INCOME ...-+..+e+% $8,154,023.34 $6,729,643.14 $1,424,380.20 
N&T INCOME occcccccces $5,257,807.10 $8,331,702.38 —$3,073,895.28 
DisposiTION OF NET INCOME 
Income applied to sinking fund $30,309.57 $28,966.67 $1,342.90 
Dividends (preferred stock 5% 
in 1917, 34% in 1916)...... 499,925.00 374,943.75 124,981.25 
Income appropriated for invest- 
ment in physical property.... 70,600.41 177,827.93 —107,227.52 
To equipment depreciation ac- 
GRE 5.0:5:.06 eeeeawareedes 750,000.00 —750,000.00 





$1,331,738.35 —$730,903.37 


TOTAL APPROPRIATIONS $600,834.98 





SURPLUS TRANSFERRED TO CREDIT 











OF PROFIT AND LOSS.......... $4,656,972.12 $6,999,964.03 —$2,342,991.91 
Amount to credit of profit and loss December 31, 1916....... $5,147,009.09 
ee COW SUNT SUE Ee ci ceuseceen ash sctes.obveonessccoce 4,656,972.12 

$9,803,981.21 

App: 

Unrefundable overcharges accumulated since July 

Ro Oe 60.66 buhscwie tan bbe redhseute’d 66600000 $528,467.23 

Adjustment of sundry accounts (net)............ 127.33 
—_ -—— 528,594.56 
$10,332,575.77 

Depuct: 

Unaccrued depreciation prior to July 1, 1907, on 

equipment retired during 1917................. $398,696.52 
Federal income tax based on 1916 results and 

See Oe CORT S045454008 Pursenaerecsnnemeed es 169,912.80 
Losses sustained by fires in storage coal......... 84,019.06 
Surplus appropriated for investment in physical 

POOPSTEY wccccccsccccceses Sever vvccsseesboues 9,522.58 
Property abandoned .. cusccsvccccsses enkuvadee 9,291.09 


-- 671,442.05 





Balance to credit of profit and loss December 31, 1917 $9,661,133.72 


Gross operating revenues for the year were $52,650,920.24, an increase of 
$5,972,679.80, of which $5,778,718.82 was in transportation revenue and 
$193,960.98 in incidental and joint facility revenues, 

Total revenue tonnage carried was 35,802.523, an increase of 2,899,940, of 
which 2,871,367 was in bituminous coal, smaller fluctuations in the othe: 
classes of traffic practically offsetting one another. The average revenue per 
ton per mile was 5.66 mills, an increase of .1 mill, due largely to increases 
in rates granted by the federal and state commissions during the year. The 
revenue train loading was 691 tons, an increase of 37 tons or 5.66 per cent, 
while freight revenue per train mile was $3.91, an increase of $.27. 

The total railway operating expenses were $38,059,421.05, an increase of 
$6,837,444.55. Fluctuations by groups were as follows: 


Maintenance of way and structures—decrease.... $169,478.39 
Maintenance of equipment—increase ........... 1,122,166.70 
UO TNOID 65 Sa nicic bonnes Lenwanss sbeebs sve 13,936.80 
Transportation—rail line—increase ............. 5,643,656.10 
Miscellaneous operations—-increase ............. 46,811.04 
A Ran Cnn an =) 124,599.27 
Transpoitation for investment—credit—decrease. 55,753.03 





ea Marwterine la WelSane o< due $6,837 444.55 





Pay rolls increased $3,848,262.76, of which $2,323,944.21 was due to in- 
creases in wage schedules of the various departments made necessary by 
industrial competition and increased cost of living. An analysis of the prices 
on a representative list of material items used in large quantities by the 
company shows an increase of about 40 per cent in the prices on such 
material over the previous year. There is also an incfease in the item of 
fuel for locomotives of $2,099,848.57, of which $1,667,894.60 is due to in- 
crease in prices. 

The net income for the year was $5,257,807.10, a decrease of $3,073,893.28 
Dividends aggregating 5 per cent or $499,925.00 on the outstanding pre- 
ferred stock of the company, were paid and charged against the net income. 
The surplus for the year was $4,656,972.12, a decrease of $2,342,991.91. 

During the year there was charged to income the company’s proportion 
of the deficit resulting from the operation of the Central Indiana Railway 
for the year amounting to $60,627.35 or $11,027.26 more than the previous 
year, 

The operations of the Kankakee and Seneca Railroad (for which separate 
accounts are maintained) show revenues for the year $119,303.93, operating 
expenses, taxes and additions and betterments $188,879.66, deficit $69,575.73. 
one-half of which, $34,787.86, was assumed by this company and charged 
to income in 1917, 

The Mount Gilead Short Line (for which separate accounts are main- 
tained) shows revenues for the year $9,752.18, operating expenses and taxes 
$12,404.29, non-operating income $132.50, deficit $2,519.61, all of which 
was charged to income L this company in 1917. : 

The summary of financial operations affecting income includes the opera 
tions of the Peoria and Eastern Railway, Indianapolis, Indiana, to Peoria, 
Tilinois. Separate accounts for this line are maintained, nd the operations 
for the year 1917 show revenues amounting to $2,544,826.30, operating ex 
penses and taxes $2,248,046.37, operating income $296,779.93, non-operating 
income $460,116.91, gross income $756,896.84, deductions from gross income 
$652,843.37, surplus $103,053.47. Sundry eciustencnte of profit and loss 
and other items during the year aggregate $61,437.54, leaving $41,615.93 
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May 10, 1918 


net surplus for the year, which deducted from $456,788.66 due this company 
for advances on December 31, 1916, makes the indebtedness on December 
31, 1917, $415,172.73. f 

In connection with the federal valuation of the company’s property, the 
work of investigating the cost of grading, bridges and buildings was _con- 
tinued by the valuation forces during the year. Complete survey of the 
cost of adjacent lands was made independent of that made hv the Govern- 
ment land appraisers, which force made during the —_— investigation of the 
cost of adjacent and upon about two-thirds of the line, The work of, com- 
pilin quantities in the company’s structures was continued, and the engineer- 
ing forces are ready to. check tentative valuation. The Government forces 
hvae been getting their data together, and it is expected that tentative 
eS made some time during the year 1918. : 

In the operation of the Pension Department. 46 employees were retired 
and placed upon the pension roll. Of these retirements 30 were authorized 
because of the attainment of seventy years of age, and 16 because of total 
and permanent physical disability. 39 pensioners died during 1917, and_ at 
the close of the vear 320 retired employees were carried upon the pension 
rolls. The average monthly pension allowance of these retired employges 
is $21.58, and the total amount paid in pension allowances during the year 
was $87,176.86. 

There was no change in the capital stock during the year, the amounts 
authorized and issued to December 31, 1917, being as follows: 


DOMTELTER DOCK BUUNOVIECT cocccivecvccesccsecsseeeeees $10,000,000.C0 
Pease: GEOOK DUMDOTIBEN 606s gedesccevcvarceescaveces 50,000,000.00 
eh SARE MUEPIIID -crnie: 5.0 t'0:0 040 6 enue bey vase tebe nese $60,000,000.00 
Preferred stock issued ....-.cceeesceeceees $10,000,000.00 

he MON MNO oie 0-0 00.0 bee Vecew seen 47,056,300.00  57,056,300.00 





Balance common stock authorized but not issued, December 
Be FGEF iu said wlewccedivises cians eG ataewed tes eee siemens $2,943,700.00 
The funded debt unmatured outstanding December 31, 1916, 
NEES. o.  sg Waka aa oats 04 4daleo. baie be aae oS be kama een - $100,586,224.16 
It has been decreased during the year as follows: 
Big Four Ry equipment trust certificates 


payable June 1, 1917......e.eeeeeeeeeere $373,000.00 
Big Four Ry equipment trust certificates 

payable July 1, 1917.......eeeeeeeeceees 115,000.00 
Pro rata New York Central Lines equipment 

trust certificates payable November 1, 1917 246,689.81 
Pro rata New York Central Lines equipment 

trust certificates payable January 1, 1918. 476,249.73 
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C1ISt L & C Ry Co general first mortgage 





PORES SOGIGE ciwacdicsar le ceswcMabws aad 73,000.00 
C1 St L & C Ry Co first mortgage bonds 
NOM one cet ays Li aaGhe eats ea ble Sea bs adie 6,000.00 
Central Grain Elevator Company bonds retired 25,000.00 
CCC & St L (St Louis Division) first col- 
lateral trust mortgage bonds purchased for 
INE, i cic 5 ca anke ves siemeeas eywes 40,000.00 1,354,939.54 
Total funded debt outstanding December 31, 1917 (detail 
CU RMN DABEY hecie LSeieeayaveer ews ulnqwewaedeteens $99,231,284.62 





Under Big Four Railway Trust Agreement of June 1, 1917, authorized by 
the Board of Directors, May 9, 1917, thirty-five locomotives, seven hundred 
end fifty freight train cars and fifty passenger train cars were contracted 
for at an estimated cost of $2,953,000.00. Trust certificates were issued 
during the year to the total amount of $1,488,000.00, but as these were 
concurrertly acquired by the company, there is no change in the funded 
debt in this connection. Of the new equipment contracted for, fifteen: loco- 
motives, fifteen passenger train cars and all of the freight train cars were 
received and put in service during the year. 

The additions to the toad and equipment account during the year were as 
follows: 

Additions and betterments road......ccccccccscscccccccece $2,221,971.89 

Equipment acquired under trust agreement. ..$3,084,987.49 


Owned equipment in excess of retirements.... 1,006,753.61 4,091,741.10 





Total ‘(per detail on another page) .....cccecccceceec cdbs $6,313,712.99 


In the six years concluded December 31, 1917, there were marked in- 
creases in the growth of business and train loads. These increases are 
reflected in the average net corporate income. of the Company which for 
the three years ended June 30th, 1917, was nearly three times that for the 
year 1911, and in surplus of the Company which at the close of 1917 shows 
an increase of $7,500,000 for the period. Along with these favorable re- 
sults it should be borne in mind that this Company has absorbed in the six 
years period the losses entailed by the flood in 1913, The per cent of gross 
revenue saved for net corporate income was about six per cent in 1911 and 
ten per cent in 1917, 

On June 1, Walter R, Gibbons was appointed Real Estate and Tax Agent 
and William J. Hiner, Purchasing Agent. 

Thanks and appreciation are extended to the officers and employees for 
their loyal and efficient service during the year. . 


For the Board of Directors, 
ALFRED H, SMITH, 














The Chesapeake and Ohio Railway 


Ricumonp, Va., April 8, 1918. 
To tue STOCKHOLDERS: 


The Fortieth Annual Report of the Board of Directors, for the fiscal year 
ended December 31, 1917, 1s herewith submitted. 

The average mileage operated during the year by The Chesapeake and 
Ohio Lines was 2,412.1 miles, an increase over the previous year of 33.4 
miles. The mileage at the end of the year was 2,478.3 miles, an increase 
of 97.6 miles over mileage on December 31, 1916, 


RESULTS FOR THE YEAR. 


Operating Revenues Were... .- cere eeeeceeeceeeeccceeees $54,643,793.52 
(Increase $4,809,481.34, or 9.65%.) 
Operating Fxpenses were........eeeeeeccerecercceseceeens 38,105,805.89 
(Increase $5,407,130.04, or 16.54% - 5 ee 
Net Operating Revenue Was...-...ceeereeerereeeeeeeeeeee $16,537,987.63 
(Decrease $597,648.70, or 3.49%.) 
a ene en ere ere ee rere adehraheie ees 2,439,331.04 
(Increase $802,727.03, or 49.05%) ———__—__-. 
Operating Income, Taxes deducted, was........eeeeeeeeeees $14,098,656.59 
(Decrease $1,400,375.73, or 9.04%.) 
Misceligheous ~Incomie- WAS. iss sccsccvcccceccecvevesveus be 2,697,161.50 
(Increase $1,056,018.52, or €4.35%.) oo, 
$16,795,818.09 
Rentals and Other Payments were........ceeceeccececcecs 1,139,645.04 
(Increase $49,184.6€, or 4.51%.) ——_—__—- -— 
Income for the year available for interest waS........++se0+ $15,656,173.05 
(Decrease $393,541.81, or 2.45%.) 
Interest (54.87% of amount available) amounted to......... 


8,589,794.60 
(Increase $206,961.51, or 2.47%.) — 
Net Income for the year, equivalent to 11.25% on capital 
stock outstanding, amounted to.......-.eeeeeeeeeeeeeee $7,066,378.45 
(Decrease $600,503.32, or 7.33%.) 
Dividends paid during year: Two dividends of 2% each, ag- 
a) ih ee ae ey ee eee te a b04.06,s:00, , SaekAgaee ee 


Remainder, devoted to improvement of physical and other 
MONE 646.4 66 RCAC Re ADELA GTE sexe bwewee ous a echeirvimen 4 $4,555,114.45 


RETURN ON PROPERTY. 


The following table shows the amount of return to your Company, in- 
cluding subsid:ary companies, from transportation operations only, upon 
its investment in road and equipment at the termination of each year of 
the five year period ended December 31, 1917: 





President. 
Company—Fortieth Annual Report 
Total Per- 
Property Operating centage 
Investment. Income. of Return, 


Year ended December 31, 1917..$263,397,068.67 $14,871,459.45 5.64% 
Year ended December 31, 1916... 250,247,098.33 15,359,715.04 6.14% 


Year ended December 31, 1915.. 244,068,206.05 12,465,058.24 5.11% 
Year erded December 31, 1914.. 243,144,711.90 9,314,430.78 3.83% 
Year ended December 31. 1913.. 236,065,971.07 9,382,649.18 3.97%, 
Yearly average for five years 
ended December 31, 1917. .$247,384,611.20 $12,278,662.54 4.96% 


FINANCIAL, 


The changes in funded debt in the hands of the public during the year 
were as follows: 


Sold Retired 

4% per cent. Equipment Trust Certificates 

SNGEE ChE Sarr cetaaqteat tek trendstsadenawteee $2,500,000.00 
4% per cent. Equipment Trust Certificates 

SNE SEE vacweaieee wie snd 66 Pie Abe R oO RKR 3,780,000.00 
4 per cent. Big Sandy Ry. First Mortgage Bonds $53,000.00 
4 per cent. Coal River Ry. First Mortgage Bonds 20,000.00 
4 per cent. Greenbrier Ry. First Mortgage Bonds 20,000.00 
4 per cent. Raleigh & Southwestern Ry. First 

RNIN MN aoe a pada ways es eas ess oa 12,000.00 
Equipment Trust Obligations............-cseee. 1,150,000.00 





$6,280,000.00 $1,255,000.00 
NE gin eas ob hang a 5o0 re ke ee evn eewes 5,025,000.00 
Other changes in obligations shown under 
funded debt on balance sheet of December 
31, 1917, were as follows: 





Payments 
5 per cent. Equipment Contract—Standard Steel 
PORES rca eliew aes 3:6-s'o bce k hb 4d SWS oN awe $660,047.01 
5 per cent. Equipment Contract—Central Loco- 
DAREETS BG CBr VOTED s oin.des-s Gey oss ensseaneees 71,410.24 
6 per cent. Equipment Contract—American Loco- 
NU ING, 6 SEs ic uae nie ges. 6066 0s oecb ene 170,602.48 
5% per cent, Equipment Contract--Central Loco- 
Seen le Cur WHOLE so occcsen cise vss cteese 450,000.00 
NE i Rae cis a WU wa be RERRO MON $1,352,059.73 
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Four and one-half per cent. Equipment Trust Certificates, Series “P,” 
$2,500,000.00, and Series “R,’”’ $3,780,000.00, in amounts, were issued and 
sold to provide funds for payment of equipment shown in table on page 19, 

Your Compan ny acquired during the year 9,450 additional shares of the 
capital stock of The Chesapeake and Ohio Northern Railway Company, 
pevment for which was made with cash derived from sale of stock of The 
anawha and Michigan Railway Company. From the proceeds of the sale 
$526 600.00 still deposited with the Trustee for future investment the sum of 

There a also acquired 1,450 additional shares of the capital stock 
ef the Pond Fork Railway Company, and 150 additional shares of the 
ca ital stock of the White Sulphur Springs, Inc. 

Your Company has purchased the entire capital stock, 1,500 shares, of 
the Piney River and Paint Creek Railroad Company at a cost of $270,000.00, 
and also the Price Hill division of the White Oak Railway Company for 
$77,500.00. 

Additional First Mortgage Bonds of The Chesapeake and Ohio Railway 
Company of Indiana were issued in respect of the cost of certain addi- 
tions and betterments made to that line, and were pledged under your 
Company’s First Lien and Improvement Mortgage. 

During the past year your Company acquired at par the entire capital 
stock, 10,000 shares, and $500,000.00 par amount of coupon notes of the 
Western Pocahontas Fuel Company. a corporation owning the Dorothy and 
Sarita coal properties in West Virginia, so as to protect the Company’s 
fuel requirements. 

A statement of charges to property accounts will be found on page 16, 
showing a net addition of $10.583,655.63; that is, $2,632,648.04 was added 
to cost of road and $7,.951,007.59 was added to cost of equipment. 

During the past nine years your Company’s increase in capital liabilities 
in hands of the public, its principal acquisition of stocks and bonds of other 
companies, and its expenditures for equipment, branch line construction, 
second track and other additions and betterments, have been as follows: 


Capitat Osiicitions Issurp or ASSUMED: Par VALUE. 
General Mortgage 444% Bonds............. $4,306,000.00 
General Funding and Improvement Mortgage 

pen I Ng ge et a ek ie a ohana & 11,000,000.00 
First Consolidated Mortgage 5% Bonds...... 2,000,000.00 
Convertible 413% Debentures............... 31,390,000.00 
Three Year 4%4.% Collateral Trust Notes.... 25,000,000.00 
One Year 5% Collateral Trust Notes....... 3,500,000.00 
Five Year 5% Collateral Trust Notes...... 33,000,000.00 
Convertible 5% Secured Gold Bonds........ 40,180,000.00 
Coal River Railway Co. First Mortgage 4% 

DE eb ee bcc aa ROR NRT vee he apes 3,000,000.00 
Raleigh and Southwestern Railway Co. First 

DOU TONING 66 06 on rivicensiosiedios 860,000.00 
3ig Sandy Railway Co. First Mortgage 4% 

le Vung wade eb aw eCn es ae ae webeanes 229,000.00 
Virginia Air Line Railway Co. First Mortgage 

4g OS a eer serra 900,000.00 
Equipment Trust Certificates Series ““N”.... 1,700,000.00 
Equipment Trust Certificates Series “O”.... 3,160,000.00 
Equipment Trust Certificates Series “P’’..... 2,500,000.00 


Equipment Trust Certificates Series “R’ 3,780,000.00 





Equipmert Contracts, Various.............-- 4,809,390.00 
$171,314,390.00 
IO 5 co dint boa veh Siein Ceaeeeens $162,667 ,314.49 
Less: 

CapPiTaAL Orttcations Paip oR FurcHaseD: 

Six Per Cent. Collateral Gold Notes......... $5,000,000.00 
Collateral Gold 6% Notes.......cccsccccsoc 2,500,000.00 
Peninsula Division First Mortgage 6% Bonds 

matured January 1, 19913... .ccescevces . 2,000,000.00 
Greenbrier and New River Railroad Co. First 

Mortgage 5% Bonds redeemed February 1, 

DO ik iO so siakh obs s Can SiteWide Keitel oo ae 339,000.00 
General Funding and Improvement Mortgage 

NR ce Si ne Seis a ik ow C6 erred 7 ,302,000.00 
Greenbrier Railway Co. First Mortgage 4% 

Bonds retired November 1, 1911.......... 2,000.00 
Three Year 4%% Collateral Trust Notes.... 25,000,000.00 
One Year he Collateral Trust Notes........ 3,500,000.00 
Five Year 5% Secured Gold Notes.......... 33,000,000.00 
Kireon Coal ‘Co. First Mortgage 5% Bonds.. 200,000.00 
Equipment Trust Payments.............++% 13,407 ,000.00 

Through Sinking Funds: 
Big Sandy Railway Co. First Mortgage 4 

DEE ¢ Seated ee Fendt OSS EEE Eb e eRe 490,000.00 
Coal River Railway Co. First Mortgage 4% 

SR a ae ee re ars re 244,000.00 
Greenbrier Railway Co. First Mortgage 4% 

gel RES RAR a SR, 7 y= Gr ates 177,000.00 
Raleigh and Southwestern Railway Co. First 

ee SS reer re 55,000.00 

"$93,216,000.00 
IY Nia Sic wcakewhe Gmeerneere eben es 93,926,424.59 
$68,740,889.90 

ACQUISITIONS: ———————- 

Stocks of: 

The C. & O. Railway Co. of Indiana........ $5,998,800.00 
Elkhorn and Peaver Valley Railway Co..... 30,000.00 
Gauley and Meadow River Railroad Co.... 116,300.00 
The Hocking Valley Railway Co...........- 7,671,900.00 
Cincinnati Inter-Terminal Railroad Co....... ,000.00 
Logan and Southern Railway Co........... 292,100.00 
Levisa River Railroad Co. (of Ky.)......... 50,000.00 
The Levisa River Railroad Co. (of Va.)..... 50,000.00 
Kanawha Bridge and Terminal Co....... ee 400,000.00 
The Silver Grove Land and Building Co.... 200,000.00 
White Sulphur Springs, Incorporated...... 2,575,000.00 
First National Bank Building Corporation 

UE, (OURS sta wak ben nr chirdviceueca eee 180,000.00 
The Chesapeake and Ohio Northern Railway 

Ds Ae aah esd ae aaa e Rae whe a ccesess” 04 See 
Pond Fork PN TD. 5s ceneneeneeen tue ‘i 204,100.00 
Piney River and Paint Creek Railroad Co. 150,000.00 
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Western Pocahontas Fuel Co.............. 1,000,000.00 
PENG. och cuive ey oeta verte tees ctawe oe 32,300.00 
‘ $22,504,400.00 
SME cc b SNE oa Gee ea Renee aay oe.9 tees $23,959,341.89 
Bonds and Notes of: 
Canadian Pacific Railroad Co. Equipment 
Re eee ee eee $30,000.00 
The C. & O. Railway Co. of Indiana First 
DN. BT. onc Staats cons ewe nc chins 7,270,000.00 
Elkhorn and Beaver Valley Railway Co. First 
BOGE BUG vacemas cowweainhs o0due<ese'e 1,031,000.00 
Illinois Central R. R. Co. Equipment Cer- 
ek ee a eres ae ree 10,000.00 
New York ( “entra Lines Equipment Cer 
SL SEE ee eee eer ee ee 65,000.00 
New York (¢ entral Railroad Co. Equipment 
RIGGS BIG Te Vaciclekascbied wesedeeed 33,000.00 
Western Poc ahontas Fuel Co, Coupon 
PSE visra du a's vCKbla a Cea ce eaeadee denn 500,000.00 
OO bho Dome aee Kea eee nelese’s 334,000.00 
$9,273,000. 00 
MIN © a. shu. Sci Caters hare nace ae shane beets 48 6a 7 775,642.52 
Properties of: 
Cae eeee. MWR CBee de kc abecnwesees $2,304,359.88 
Raleigh and Southwestern Railway Co...... 816,562.42 
Virginia Air Line Railway Co.............. 1,071,947.12 
(EO A eRe Oe Ce ek OR ~ $4,192,869.42 4,192,869.42 
Construction of: . 
Extension of Branch Lines, costing......... $2,420,959.63 
Second Track (185.01 miles) and Additions 
and Betterments, costing .......c.sssceee 19,901, 233.20 


(Excluding $2,680,955.25 expended on Chi- 
cago Line to October 31, 1917, for which 
Securities have been acquired.) 
Equipment: 

Additional equipment acquired (less retirals) . 
(Excluding—Credit- —$27,319.93, included in 
Statement of Expenditures on Chicago 
Line to October 31, 1917, for which se- 
curities have been acqvired.) 


31,169,535.44 


CE. 65 sch ck SU ate ee Stn eee om Nae $89,419,581.16 
GENERAL REMARKS. 

At the annual meeting of the stockholders held October 23, 1917, the 
by-laws were amended by changing the date of the annual meeting from 
the Tuesday preceding the last Tuesday of October to the Tuesday pre- 
ceding the last Tuesday of April in each year, so as to correspond with 
the change in the fiscal year of the Company, which as noted in last 


year’s report, now ends on December 3lst. 


The equipment inventory as of December 31, 1917, was as follows: 
Oe ecnthnnstoe w haa Re ancy OT OT EE CLT EEE 645 Dec. 3 
SCUOUNOE CRDUNRE. 5 acon trans ia ace ee side uc Seemed slpeéG.80°0-6 228 Inc. 50 
BOE Mii deere heb Maines Re keer eRe NNO IREAS RH Ee 6. 873 Inc. 47 
ge ee ee ee eee 334 Dec. ] 
SENN BUGIS COU - MUI olae os gn hs acceso « kee OR desadces 62 Ine. 3 
TS RRR eres rete Ne Rs oho el a Ce ee 396 Inc. 12 
Freight train and miscellaneous cars owned...........32,427 Inc. 5,616 
boy ae a” Ra ee ee a eee 17,006 Dec. 2,696 
Total aD. oles Stn ana. wn ate aide © ala achat ee Cat e/a Win ew: Oc 49,433 “Ine. 2,920 
| SPREE SS eae 19 Inc. 1 


There were undelivered December 31, 1917, 856 steel gondola cars pur- 
chased under Equipment Trust Series aR” as shown on page 19 of this 
report, that are not included in the above table. 

The changes during the year in the accrued depreciation of equipment 
account were as follows: 

Balance to credit of account December 31, 1916............ $5,846,710.51 
Amount credited during year ended December 31, 1917, by 


charges to: 
Operatine expenses ...........-.. $1,352,053.82 
BrOGt. OnE” LON. vkc.cccewc Scecs sae ear 
meee $1,649,525.89 
Charged to account for: 
Accrued depreciation on equipment retired during 
year— 


3 locomotives and $72 freight train and work 
GO, tay neva dese ted RES e Ce Coen saes oeksae $72,963.31 
————-$1,576,562.58 
Balance to credit of account December 31, 1917............. $7 ,423,273.09 


Increased wages affecting all branches of the service were effective dur- 
ing the year, and an additional increase was granted to the clerks in the 
General Offices and at various points along the line, taking effect during 
the months of October, November and December. The increased cost to 
the Company on account of the above increases during the year approxi- 
mated $3,051,100.00. 


1917 1916 

Operating Revenues 

amounted tO ...cccccce $54,643,793.52 $49,834,312.18 Inc. $4,809,481.34 
Net Operating Reverue. ...$16,537,987.63 $17,135,636.33 Dec. 597,648.70 
Operating Ratio .. X 69.7% 65.6% Inc. 4.1% 
Tons of Revenue Freight 

carried one mile......... 10,262,440,801 10,437, er Dec. 174,784,842 
Revenne train loads, tons. 1,043 Inc. 36 
Revenue tons per loaded car 35.6 yy { Inc. 1.5 


The revenue coal and coke tonnage was 26,230, 768, a decrease of 3.9 per 
cent; other freight tonnage was 11,648,957, an increase of 4.4 per cent. 
Total revenue tonnage was 37,879, 725 tons, a decrease of 1.5 per cent. 
Freight revenue was $42,998,222.58, an increase of 7.8 per cent. Freight 
train rrileage was 9,841,024 miles, a decrease of 5.1 per cent. Revenue ton 
miles were 10,262,440,801, a decrease of 1.7 per cent. Ton mile revenue was 
4.19 mills, an increase of 9.7 per cent. Revenue per freight train mile was 
$4.369, an increase of 13.6 per cent. Revenue tonnage per train mile was 
1,043 tons, an increase of 3.6 per cent; including Company’s freight, the 
tonnage per train mile was 1.112 toms, an increase of 4.0 per cent. Tonnage 
per locomotive, including Company’s ’ freight, was 979 tons, an increase of 
3.5 per cent. Revenue tonnage per loaded car was 35.6 tons, an increase of 
4.4 per cent. Tons of revenue freight carried one mile per mile of road 


The 


were 4,254,567, a decrease of 3.0 per cent. 
ere were i, 557,722 passengers carried, an increase of 7.8 per cent. 
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number carried one mile was 361,311,394, an increase of 19.7 per cent. Pas- 
senger revenue was $7,899,451.91, an increase of 22.8 per cent. Revenue 
per passenger per mile was 2.186 cents, an increase of 2.6 per cent. Number 
of passengers carried one mile per mile of road was 149,791, an increase 
of 18.4 per cent. Passenger train mileage was 5,379,708, an increase of 3.2 
per cent. Passenger revenue per train mile was $1.468, an increase of 18.9 
per cent; including mail and express, it was $1.707, an increase of 17.4. per 
cent. Passenger service train revenue per train mile was $1.746, an increase 
of 17.1 per cent, y ‘ Fe } 

The Chesapeake and Ohio Northern Railway connecting with the Chesa- 
peake and Ohig Railway near Limeville, Ky., and extending to Parsons Yard 
(Columbus, O.), was placed in operation effective September 16, 1917. The 
total length of this line is 92.2 miles-—29.3 miles being constructed between 
Limeville, Ky., and Waverly, C., at which point it connects with the Norfolk 
& Western Railway. Norfolk & Western Railway tracks are used from 
Waverly, O., to Valley Crossing, O., a distance of 62.0 miles. From Valley 
Crossing, 9., to Parsons Yard (Columbus, O.), 0.9 mile, Hocking Valley 
Railway Tracks are used, This line has been completed between Limeville, 
Ky., and Waverly, O., with the exception of widening the roadbed, removing 
slides which have come in on the completed grade, and building section 
headqvarters. ; 

Extensions during the year have been as follows: An extension of Wind- 
ing Guif extension of Piney Creek Branch at Stone Coal, W. Va., to con- 
nection with the Virginian Railway 0.3 mile; Marsh Fork extension of 
Cabin Creek Branch 4.5 miles. > 

The Ivy Creek Branch of Coal River Branch, 1.7 miles, was taken over 
for operation during the year. ; 

The following lines have been abandoned and taken up during the year: 
Sycamore Creek Extension of Cabin Creek Branch 0.5 mile and the Lamont 
Branch of Cabin Creek Branch 0.6 mile. 

Secord track between Walkerford and Riverville, Va., 3.1 miles has been 
completed and put in operation, and 2.0 miles of the second track under 
construction between Barboursville and Clover Valley, W. Va., on Guyandot 
Division is in operation. 

Third track between Limeville, Ky., and junction of Chesapeake and Ohio 
Northern and Chesapeake and Ohio Railway has been completed and put in 
operation. 

There were 25,119.0 tons new rail (635.4 tons 130-Ilb., 33.2 tons 125-lb. 
20.056.4 tons 100-lb., and 4,394.0 tons 90-lb.), equal to 162 miles of track, 
used in renewal of existing track. . 

There were 1,467,696 cross ties used in maintaining existing tracks, a 
decrease of 119,654. . , i 

There were 654,306 yards of ballast (393,571 yards stone) used in main- 
taining existing tracks, a decrease of 350,648 yards. - 

The average amount expended for repairs per locomotive was $3,789.20; 
per passenger train car $1,076.73; per freight train car $91.81. 

In order to provide for coal storage for the Government at Newport News, 
it has been arranged to construct a coal storage plant at that point, the 
capacity of which when completed to be 200,000 tons, which can be in- 
creased to 300,000 tons by the extension of tracks and trestle, and the 
loading out canacity to be 6,000 tons per day, which can be increased to 
12,000 tons with two cranes. ied = 

Your Company has furnished its quota of men to the Nation’s Military 
and Naval forces, approximately 825 empleyes having joined the colors. 

There were purchased by your Company, Liberty Loan Bonds issued by 
the Federal Government, as follows: 

NN I og Salen &s:ainw'o oie e's Oeealts. esau ee eee $300,000.00 
NN NN Eis acc raweceere. cae aee Meneame 510,000.00 
as against which, there have been subscriptions by officers and employes for 
Liberty Bonds amounting to approximately $640,000.00, leaving a balance 
of about $170.000.00 in your Company’s treasury. 

In accordance with resolution of your Board, there were added to Property 
Investment Account $13,375,271.15, for extraordinary expenditures for prop- 
erty made and charged to operating expenses and income accounts during 
fiscal years ended June 30, 1891, to June 30, 1907, inclusive (see table 4 on 
page 16), and the amount credited to Appropriated Surplus—Additions to 
Property through Income and Surplus. There was deducted from Property 
Investment Account the sum of $1,136,523.60 for the adjustment of discount 
and expense less premiums, on bonds sold prior to January 1, 1904, and the 
amount charged to Profit and Loss. These adjustments were made to more 
accurately state your Property Investment Account and to permit of proper 
and correct accounting for retirals of property. 

In March, 1916, vour Board decided that it would appropriate out of the 
net income of the Company during the three years beginning May 1, 1916, an 
aggregate sum of not less than $7,500,000 to be used for additions and 
betterments and for capital expenditures, or reduction of capital liabilities, 
as an offset to the difference between the price at which its Five per cent. 
Convertible Thirty-Year Secured Gold Bonds may be converted, and the 
Dar amount of the stock in respect of any stock issued at less than par 
therefor. The ret income of your Company for the period May 1, 1916, to 
December 31, 1917, aggregated. after payments of dividends $9,268,530.73, 
from which amount your Board has appropriated $7,500,000.00 on account 
of expenditures above mentioned. It will be seen that your Company has 
thus accomplished in twenty months all that it proposed to perform in three 
years in respect to this matter. 

By proclamation, the President of the United States, through the Secretary 
of War, took possession and assumed control of railroads at 12 o'clock noon 
on December 28, 1917, and appointed a Director General of Railroads, by 
and through whom the possession, control, operation and utilization would 
be exercised. The proclamation also provided that the right to receive just 
and adequate compensation for such use, control and operation should not 
be impzired, and recommended an annual guaranteed compensation to each 
railrod compny based upon its averge net operating income for the three- 
year period ended June 30. 1917. The President addressed Congress on 
January. 4, 1918, and Congress has passed an act providing for Governmental 
operation for the period of the war and twenty-one months after the declara- 
tion of peace. This act was signed by the President on March 21, 1918. 
and negotiations thereunder with Governmental officials will soon be entered 
into by this Company.. The accounting for the operation of the Railroads 
under Federal control did nct become effective until January 1, 1918. 

The following apnointments became effective during the year: 

April 1, Mr. L. D. Lacy, Auditor of Passenger Traffic, succeeding Mr. 
I, D. Briggs, Jr., deceased; May 1, Mr. H. E. Webb, Superintendent, Guyan- 
dot Division; June 1, Mr. W. L. Booth, General Superintendent of Trans- 
ortation, and on October 28, his title was changed to Assistant Gentral 

anager; Mr. J. B. Parrish, Superintendent Freight Transportation; Mr. 
J. H. Carlisle, Assistant Superintendent Freight Transportation, and on 
October 28, Fuel Agent; and on same date Mr. A. T. Lowmaster, Assistant 
Superintendent Freight Transportation; Mr. J. A. Barker, Superintendent 
Terminals, Chicago; Tuly 1, Mr. C. H. Mason, Auditor of Car Accounts; 
October 1, Mr. M. J. Caples, Resident Vice-President, Columbus, O. 

Effective October 28, 1917, Mr. W. R. Hudson, General Superintendent, 

estern General Division, was transferred to’ Newport News, Va., as Gen- 
cral Agent Transportation, American Railway Association, and the Central 
General Division was consolidated with the Western General Division under 
Mr. L. B. Allen, General Superintendent. 
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The acknowledgments of the Board are renewed to the officers and em- 
ployes for all faithful and cfficient service. 

By order of the Board of Directors. 
FRANK TRUMBULL, 


GEO. W. STEVENS, 
Chairman, 


President. 





GENERAL INCOME ACCOUNT, 


For Year ended December 31, 1917, and Comparison with Year ended 
December 31, 1916, 


TABLE 2. 

OPERATING REVENUES: 1917. 1916. 
Freight Traffic ........$42,998.222.58 $39,888,932.23 
Passenger Traffic ..... 7,899,451.91 6.435,025.33 
Transportation of Mails 453,176.39 472,981.62 


Transportation of Ex- 
press 


INCREASE OR PER 
Decrease. CENT. 


$3,109,290.35 7.8 
1,464,426.58 22.8 
—19,805.23 4.2 


831,441.43 
Miscellaneous ........ 2,461,501.21 


669,029.39 
2,368,343.61 


162,412.04 24.3 
93,157.60 3.9 


Total Operating Reve- 
WUEE. dicinoi.e'<s cc noees $54,643,793.52 $49,834,312.18 - 
OPERATING EXPENSES: 
Maintenance of Way 


$4,809,481.34 9,7 


and Structures ..... $6,905,578.52 $6,067,657.64 2 
Maintenance of Equip- Hie, eee. 5ON 
PR nee eran et as 10,521,724.03 10,240,497.62 281,226.41 2.8 
OE Cigtas aa be kc askin’ 694,130.97 675,380.54 18,750.43 2.8 
Transportation ....... 18,537,582.20 14,355,564.64 
Miscellaneous Opera- ie ; ee ee 
IE Wieg~ 2 sence 2 357,206.59 348,783.03 8,423.56 2.4 
CRN Socio s10 Scan 1,119,731.70 1,035,931.62 0 
Transportation fo: In- asic ay 
vestment—Cr, ...... 30,148.12 25,139.24 5,008.88 19.9 
Total Operating Ex- Wee PPT ag RBs Fs 
eiavivekas cok $38,105,805.89 $32.698,675.85  $5,407,130.04 16.5 
69.7 % 65.6% 


Net Operating Revenue 16,537,987.63 17,135.636.33 
*Railway ‘Tax Accruals. 2,439,331.04 1,636,604.01 
Uncollectible Railway 

POVENGES nc vccccce 12,355.33 


—597,648.70 3.5 
802,727.03 49.1 


8,858.77 °71.7 


$793,868.26 48.1 


3,496.56 
$2,442,827.60 $1,648,959.34 
Railway Operating In- 7 

GE east ces caeun $14,095,160.03 $15,486,676.99 —$1.391 
INCOME FROM OTHER si er en 
SourcEs: 
Hire of Equipment... $1,483,596.44 
Interest from Invest- 
ments and Accounts. 860,077.81 
Miscellaneous 353,487.25 


$535,912.32 


761,430.65 
343,800.01 


$947,684.12 176.8 


98,647.16 13.0 
9,687.24 2.8 


$2,697,161.50 $1,641,142.98  $1,056,018.52 64.4 








Gross Income ........ $16,792,321.53 $17,127,819.97 —$335,498.44 2.0 
DEDUCTIONS FROM GROSS 

INCOME: 

Interest on Debt...... $8,589.794.60 $8,382,833.09 $206,961.51 2.5 


Rentals Leased Reads, 

















Joint Tracks, &c.... 1,008,199.48 959,257.56 
Loss on C. & O. Grain aon recone 
DOO ce sea een cas 32,078.14 54,060.88 —21,982.74 40.7 
Miscellaneous ........ 95,870.86 64,786.67 31,084.19 48.0 
Total Deductions.... $9,725,943.08 $9,460,938,20 a $265,004.88 2.8 
Ner Incomr ......... $7,066,378.45 $7,666,881.77 —$600,503.32 7.8 
Amount to credit of Profit and Loss December 31, 1916...... 10 *4 
Amount of Net Income for yeer ended December 31, 1917, aici 
transferred to Profit,and Loss................ 5 7,066,378.45 
$17,299,372.26 
Deduct: 
Dividend 34 of 2% Paid June 30, 1917.......... $1,255,632.00 


Dividend 35 of 2% Paid December 31, 1917..... 1,255,632.00 


2,511,264.00 
$14,788,108.26 








Amount Appropriated cut of Net Income for Ex- 
penditures for Additions and Betterments and 
MIRE apie aro cta viwi ko eyaie 6% 


7,500,000.00 
$7,288,108.26 


Discount and Expense on Securities issued dur- 





ing the year ended December 31, 1917........ $186,764.70 
Adjustment of Discount and Expense on Securi- 

ties issued prior to January 1, 1904, and oni 

charged to Property Account............... 1,136,523.60 
Adjustment_of Depreciation prior to January 1, 

1917, on Equipment charged to Income........ 297,472.07 
Appropriation of Surplus to Sinking and Other 

oe a, RS ee at ne <-> an) 9,712.05 1,630,472.42 

5,657,635. 

Add Adjustment of Taxes, Years 1912 to 1915, $ she 

Stans che ca Oe wia Re TS Gesu n Wass OOS $514,418.51 
TE IRONED, og Se wins ob 0:0. 850s cab EeabeD 44,158.73 

——_—- — $58,577.24 

Balance to credit of Profit and Loss December 

PI Rak a ato 3's a0 5 /a'a 60:05 54 0 6% 540 05 SORE $6,216,213.08 





*Includes an estimated amount due the Federal Government for Income 
and War Excess Profits Tax under Act. of Congress approved October 3rd, 
1917, but effective for the year ended December 31st, 1917. 


ASSETS 


GENERAL 





BALANCE 








(Excluding Stocks oad Bonds owned of The C. & O. Ry Co. of Indiana and 
f The C. & O. Equipment Corporation.) 


Property ORL 
ann Ho's a vind w tend v4 sen haces 
RS RO re 
Improvements on Leased Railway Property 


Securities of Proprietary, Affiliated and Con- 
trolied Companies—Pledged. 


Ry Capa Eg rep aed hg PES 
IS Sn ho on has giahadh amu ie need b nek 

Securities—Issued or Assumed—Pledged. 
ON RE AS A Picea et en ee ae 
(Includes First Lien and Improvement 
Mortgage 5% Bonds $45,920,000.00. 
See Contra.) 


Miscellaneous Investments. 
Physical Property 


Special Funds, and Funded Debt 
and Reserved. 
First Lien and Improvement Mortgage 
3onds—Drawn for Additions and Better- 
A EES os ofS ES i 
R. & S. W. Ry. Co., First Mortgage Bonds 
—-Reserved for Construction........... 
Potts Creek Branch—Cash..............- 
Special Deposits account of Construction 
NN nd  eebannecereew eee 
(Includes Cash Balance Proceeds K. & M. 
Ry. Co. Stock Sale.) 


Issued 


Working Assets. 
Cash in Treasury........... $1,037,375.99 
EE eee 1,222,490.09 


Cash deposits to pay Interest and Dividends 
Cash deposits to nay Matured Bonds and 

Scrip 
Cash deposit to pay C. & O Grain Elevator 

Insurance Clainis 
Loans and Bills Receivable.............. 
Traffic Balances 
Agents and Conductors 
Miscellaneous Accounts Receivable........ 
Other Working Assets 


EE OEE TRIB. nak ceccsesecderes 
Securities in Treasury—Unpledged. 


Deferred Assets, 
Unmatured Interest, Dividends and Rents 
Advances to Proprietary, Affiliated and 
Controlled Companies ............++-- 
Advances, Working Funds (Fast Freight 
Lines, etc) 
Special Deposits with Trustees, 
Mortgage Funds 
Special Deposit, Cash and Securities Ac- 
count T.iberty Loan 
Cash and Securities in Sinking Funds.... 
Cash and Securities in Insurance Reserve 
PT oe oddadiatandabaeeeres ceevheee 


Various 


Seow err ate eee reese ereeerteeeee 





$182,904,094.45 


68,440,185.25 


$14,558,999.44 
4,110,407.01 


~ $18,669,406.45 


45,920,001.00 


$64,589,407.45 


378,900.23 


1,345,000.00 


40,000.00 
47,081.47 


1,807 696.98 


$3,239,778.45 


$2,259,866.08 
1,238,394.18 


13,234.17 


1,021.77 
617,965.48 
1,000,632.13 
2,573,543.42 
2,305,860.93 
165,156.57 


$10,175,674.73 


6,131,266.54 


6,234,223.45 
- 1,402,815.50 


$7,637 ,038.95 


98,582.08 
514,895.98 
45,053.01 
100,035.82 


604,659.50 
70,757.50 


72,992.02 
881,439.59 


$2,388,415.50 








$251,344,279.70 
4,628.78 


68,208,086.13 


$319,556,994.61 


26,332,395.72 
$345,889,390.33 


RAILWAY AGE 


SHEET, 








DECEMBER 31, 1917 


LIABILITIES. 
(Excluding Stocks pod Bonds owned of The C. & O. Ry. Co. of Indiana and 


of The C. & O. Equipment 


Capital Stock. 


ommon See eee eee e ee reere reese seeesees 


Common—The Chesapeake and Ohio Rail- 
Ne A GE BIINIE, BN oe cw bebe cteuaes 


Funded Debt. 


First Mortgage, Terminal, etc, 6% ae 


General Funding and Improvement, ‘3% 
AA Sy Me Pe RR ee 
Convertible, 4%% Bonds........... 1930 
First octinan R. & S. W. Railway, nit 
NG. at Cake teid wk vies a canes oe 
First Consolidated Mortgage, 5% Bonds. 

1939 
First Mortgage, Craig Valley Branch, Ra! 


ondas 
First Mortgage, Greenbrier Railway, rt" 
Bonds 
First Mortgage, 
5% Bonds 
First Mortgage, 
Bonds 
First Mortgage, 
onds 
First Mortgage, 
onds 
Convertible 5% 
First Mortgage, 


Secured Gold Bonds. .1946 
Potts Creek Branch, 4% 
1946 


MINA ites Sek. dasa Was aara a mtahas tao dom 
First Mortgage, Va. Air Line Railway, 

—) SPIRE Se ee 952 
First Mortgage, R. & A. Division, 4% 

EN. (4 oh ce talotah otic Cea oa bten'e oe 
Sogend _ Mortgage, R. & ‘A. Division, * 
Generel, Mortgage, 43%4% Bonds..... 1992 


Equipment Trust Obligations and Contracts 


First Lien and Improvement Mortgage, 5% 


Bonds not in hands of public (see 
SOE” Vatcee S ertduk gant ace &slae ens 1930 
Working Liabilities. 

Loans and Bills Payable................ 
ey ee re ee eee 
Audited Vouchers and Pay Rolls........ 
EE DEMME. one hneuetwemiesssdaee ec 
Miscellaneous Accounts Payable......... 
Matured Interest and Dividend- Unpaid.. 


aot Mortgage and Secured Debt Un- 
pat 
Other 


Deferred Liabilities. 


Unmatured Interest and Rents.......... 
Taxes Accrued 


Employes Payments on Liberty Loan Bonds 


Accrued Depreciaticn—Equipment 
Sundry Accounts 


as Fe aeny Surplus, 
dditions to Property through Income and 
Surplus 
Reserve Invested ir Sinking Funds....... 
Reserve Invested im Insurance Fund.... 


ee ee 


Corporation.) 


$62,792,600.00 
3,000.00 


200.00 


~ $62,795, 800.00 
1,200. 00 





$142,000.00 


3,698,000.00 
31,390,000.00 


845,000.00 
29,858,000.00 
650,000.00 
1,742,000.00 
400,000.00 
4,510,000.00 
539,000.00 


2,756,000.00 
40,180,000.00 


600,000.00 
900,000.00 
6,000,000.00 


1,000.000.00 
48.129,000.00 
$173.339,000.00 
10.624.327.16 





$95,000.00 
992,616.09 
6,640,980.48 
950.01 
537,427.55 
1,411,117.58 


13,234.17 
156,519.20 


$9, 847, 845. 08 
$2,478,785.64 
1,196,113.71 
156,155.10 
7,423,273.09 
569,606.61 


$11,823, 934. 15 








$23,859,636.38 
43,442.46 
72,992.02 


$23,976,070.86 
6.216,213.08 

















The Hocking Valley Railway PE Annual Report 
Columbus, Ohio, April 8, 1918. 


To the Stockholders: 


The Ninteenth Annual Report of the Board of Directors, for the fiscal 


year ended December 31, 1917, is herewith submitted. 


The average mileage operated during 


end of the year was 349.7 miles. 


the year was 349.6 miles, 
decrease compared with the previous year of .6 miles. 


RESULTS FOR THE YEAR. 


Operating Revenues were 
(Increase $2,496,014.30 or 30.44%.) 
Operating Expenses were 
(Increase $1,811,233.68 or 32.36%.) 
Net Operating Revenue was 
(Increase $684,780.62 or 26.31%.) 
Taxes were 
(Increase $242,277. 41 or 41.03%.) 
Operating Income, Taxes deducted, was 
(Increase $442,503.21 or 21.99%.) 
Miscellaneous Income wa; 
(Decrease $429,905.22 ur 37.49%.) 


Rentals and Other Payments were 
(Decrease $540,094.73 or 94.68%.) 


COCR EEHHHEEHEHHH EH eH HOHE HEE EES 


Tere eee eee ee eee ee ee 


Income for the year available for interest was............ 


(Increase $552,692.72 or 21.35%.) 


Interest (38.43% of amount available) amounted to........ 


(Decrease $5,092.97 or 0.42%.) 


Net Income for the year amounted t0.........eeeeseeeeees 


(Increase $557,785.69 or 40.53%.) 
Dividends paid —— the year: 
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$62,797,000.00 


183.963,327.1¢ 


47 .265,000.00 


21,671,779.23 


30,192,283.94 


$345,889, 390.33 





$1,933,912.47 


$219,990.00 
384,982.50 


604,972.50 











road and equip- 
year of the five year period ended 


Per CENT. OF 
RETURN. 


6.62 
6.75 
4.56 
3.68 
5.99 








i Cr Ol Me ais evan OW opie.b 0 46 60.0-440-60 
a ee Eee. ee eee 
The mileage at the 
Remainder, devoted to improvement of physical and 
Other assets ..ccccccccccvcecs Sit nbeCHSED>IUCCd OCC CTS Coee $1,328,939.97 
$10,696,434.22 RETURN ON PROPERTY. 
7,409,122.69 The following table shows the amount of return to your Company, from 
——--—-_ transportation operations only, upon its investment in 
$3,287,311.53 ment at the termination of eac 
December 31, 1917: 

832,747.51 ToraL OPERATING 
Sqeemenanenee IncomeE, 
$2,454,564.02 YEAR ENDED PROPERTY (including hire of 

DEcEMBER 31: INVESTMENT. equipment and 

716,899.02 other items). 

$3,171,463.04 1917 $46,237,480.24 $3,060,174.97 
30,355.40 1916 45,198,144.03 3,052,123.37 
SS 1915 44,802,665.64 2,041,149.36 
-« $3,141,107.64 1914 45,475,978.73 1,673,012.19 
1913 42,525,047.49 2,547,540.52 

.+ 3,207,195.17 
———— Average $44,847 ,863.23 $2,474,800.08 





5.52 


























































































































































May 10, 1918 


FINANCIAL. 

The changes in funded debt shown by balance sheet of December 31 
1917, as compared with December 31, 1916, consisted in the payment of 
$498,000.00 on equipment trusts, in the retirement of $4,000,000.00 face 
amount two-year 5% gold notes, and in the addition of $5,000,000.00 face 
amount 6% gold notes maturing November 1, 1918. 

An analysis of the property accounts will be found on pages 12 and 
13, by reference to which it will be seen that additions and betterments 
were made during the year to the net amount of $1,026,741.12, of which 
$577,703.48 was added to cost of road, and $449,037. 64 was added to 
cost of equipment. The net amount of $605,349.08 was also added to 
cost of equipment for additions, betterments and retirements of equipment 
transferred from other accounts to which they had been charged or credited 
since June 30, 1907, this transfer having been made in order to place 
these items in the cost of equipment account where they properly belong. 


During the past nine years your Company’s net addition to property 
accounts has been as follows: 
Equipment ...cceecsccccccecversccseseresccecee eerste nrers $4,181,582.30 
OE BE, THOROTIIOONS, «0.6 5 0 5 a0 6 in 'c 0 83s Sie wed Eas wwe 3,776,349.24 


$7,957,931.54 





GENERAL REMARKS. 


Increases in wages of employees during the year 
cost of operation approximately $625,000. 
The equipment in service December a, 
Locomotives owned 
Locomotives leased under equipment trusts........ 


increased the year’s 

1917, consisted of: 

133 Increase & 
8 No change 


MES aire ae baa eV oes ai Sets oo aa owe ee ere 141 Increase 8. 
PRMEOTET CLAIM CATE CWHEE 0.00.6 00 cccvcievevonsese 71 Decrease 2 
Freight train and miscellaneous cars owned........ hey Increase 2,983 


2,499 Decrease 
47 No change 


15,234 Decrease 58 
of equipment 


$1,543,798.00 


Freight train cars leased under equipment trusts. 
Freight train cars under special trust..........-. 


Total freight train and miscellaneous cars.... 


The changes during the year in accrued depreciation 
account were as follows: 
Balance to credit of account December 31, 
Amount credited during year ended 
December 31, 1917, by charges to 


SEE ener er 


operating expenses............0- $293,338.03 
Amount credited by transfer of = 
erty items to cost of equipment. 


587,346.90 

—————-_ $880,684.95 
Charges to account for: 

Accrued depreciation on equipment 


retired during year—82 freight 
OT FER EN ee $8,206.99 
2 passenger cars and motor equip- 
ee ee eee 3,589.90 
Accrued depreciation on cars changed 
We GENS GUE YORE... 6c cccvcce 348.87 
12,145.76 
—_—_ 868,539.17 
Balance to credit of account December 31, 1917...........- $2,412,337.17 


RAILWAY AGE 
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The grading for 27 miles of second track north of Columbus is well 
under way and some track has been laid. At Parsons Yard, South Colum- 
bus, five additional 100-car tracks are being constructed, a ‘fireproof yard 
office is practically completed, and the 15-stall engine house with other shop 
facilities is now in use. The separation of grades at Smoky Row Road 
and the main tracks at South Columbus, ordered by the County Commission- 
ers, is well under way. The capacity of the Walbridge se | has been in- 
creased by the construction of three 100-car arriving tracks. A 300-ton 
capacity coaling station at Nelsonville is practically completed, 

The revenue coal and coke tonnage was 10,674,854 tons, an increase 
of 14.9%; other revenue freight tonnage was 4,191, 981 tons, an increase 
of 11.2%. Total revenue tonnage was 14,866, 835 tons, an increase of 
13.8%. Freight revenue was $8,974,872.91, an increase of 34.3%. Freight 
train mileage was 1,474,893 miles, an increase of 8%. Revenue ton miles 
were 1,966,272,286, an increase of 19.6%. Ton mile revenue was 4.56 
mills, an increase of 12.3%. Revenue per freight train mile was $6,085, an 
increase of 24, 4%. Revenue tonnage per train mile was 1,333 tons, an 
increase of 10.7%; including Company’s freight, the tonnage per train mile 

Tonnage oe Jocomotive, including 


was 1,368 tons, an increase of 10.6% 
Company’s freight, was 1,123 tons, an increase of 7.5%. Revenue tonnage 


per loaded car was 43.8 tons, an increase of 9.30%. Tons of revenue 
freight carried one mile per mile of road were 5,624,349, an increase 
of 19.8%. 


There were 1,699,494 passengers carried, a decrease of 3.6%. The num- 


ber of passengers carried one mile was 50,00 1,632, an increase of 5.9%. 
Passenger revenue was $961,700.41, an increase of 4.8%. Revenue per 
passenger per mile was 1.923 cents, an increase of 1.2%. The number of 


passengers carried one mile per mile of road was 143,025, an increase of 
6.1%. Passenger train mileage was 706,970, an increase of .1%. Pas- 
senger revenue per train mile was $1,360, an increase of 7.0%; including 
mail and express it was $1.586, -" increase of 8.4%. Passenger service 
train revenue per train mile was $1.653, an increase of 8%. 

There were 2,694 tons of new 100-Ib. rails, e@bal to 17.14 track miles. 
and 836 tons of new 90-lb. rails, equal to 5.91@track miles, used in the 
renewal of existing main tracks. 

The average amount expended for repairs per locomotive was $3,749.56; 
per passenger train car $836.68; per freight train car 

By proclamation the President of the United States, through the Secretar 
of War, took possession and assumed control of railroads at 12 oeleek 
noon on December 28, 1917, and appointed a Director General of Railroads 
by and through whom the possession, control, operation and _ utilization 
would be exercised. The proclamation also provided that the right to 
receive just and adequate compensation for such use, control and operation 
should not be impaired, and recommended an annual guaranteed compensa- 
tion to each railroad, company based upon its average net_operating in- 
come for the three-year period ended June 30, 1917. The President 
addressed Congress on January 4, 1918, and Congress has passed an act 
providing for Governmental operation for the period of the war and 
twenty-one months after the declaration of peace. This act was signed 
by the President on March 21, 1918, and negotiations thereunder with 
Governmental officials will soon be entered into by this Company. 

Appreciative acknowledgment is hereby made of efficient services during 
the year by officers and employees, 

By order of the Board of Directors. 

GEO. W. STEVENS, 
President. 
FRANK TRUMBULL, 
Chairman. 

















GENERAL 
ASSETS. 
TABLE 3. 
Property Investment, 
ws 2 eee ween eee 0$29,889,016.77 
Cost of Equipment.......... 15,734,096.51 
=" $45,623,113.28 
Securities of Proprietary, Affil- 
iated and Controlled Com- 
panies—-Pledged. 
ON eae ae aes wate $108,088.66 
MD: Co ciswatign wus owe © kaa-6 cae 300,000.00 
—_——— 408,088.66 
Securities of Proprietary, Affil- 
iated and Controlled Com- 
= 
Ss ear - $150,000.00 
Miscellaneous .............. . 37,752. 
—— -- — 187,752.00 
Other Investments. 
Miscellaneous Investments—Se- 
curitics—Pledged .......... 200,000.00 
——————. $46, 418,953.94 
Working Assets. 
Ee ee eer , ae 
Loans and Bills "Receivable. . 62,315.36 
Site BARE oii ce ceeese 129,427.97 
Agents and Conductors...... 258,018.07 
Miscellaneous Accounts’ Re- 
I a cee bls wean 6c 0% 420,505.51 
Other Working Assets. ...... 135,353.02 
——_—_———_ $2,416,525.57 
Materials and Supolies....... 1,482,276.28 
Securities in Treasury — Un- 
pledged. 
EE Saad a hee e eek sss $501.00 
PA sciteteawekakcuae seats 1,303,750.00 
—-———_—— _ 1,304,251.00 
Deferred Assets. 
Advances to Proprietary, Affil- 
iated and Controlled Com- 
SS ochre teak, Yate -<7's 00 $56,278.30 
Advances, Working | Funds... 3,011.15 
Insurance paid in advance.... 8,978.15 
Cash in Sinking Funds. 650.74 
Special Deposit. with Trustee 
ortgage a eS ae 410,914.84 
Cash and Securities in Been 
ance Reserve Fund....... 45,860.99 
Other Deferred Debit Items.. 136,034.73 
~— 661,728.90 
—_—_—_—_——_ 5, 864,781.75 





Se $52,283,735.69 


BALANCE SHEET, DECEMBER 31, 


[Apv.] 





1917. 
LIABILITIES. 














Cette os Soe Soe Latin eoleed aan cess cas 0k been beet epee’ $11,000,000.00 
Funded Debt. 
First Consolidated Mortgage 
41%4% Bonds, 1999.......... $16,022,000.00 
First Mortgage a Se. A 
R. R. 4% Bonds, 1948...... 1,401,000.00 
First Moctonme Cols. & Tol. 
R. R. 4% Bonds, 1955...... 2,441,000.00 
6% Coupon Gold Notes, 1918. 5,000,000.00 
—_——_—_—§— $24,864,000.00 
Equipment Trust Obligations.. 1,185,000.00 
———————-_ 26,049,000.00 
$37,049,000.00 
Working Liabilities: 
Traffic Balances ... i $621,704.00 
Audited Vouchers and Wages 
eS Re ere 1,205,093.58 
Miscellaneous Accounts Pay 
OGLE S RAST se kaa Renee 96,565.91 
Matured Interest, Dividends 
and Rents Unpaid vaaeaon 376,609.0 
Other Working Liabilities..... 68,553.74 
ee $2,368,526.23 
Deferred Liabilities. 
Unmatured Interest, Dividends 
and Rents Payable......... $128,068.32 
Py eee 543,213.47 
Operating Reserves .......... 93,381.14 
as Depreciation—Equip- 
igh tsi net acis eS aSate eo 2,412,337.17 4 
Other ‘ear Credit Items. 268,953.62 
3,445,953.72 
—_——- 5,814,479.95 


Appropriated Surplus. 
Additions to Property through 
Income since June 30, 1907.. 
Funded Debt Retired through 


$181,409.11 


Income and Surplus........ 131,331.90 
Reserve Invested in Sinking 

WME ca ven hase Aes ea 6's 817.52 
Reserve Invested in Insurance 

| Oe ree 45,860.99 
Appropriated surplus against 
contingent liability for freight 
RENN? o44 enw tinbe eee sees te 


120,000.00 
oe $479,419.52 
Profit and Loss—Balance....... 8,940,836.22 


9,420,255.74 


Total $52,283,735.69 








ASSETS 





GENERAL 


BALANCE 





(Excluding Stocks ne Bonds owned of The C. & O. Ry Co, of Indiana and 





RAILWAY AGE 


SHEET. 





DECEMBER 31, 1917 


LIABILITIES. 


(Excluding Stocks and Bonds owned of The C. & O. Ry. Co. of Indiana and 
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of The C. & O Equipment Corporation.) of The C. & O. Equipment Corporation.) 
) om , Capital Stock. 
Property Investment. ates St ard ed Caen fe lara iene Gao $62,792,600.00 
RE saben texintbiereiiivevies $182,904,094.45 TUNED cccvescractecaxsstveessss: 
ee ee BETTE OT re 68,440,185.25 re TONE TOURUNEUOD akon 5-0 h.0:s o.kioce eo ose s srr 200.00 
— —— _ $251,344,279.7 ei Sanne nae 
Improvements on Leased Railway Property 4,628.78 - ——* ’ aw ws $62,795,800.00 
. re : , = ? ; 1 ae 2 apeak Ohio Rail- 
Securities of Proprietary, Affiliated and Con- CISEIOn ce Vacsapeske an 
iecled Combonice-Pirdacd. Wat CU, GE PIER 6 ook c arses cde me's owes _ 1,200.00 ex sen eens 
NN hel a ele ape dcein Wa weeds eae $14,558,999.44 Funded Debt. 
SE eGR AES Beko ER PRA dS ee eee ead en 4,110,407.01 First Mortgage, Terminal, etc, 6% Bonds, 
 $18,669,406.45 General Fundi aI oe 
- y 45 xeneral Funding an mprovement, 5 
Securities-—Issued or Assumed—Pledged. in ——. yste eh wii an * si - 7 Viapeolecceraketa 1920 3,698,000.00 
EEE TOE COE OO RTT 45.920.001.00 onvertible, 4%4% Bonds........... 1930 31,390,000.00 
(Includes First Lien and Improvement First Gatien R. & S. W. Railway, Bi. 
Mortgage 5% Bonds $45,920,000.00 POWGE,  Sismecccoserewstiosenesvns 845,000.00 
See Contra.) First Consolidated Mortgage, 5% — 
sinicenipshagigpamiiteaicaindiaa 1939 29,858,000.00 
$64,589,407.45 7 5 Mortgage, Craig Valley Branch, Ra. ‘iis 
Mise llane ous Investments. ee re een 0,000.00 
Phys sical Property .........0:eeeeeeeeere 378.900.23 “— Seeatene, Greenbrier Railway, 4% 
ME 0g bea wee ce tei heh Bei 1940 1,742,000.00 
Spee Beate, one Funded Debt Issued i Mortaage, Warm Springs Branch, , 
ana Keserved, NE v-niaie, bin eve be cw naxeabiasce 194 400,000.00 
— Lien and Improvement Mortgage First Mortgage, Big Sandy Railway, 4% 
Bornds—Drawn for Additions and Better- See ae ae 1944 4,510,000.00 
ments “ Be he ‘- ss . a * 1.345,000.00 a het Paint Creek Branch, 4% ‘ 
R. & S. W. Ry. Co. irst I ortgage onds WEE: co ors bthid be arsceecatene ween ailaraeeie 1945 539,000.00 
—-Reserved for Construction........... 40,000.00 First Mortgage, Coal River Railway, 4% 
Potts Creek Branch—Cash..............- 47,081.47 MEE. vinwewdihwhine epesawetacteesiets 945 2,756,000.00 
Special Deposits account of Construction aaron le 5% ———— Bonds. .1946 40,180,000.00 
ee ee ere eee 807 696.98 irst Mortgage, Potts Creek Branch, 4% 
(Includes Cash Balance Proceeds K. & M. REER. Sana vee walns yew rae eae 1946 600,000.00 
Ry. Co. Siock Sale.) First Mortgage, Va. Air Line Railway, 
—$$_ SO BONES 6 .ccincs ccnsebreiineccine's 2 900,000.00 
$3, 239, 778.45 First Mortgage, R. & A. Division, 4% 
— ———- 68,208,086. 13 PII 5 atin cs csrleat ie Buscar ia. mtaco gaene aaa 89 6,000,000.00 
——<—$—$—_—— Second Mortgage, R. & A. Division, 4% 
$319,556,.994 6} MEDD». <a.x obs Gunvice wpa maee eae ore 1989 1,000.000.00 
Working Assets. General Mortgage, 44%4% Bonds..... 1992 48,129,000.00 
‘ash in Treasury........... $1,037,375.9¢ —— 
Cash in ® enor depuagus: eh 490. 0° Seni T Obtizati ac '$173,339,000.00 
ae a ane 2,259, q “quipment Trust Obligations an ontracts 10,624,327.16 
Cash deposits to pay Interest ond Dividends See ea eo 
Cash deposits to pay Matured Bonds and PEs ie erie ae 
yee 13,234.17 First Lj iI M ae $246.760,3 
Cash deposit to pay C. & O Grain Elevator ales oy Raggy rte ane no gee te 
WGREUNGE SC IMIIRG: ... 5.0.6 .c0as 2 0s ve ceeenes 1,021.77 ‘ ancs 0 see Se _ 
Loans and Bills Receivable.........-.... 617,965.48 Contra) ..sseeeceree esse ee eeeeees 1930 47.265 ,000.00 
SOME. DINE, occ atccaceseee cewne dees 1,000,632.13 Working Liabilities. 
Agents and Conductors ........-..ee0e0% 2,573,543.42 Loans and Bills Payable................ $95,000.00 
Miscellaneous Accounts Receivable........ 2,305,860.93 Trafic Balances «...0.+-scerceccreccer: 992,616.09 
Other Working Assets .......cccccecoss 165,156.57 Audited Vouchers and Pay Rolls........ 6,640,980.48 
—$____——_———_ Unpaid Wages .....sccessccceessssccces 950.01 
$10,175,674.73 Miscellaneous Accounts Payable......... 537,427.55 
Materials and Supplies.............0006. 6,131,266.54 Matured Interest and Dividend: | Inpaid. . 1,411,117.58 
: ae ee i , —— Mortgage and Secured Debt Un 
Securities in Treasury—Unpledged. | RE aee Scenes ‘ 13,234.17 
SN. bv cand biewnavandeb hee age e Kes Mnqard He yee Other Working Liabilities............... 156,519.20 
DE Kester dtetedaececdincese Seenenus 1,402,815.50 — 
St $9,847,845.08 
ittcaialt ii $7,637,038.95 Deferred Liabilities. ait oe ae 
erred « s. Jnmatured Tnterest an LS is dha cis Muara ara $2, »785.64 
Unmatured Interest, Dividends and Rents 98,582.08 Te eer ere ee ree 1,196,113.71 
Advances to Proprietary, Affiliated and Employes Payments on Liberty Loan Bonds 156,155.10 
Controlled Companies ...... Peer aes 514,895.98 Accrued Depreciaticn—Equipment ....... 7,423,273.09 
Advances, Working Funds (Fast Freight gases SOT ODOM cee Secccst en Kisirenss 569,606.61 
FO me er errr rere 45,053.01 <scaicnatiigiaantiaacbeattbinaiae 
Special Deposits with Trustees, Various $11,823,934.15 
WeOrtNNNe FERS o.oo cecsescess ; 100,035.82 —- 21,671,779.23 
Special Deposit, Cash and Securities Ac- Apa Surplus, 
count Liberty Loan «2... escceeereers 604,659.50 dditions to Property through Income and 
Cash and Securities in Sinking Funds. 70,757.50 SIN wars ate na 7c nmaiee gee kiuns.oih « $23,859,636.38 
Cash and Securities in Insurance Reserve Reserve Invested ir Sinking Funds....... 43,442.46 
OO SERA eer omer 72,992.02 Reserve Invested ir Insurance Fund.... 72,992.02 
SUES ROUGE: oi. dccseccescccnscsrenns 881,439.59 ——__—_— 
——— $23,976,070.86 
$2 388, 88,415. 50 Profit and Loss—Balance........ce.cceeeeee 6,216,213.08 
—— —-——___— 26,332,395.72 —__—___————- 30,192,283.94 
BE wiewtess KOSH OK ECR aoe HERES $345,889, 390,33 TOME ccc esas sce bedeeeesasnrk anaes $345,889, 390.3 
The Hocking Valley Railway Company—Nineteenth Annual Report 
Columbus, Ohio, April 8, 1918, Net Income for the year amounted t0............. cece eeees $1,933,912.47 
To the Stockholders: . Ne age Fy eng hd 40.53%.) 
2 : . i : — ss Jividends paid during the year: 
The Ninteenth Annual Report of the Board of Directors, for the fiscal Tice Milt OE ihc ccc cavectvcencsecsvcsees $219,990.00 
year ended December 31, 1917, is herewith submitted. Oo lividend of 31 384'982.50 604,972.50 
The average mileage operated during the year was 349.6 miles, a ne dividend Of 312%..+++++seeeeeeeeeeeecess enero iad 
decrease compared with the previous year of .6 miles. The mileage at the ene aaa . 
end of the year was 349.7 miles Remainder, devoted to improvement of physical and 7 
RESULTS FOR THE YEAR. SURF GED ib.600 6s aoa 5hctes aswawieces Pith 6.08 90806 ewer $1,328,939.9 
Cometine ee REEF Ce ROE $10,696,434.22 : 
(Increase $2,496,014.30 or 30.44%.) RETURN ON PROPERTY. 
Operating Expenses WETE...---es pes eeeeeeerrersecseroeccuns 7,409,122.69 The following table shows the amount of return to your Company, from 
(Increase $1,811,233.68 or 32.36%. ) _—_— transportation operations only, upon its investment in road and equ) 
Net Operating Revenue og ye Ja naliven ne ceeermieenrenmea $3,287 ,311.53 mont at the termination of each year of the five year period ende 
ncrease ’ -62 or 26.31%.) ecember 31, 1917: 
ED aa bedied udev enone bicee obs 0405-64. wed cemeerven 832,747.51 ToTtaL OPERATING 
(Increase $242,277.41 or 41.03%.) = - J INcoME, 5 
Operating Income, Taxes deducted, was.............2+2++++ $2,454,564.02 YEAR ENDED PROPERTY including tive of Per CENT. 0} 
( g etree 
(Increase $442,503.21 or 21.99%.) DECEMBER 31: INVESTMENT. equipment and RETURN. 
NN SN SUN Gs oon ohn ce-e.c0 eicee ob es de ninaninee 716,899.02 other items). 
(Decrease $429,905.22 ur 37.49%.) einai ——__-— 
$3,171,463.04 1917 $46,237,480.24 $3,060, 174.97 6.62 
Rentals and Other Payments were.............eccecceeers 355.40 1916 45,198,144.03 3 052,123. 37 6.75 
(Decrease $540,094.73 or 94.68%.) —_—_—_—__— 1915 44,802,665.64 2,041,149. 36 4,56 
Income for the year available for interest WOE: ciivkdh caewaes $3,141,107.64 1914 45,475,978.73 1,673,012.19 eo 
(Increase $552,692.72 or 21.35%. 1913 42,525,047.49 2,547,540.52 . 
Interest (38.43% of amount aveilebie) amounted to.......... 1,207,195.17 ; ————— —_——— 
(Decrease $5,092.97 or 0.42%.) —-—- Average $44,847,863.23 $2,474,800.08 5.52 
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FINANCIAL. 
The changes in funded debt shown by balar 
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ace sheet of December 31, 


1917, as compared with December 31, 1916, consisted in the payment of 
$498, 000.00 on equipment trusts, in the retirement of $4,000,000.00 face 


amount two-year 5% gold notes, and in the ad 


dition of $5,000,000.00 face 


amount 6% gold notes maturing November 1, 1918. 
An analysis of the property accounts will be found on pages 12 and 


13, by reference to which it will be seen that 
were made during the year to the net amount 
$577,703.48 was added to cost of road. and 
cost of equipment. The net amount of $605 
cost of equipment for additions, betterments an 
transferred from other accounts to which they h 
since June 30, 1907, this transfer having bee 


additions and betterments 
of $1,026,741.12, of which 
$449,037. 64 was added to 


5,349.08 was also added to 


d retirements of equipment 
ad been charged or credited 
n made in order to place 


these items in the cost of equipment account where they properly belong. 


During the past nine years your Company's net addition to property 


accounts has been as follows: 


MEINE eg Giga 5 0.60554: 6S ko Wiese > wre. cd es EMS OOARV OLA TES Sears $4,181,582.30 
Additions and Betterments..............ccccccccccceccccecs 3.776,349.24 
$7,957 931,54 
GENERAL REMARKS. 
Increases in wages of employees during the year increased the year’s 
cost of operation approximately $625,000. eee 

The equipment in service December 31, 1917, consisted of: ; 
EGCUMISCS: OUNOR 6.50: c6iws sos cee cswearinwe cess 133 Increase BS 

Locomotives leased under equipment trusts........ & No change 
WRGE chaos wasere tn ceaden ties aw eearndebasame ity 41 Increase & 

Passenger traifi Card. OWREG . 6c.0.s60 codecs sinwencs 71 Decrease 
Freight train and miscellaneous cars owned........ 12,688 Increase 2,983 
Freight train cars leased under equipment trusts.. 2,499 Decrease 3,041 

Freight train cars ynder special trust............ 47 No change 
Total freight train and miscellaneous cars.... 15,234 Decrease 58 
The changes during the year in accrued depreciation of equipment 


account were as follows: 


Balance to credit of account December 31, 1916 


Amount credited during year ended 
December 31, 1917, by charges t 





$1,543,798. 0C 


Operating EXPENSES. ......00s0c00000 $293,338.03 
Amount credited by transfer of prop- 
erty items to cost of equipment.. 587,346. 90 
— ——~ $880,684.93 


Charges to account for: 
Accrued depreciation on equipment 
retired during year—8&2 freight 


ee a ee $8,206.99 
2 passenger cars and motor equip- 
a SO a ere eee 3,589.90 
Accrued depreciation on cars changed 
in class during year............. 348.87 
—— -—— 12,145.7¢ 
868,539.17 
Balance to credit of account December 31, 1917............ $2,412,337.17 








ASSETS. 
TABLE 3. 
Property Investment. 
Cost of Road... eckeiacs igete $29,889,016.77 
Cost of Equipment......... - 15,734,096.51 


Securities of Proprietary, Affil- 
iated and Controlled Com- 
panies—-Pledged. 
PGGME cuuechosetiweEteree nets $108,088.66 
BUNGE v.ccwcxs ie Aeve ta baseiteunceiiee 300,000.00 


Securities of Proprietary, Affil- 
iated and Controlled Com- 
panies—Unpledged. 
eee ae scrips $150,000.00 
BRISCCUGREGUS. 666s cc ccccaeass 37, 752. 00 
Other Investments. 
Miscellaneous Investments—Se- 


curitics—Pledged .......... 
Working Assets. 
GOR oie tetas Wamdon sae - Ree 
Loans and Bills Receivable. 62,315.36 
cf a. ee 129,427.97 
Agents and Conductors...... 258,018.07 
Miscellaneous Accounts’ Re- 

Se ee rare 420,505.51 
Other Working ; ere 135,353.02 
Materials and Supplies....... 

Securities in Treasury —U: 

pledged. 

EE eas cite auiesoses $501.00 


NS RS eee ere 1.303,750.00 


Deferred Assets. 
Advances to Proprietary, Affil- 
iated and Controlled Com- 


SNE Sree grated a:8'o nein tine ase $56,278.30 
Advances, Working Funds... 3,011.15 
Insurance paid in advance.... 8.978.15 
Cash in Sinking Funds....... 650.74 
Special Deposit with Trustee 

—Mortgage Fund ......... 410,914.84 
Cash and Securities in Insur- 

ance Reserve Fund......:. 45,860.9° 
Other Deferred Debit Items.. 136,034.73 

Co a ae eee eee 


The grading for 27 miles of second track north of Columbus is well 
under way and some track has been laid. At Parsons Yard, South Colum- 
bus, five additional 100-car tracks are being constructed, a fireproof yard 
office is practically completed, and the 15-stall engine house with other shop 
facilities is now in use. The separation of grades at Smoky Row Road 
and the main tracks at South Columbus, ordered by the County Commission- 
ers, is well under way. The capacity of the Walbridge yard has been in- 
creased by the construction of three 100-car arriving tracks. A 300-ton 
capacity coaling station. at Nelsonville is practically completed. 

The revenue coal and coke tonnage was 10,674,854 tons, an increase 
of 14.9%; other revenue freight tonnage was 4,191,981 tons, an increase 
of 11.2%. Total revenue tonnage was 14,866,835 tons, an increase of 
13.8%. Freight revenue was $8,974,872.91, an increase of 34.3%. Freight 
train mileage was 1,474,893 miles, an increase of 8%. Revenue ton miles 
were 1,966,272,286, an increase of 19.6%. Ton mile revenue was 4.56 


2 


mills, an increase of 12.3%. Revenue per freight train mile was $6.085, an 


increase of 24.4%. Revenue t nage per train mile was 1,333 tons, an 
increase of 10.7%; including Company’s freight, the tonnage per train mile 
was 1,368 tons, an increase of 10.6%. Tonnage . locomotive, including 


Company’s freight, was 1,123 tons, an increase of 7.5%. ' Revenue tonnage 
per loaded car was 43.8 tons, an increase of 9.2 2%. Tons of revenue 
freight —" one mile per mile of road were 5,62 24,349, an increase 
of 19.8 





soi were 1,699,494 passengers carried, a decrease of 3.6%. The num- 
her of passengers carried one mile was 50,001,632, an increase of 5.9%. 
Passenger revenue was $961,700.41, an increase of 4.8% Revenue per 


passenger per mile was 1.923 cents, an increase of 1.2%. ‘The number of 


passengers carried one mile per mile of_road was 143,025, an increase of 
6.1%. Passenger train mileage was 706,970, an increase of .1%. Pas- 
senger revenue per train mile was $1.360, an increase of 7.0%; including 
mail and express it was $1.586, an increase of 8.4%. Passenger service 
train revenue per train mile was $1.653, an increase of 8%. 

There were 2,694 tons of new 100-Ib. rails, equal to 17.14 track miles. 
and 836 tons of new 90-lb. rails, equal to 5.91 track miles, used in the 
renewal of existing main tracks. 

The average amount expended for repairs per locomotive was $3,749.56; 
per passenger train car $836.68; per freight train car $88.41. 

By proclamation the President of the United States, through the Secretary 
of War, took possession and assumed control of railroads at 12 o’clock 
noon on December 28, 1917, and appointed a Director General of Railroads 
by and through whom the possession, control, operation and _ utilization 
would be exercised. The proclamation also provided that the right to 
receive just and adequate compensation for such use, control and operation 
should not be impaired, and recommended an annual guaranteed compensa- 
tion to each railroad company based upon its average net operating in- 
come for the three-year period ended June 30, 1917. The President 
addressed Congress on January 4, 1918, and Congress has passed an act 
providing for Governmental operation for the period of the war and 
twenty-one months after the declaration of peace. This act was signed 
by the President on March 21, 1918, and negotiations thereunder with 
Governmental officials will soon be entered into by this Company. 

Appreciative acknowledgment is hereby made of efficient services during 
the year by officers and employees. 

By order of the Board of Directors. 

GEO. W. STEVENS, 
President, 
FRANK TRUMBULL 
Chairman. 








GENERAL BALANCE SHEET, DECEMBER 31, 1917. 


$45,623,113.28 


408,088. 66 


187.752.00 


200,000. 0( 


$2,416,525.57 
1,482.276.28 


661,728.90 


— $46.418,953.94 


5,864,781.75 
$52.283.735.69 
[ Apv. ] 


LIABILITIES. 
CN Gee on 5.5.4.50.04% 0nd es ea dene buoteee eas Wndeee Saiase $11,000,000.00 
Funded Debt. 
First Consolidated Mortgage 


41%4% Bonds, 1999........+. $16,022,000.00 
First barry Cc. & 8. V. 
R. 4% Bonds, 1948...... 1,401,000.00 
First “Mortgage Cols. & Tol. 
R. R. 4% Bonds, 1955...... 2,441,000.00 
67% Coupon Gold Notes, 1918.. 5,000,000.00 
————_———— $24,864,000.00 
Equipment Trust Obligations.. 1,185,000.00 
—————_——— 26,049,000.00 
$37,049,000.00 
Working Liabilities: 
Traffic Balances ...........-- $621,764.00 
Audited Vouchers ‘and Wages 
RIM eh stue wn ceeesiees 1,205,093.58 
Miscellaneous Accounts Pay- 
OO ER ee a ee 96,565.91 
Matured Interest, Dividends 
and Rents Unpaid ........ 376,609.00 
Other Working Liabilities..... 68,553.74 


—__—————-_ $2, 368,526.23 
Deferred Liabilities. 
Unmatured Interest, Dividends 











and Rents Payable......... $128,068.32 
TREES AGCIUEE. 6666 ceckaeen 543,213.47 
Operating Reserves ..... ion 93,381.14 ‘ 
eg Depreciation—Equip- 
sGietkiatat Rais ais wean 2,412,337.17 
Other Deleted Credit Items.. 268,953.62 
eel — 3,445,953.72 
- ——— 5,814,479.95 
Appropriated Surplus. 
Additions to Property through 
Income since June 30, 1907.. $181,409.11 
Funded Debt Retired through 
Income and Surplus........ 131,331.90 
Reserve Invested in Sinking 
BE, Sree aad atbait > aaiie.ece 817.52 
Reserve Invested in Insurance 
a NS ei ee 45,860.99 
Appropriated — surplus against 
contingent liability for freight 
CM Gri ate alte racine ne ee 120,000.00 
—_—- - $479,419.52 
Profit and Loss—Balance....... 8,940,836.22 
a 9,420,255.74 
TIN eee ib hae bincosasskeswkawin ncaa oi Sa $52,283,735.09 
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SU eee 


Railway Officers 


Vee eee 


PU es 


SUT 


Executive, Financial, Legal and Accounting 


J. A. McCort has been appointed assistant auditor of the 
Wheeling & Lake Erie, with office at Cleveland, Ohio. 


F. W. Pullen has been appointed general agent of all de- 
partments of the Nacozari Railroad Co., with office at Chicago. 


Charles Donnelly, assistant general counsel of the Northern 
Pacific, with headquarters at St. Paul, Minn., has been ap- 
pointed general solicitor. 


Henry L. Adams, assistant attorney for Iowa of the Chicago 
& North Western, has been promoted to attorney for Iowa, with 
headquarters at Des Moines, lowa, succeeding J. C. Davis, pro- 
moted to general solicitor. 


L. B. Shepherd, southwestern passenger agent of the 
Chicago & Alton, at Dallas, Tex., has been transferred to the 
controller’s office at Chicago and the position of southwestern 
passenger agent, at Dallas, Tex., has been abolished. 


A. A. McLoughlin, whose appointment as assistant general 
solicitor for the Chicago & North Western Company, with head- 
quarters at Omaha, Neb., was announced in these columns on 
April 26, was born at 
Webster City, lowa, on 
May 13, 1868. He was 
educated in Iowa State 
College at Ames, lowa, 
and in the University of 
Michigan, at Ann Arbor, 
Mich., graduating in the 
law department in 1892. 


After graduation Mr. 
McLaughlin began the 


general practice of law 
at Des Moines, la., and 
on March 1, 1903, was 
appointed assistant at- 
torney for the Chicago 
& North Western for the 
State of Iowa, which 
position he held until his 
appointment on October 
1, 1912, as attorney for 
the State of Nebraska 
for the same company. 
He continued in this position until his recent promotion to as- 
sistant general solicitor as mentioned above. 





A. A. McLoughlin 


Operating 


Peter Groome has been appointed safety agent of the Union 
Pacific, with headquarters at Omaha, Neb., vice J. M. Guild, 
resigned to enter military service. 


L. G. Waldrop, general agent of the Louisville & Nash- 
ville, with office at Nashville, Tenn., has been appointed as- 
sistant superintendent of the Nashville Terminals. 


H. N. Atwood, general agent of the freight department of 
the Missouri Pacific at St. Louis, Mo., has been appointed 
inspector of freight transportation, and J. G. Hollenbeck, 
general passenger agent at St. Louis, has been appointed in- 
spector of passenger transportation; both with headquarters 
at St. Louis. 


J. W. Deneen, superintendent of the Monongah division of 
the Baltimore & Ohio, with office at Grafton, W. Va., has 
been appointed superintendent of the Cumberland division, 
with office at Cumberland, Md., succeeding George D. 
Brooke, who has been assigned to special duty, with head- 
quarters at Baltimore. 


J. W. Farrell, trainmaster of the Grand Trunk at Richmond, 
Que., has been appointed trainmaster of the First district, with 
headquarters at Island Pond, Vt., and N. P. North has been 
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appointed trainmaster of the Second and Third districts, with 
headquarters at Richmond. The position of assistant trainmas- 
ter, First and Second districts, has been abolished. 


Charles B. Rodgers has been appointed general manager of 
the Davenport, Rock Island & North Western, with headquar- 
ters at Davenport, Iowa, succeeding O. B. Grant, effective May 
1. Mr. Rodgers was born at West Point, Iowa, on October 4, 
1861. He entered railway service with the Chicago, Burlington 
& Quincy in 1880 and has been with that road continuously until 
his recent appointment as mentioned above. 


E. K. Fleming, general agent in the freight department of 
the Chicago, Burlington & Quincy, at Chicago, has been appointed 
on the vice-president’s staff to look after over, short and damage 
matters, with headquarters at Chicago, succeeding C. B. Rodgers, 
resigned to accept service with another company. H. R. Freed, 
general agent at Clinton, Iowa, has been appointed on the vice- 
president's staff to look after station matters, with headquarters 
at Chicago, effective May 1. 


C. B. Floyd has been appointed assistant to the general 
safety agent of the New York Central, with office at New 
York, succeeding R. S. Jarnagin who has gone to Washington 
to take a position in the Safety Section, Department of 
Transportation. Mr. Floyd has been for several years past 
a division safety agent, located in the Chicago territory of 
the New York Central Lines. He will be succeeded in that 
territory by J. W. Johnston, who for past two years has been 
division safety agent on the Big Four at Indianapolis, Ind. 


H. J. Humphrey, superintendent of the Canadian Pacific at 
Brownville Junction, Me., has been appointed superintendent 
of the Laurentian division, with office at Montreal, Que., in 
place of W. Tansley, transferred; J. H. Boyle, superintendent 
at Farnham, Que., has been appointed superintendent of the 
Brownville division, succeeding Mr. Humphrey; J. B. Blair, 
assistant superintendent of the Montreal Terminal division, 
has been appointed superintendent of the Farnham division, 
with office at Farnham, in place of Mr. Boyle; W. E. McGill, 
assistant superintendent at Sudbury, Ont., has been appointed 
assistant superintendent of the Montreal Terminals division, 
in place of Mr. Blair, and C. E. Towle has been appointed 
assistant superintendent, with headquarters at Sudbury, vice 
Mr. McGill. 


W. B. Darrow, superintendent of transportation of the first 
division of the Atlantic Coast Line, at Rocky Mount, N. C., has 
been appointed superintendent of transportation, with authority 
over the system, with office at Wilmington, N. C.; J. Lowell 
White, district superintendent at Norfolk, Va., has been ap- 
pointed superintendent of transportation of the First division, 
with office at Rocky Mount; C. M. Cobb, trainmaster at Tar- 
boro, has been appointed superintendent of the Norfolk district, 
with office at Norfolk; R. B. Hare, assistant superintendent at 
Florence, S. C., has been appointed superintendent of the Co- 
lumbia district. with office at Florence, vice G. G. Lynch, re- 
tired, and the position of assistant superintendent of the Co- 
lumbia district has been abolished; W. H. Newell, Jr., has been 
appointed trainmaster of the Norfolk district, with office at Tar- 
boro. 


Frank W. Taylor, whose appointment as general manager 
of the Missouri, Kansas & Texas, with headquarters at 
Parsons, Kas., was announced in these columns on April 12, 
was born at Water Valley, Miss., on October 24, 1875. Mr. 
Taylor began his railroad career as a machinists’ apprentice 
with the Illinois Central at Water Valley, in June, 1892. 
After serving four years in this capacity he was transferred 
to the Burnside shops, Chicago, where he remained a short 
time. He then returned to Water Valley, Miss., and worked 
as a journeyman machinist until October, 1901, when he was 
appointed night roundhouse foreman. On October 1, 1902, 
Mr. Taylor was transferred to Jackson, Miss., as general 
foreman at that point, and in the following year he was trans- 
ferred to Louisville, Ky., in the same capacity. In October, 
1908, he was promoted to master mechanic, at Mattoon, IIL, 
and on April 1, 1912, was transferred to Waterloo, Iowa, as 
master mechanic of the Minnesota and Iowa divisions. On 
January 1, 1915, Mr. Taylor was appointed superintendent of 
motive power of the International & Great Northern, with 
headquarters at Palestine, Tex. On January 1, he became 
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superintendent of motive power of the Missouri, Kansas & 
Texas, with headquarters at Denison, Tex. On March 1, of 
this year he was promoted to general manager on the 
Missouri, Kansas & Texas, as mentioned above. 


J. E. Fairhead, whose appointment as general superintend- 
ent of the Pittsburgh & West Virginia, with headquarters at 
Pittsburgh, Pa., has already been announced in these columns, 
was born on August 4, 1879, at Urbana, IIl., and was educated 
in the common and high schools at Covington, Ky. He be- 
gan railway work in November, 1901, as clerk to trainmaster 
on the Chesapeake & Ohio, and later served consecutively 
as stenographer in the general manager’s office of the Cleve- 
land, Cincinnati, Chicago & St. Louis; secretary to president 
of the Wabash-Pittsburgh Terminal Railway, at Pittsburgh, 
Pa.; chief clerk to superintendent of the same road; secretary 
to general manager of the Cincinnati, Hamilton & Dayton, 
with office at Cincinnati, Ohio; and secretary to president of 
the Kansas City Southern. From February, 1907, to August, 
1912, he served as chief clerk to general manager and vice- 
president and general manager, and then was appointed 
superintendent of car service of the same road, remaining in 
that position until April 1, 1918, when he became general 
superintendent of the Pittsburgh & West Virginia. 


Traffic 


William T. Price, commercial agent of the Union Pacific 
System, at Pueblo, Colo., has been appointed traffic manager 
and property agent of the Denver (Colo.) Tramway and the 
Denver Interurban. 


Charles H. Ryan, Jr., commercial agent of the Louisville 
& Nashville, at Indianapolis, Ind., has been appointed gen- 
eral agent, with office at Nashville, Tenn., to succeed L. G. 
Waldrop, transferred. 


A. C. Odenbaugh, general agent in the passenger depart- 
ment of the Northern Pacific, at Chicago, has resigned, to 
become connected with the bond department of the Chicago 
Savings Bank in that city. 


Henry Adema, lake grain agent of the Delaware, Lackawanna 
& Western, with office at Buffalo, N. Y., has resigned to become 
secretary of the White Pine Association of the Tonawandas, 
with office at Tonawanda, N. Y. 


John B. Mordecai has been appointed traffic manager of 
the Richmond, Fredericksburg & Potomac and the Washing- 
ton Southern, with office at Richmond, Va., to succeed the 
late Colonel Warren P. Taylor. 


B. H. DaCosta, commercial agent at New York, and J. W. 
Jones, commercial agent at Cincinnati, Ohio, of the Central of 
Georgia, have been assigned to service on the line and the 
agencies at both places have been closed. 


H. P. Cornick, assistant general freight agent of the Louis- 
ville & Nashville at Evansville, Ind., has been appointed gen- 
eral freight agent, with headquarters at Evansville, vice Lee 
Howell, deceased, and his former position has been abolished. 
C. H. Ryan, Jr., has been appointed general agent, with head- 
quarters at Nashville, Tenn., vice L. G. Waldrop, promoted to 
other duties in the transportation department. 


Engineering and Rolling Stock 


Tazwell Ellett, Jr., assistant division engineer of the Balti- 
more & Ohio, with office at Cumberland, Md., has resigned. 


E. S. FitzSimmons, mechanical superintendent of the Erie, 
with office at New York, has resigned to go into other 
business. 


T. R. Stewart, master mechanic of the Baltimore & Ohio, 
at Connellsville, Pa., has been transferred as master mechanic 
to Cumberland, Md. 


H. P. Creighton has been appointed bridge and building 
master of the Canadian Pacific, with headquarters at 
Schreiber, Ont., vice E. T. Draper, transferred. 


The authority of E. C. Sasser, superintendent of motive 
power of the Southern Railway, with office at Charlotte, N.C., 
has been extended to cover the entire lines east; W. S. Mur- 
rian, having resigned to engage in other business, the position 
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of superintendent of motive power of the middle district has 
been abolished. 


H. L. Archbold has been appointed division engineer of 
the Tucson division of the Southern Pacific, with office at 
Tucson, Ariz., succeeding J. D. Mathews, resigned. 


F. C. Haney, signal foreman of the Chicago, Rock Island 
& Pacific, on the Chicago terminal territory, has been appointed 
signal supervisor, with headquarters at Ft. Worth, Tex., succeed- 
ing J. G. Stoll transferred to the Chicago District and assigned 
to other duties, effective May 1. 


H. J. Hanlin has been appointed sanitary engineer of the 
St. Louis Southwestern lines, with headquarters at Texarkana, 
Ark., succeeding H. W. Van Hovenberg who has resigned to 
become sanitary engineer in the United States Public Health 
Service. This appointment was effective May 1. 


H. C. Phillips, general secretary of the Railroad Presidents’ 
Conference Committee cn Federal Valuation of Railroads, with 
headquarters at Philadelphia, Pa., has resigned to become chair- 
man of the Western Group of the Engineering Committee at 
Chicago. The offices of the Western Group were moved on May 
1 to 110 South Dearborn Street, Chicago, where facilities have 
been provided for meetings of sub-committees which are making 
special studies of cost data and unit prices. 


W. H. Winterrowd, whose appointment as chief mechanical 
engineer of the Canadian Pacific, with headquarters at Mon- 
treal, Que., has already been announced in these columns, was 
born on April 2, 1884, 
at Hope, Ind. He at- 
tended the _ public 
schools at Shelbyville, 
Ind., and graduated in 
1907 from Purdue Uni- 
versity. In 1905 he was 
employed for a_ short 
time as a blacksmith’s 
helper on the Lake Erie 
& Western, at Lima, 
Ohio, and in 1906 he 
was a car and air brake 
repairman on the Penn- 
sylvania Lines West, at 
Dennison, Ohio. After 
graduation he became a 
special apprentice on 
the Lake Shore & Mich- 
igan Southern, and in 
1908 he went with the 
Lake Erie, Alliance & 
Wheeling as engine- 
house foreman at Alliance, Ohio. In 1909 he became night 
enginehouse foreman of the Lake Shore & Michigan Southern 
at Youngstown, Ohio, and in 1910 was made roundhouse fore- 
man at Cleveland. Later in the same year he was promoted to 
assistant to the mechanical engineer of the Lake Shore. Since 
September, 1912, he has been with the Canadian Pacific, at 
first as mechanical engineer, and in May, 1915, was appointed 
assistant chief mechanical engineer. 

H. O. Whitney, roadmaster on the Denver & Rio Grande, 
with headquarters at Glenwood Springs, Colo., has been promoted 
to general roadmaster of the Utah lines, with headquarters at 
Salt Lake City, Utah, effective April 29. R. C. Violett, road- 
master on the St. Louis South Western at Mt. Pleasant, Tex., 
has been appointed general roadmaster of the Colorado Lines of 
the Denver & Rio Grande, with headquarters at Denver. B. T. 
Johnson has been made supervisor of maintenance equipment. 





W. H. Winterrowd 


J. A. McFerran, master mechanic of the Louisville & Nash- 
ville, at Covington, Ky., has been appointed master mechanic of 
the Mobile & Montgomery division and branches, with office at 
the Montgomery (Ala.) shop; the position of T. A. Nelson, 
assistant master mechanic at Montgomery, has been abolished, 
and J. D. Maxwell, master mechanic at Mobile, has been re- 
lieved of supervision over mechanical matters on the Mobile & 
Montgomery division and branches; C. W. Matthews has been 
appointed master mechanic of Cincinnati terminals and Ken- 
tucky division, with office at Central Covington (Ky.) shop, vice 
J. A. McFerran; B. E. Dupont has been appointed master 
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mechanic of the Howell (Ind.) shops, Henderson and St. Louis 
divisions and St. Louis terminals, vice Henry Hardie, deceased ; 
F. W. Oakley has been appointed master mechanic of the East- 
ern Kentucky division, with office at Ravenna (Ky.) shops, vice 
Harry S. Hills, deceased, and T. F. Ryan has been appointed 
assistant master mechanic of the Cincinnati terminals and Ken- 
tucky division, with office at Central Covington shop. 


Railway Officers in Government Service 


F. P. Pfahler, master mechanic of the Baltimore & Ohio at 
Cumberland, Md., has been appointed mechanical engineer of the 
Locomotive Section, United States Railroad Administration. 


A. K. Morris, freight coal agent at the Erie, New York, 
has been granted a furlough to serve as director of tidewater 
coal traffic on the Anthracite Committee of the Fuel Ad- 
ministration, with headquarters at New York. 


W. S. Basinger, general passenger agent of the Union 
Pacific. and C. A. Fox, secretary of the Central Passenger 
Association, have been appointed assistants to Gerrit Fort 
in the passenger department of the division of traffic at 
Washington. 


Paul A. Bevan, motive power inspector, Central System, Penn- 
sylvania Railroad, Western Lines, has been granted a furlough 
to enter the Ordnance Department of the United States Army, 
as engineer of tests. Mr. Bevan is located at the United States 
Cartridge Company, Lowell, Mass. 


Charles M. Anderson, superintendent of safety of the 
Nashville, Chattanooga & St. Louis, has been appointed super- 
visor of safety of the southern railroads with headquarters at 
Atlanta, Ga. Mr. Ander- 
son is the first of three 
regional safety officers 
to be appointed to assist 
H. W. Belnap, manager 
of the Safety Section of 
the United States Ad- 
ministration at Wash- 
ington. Mr. Anderson 
was born at Owings- 
ville, Ky., in February, 
1887. He began his rail- 
road career in 1906 as a 
clerk in the office of the 
superintendent of the 
Louisville & Nashville 
at Middlesboro, Ky. He 
was advanced to chief 
clerk in that office and 
in 1912 he was appointed 
chief clerk in the office 
of the superintendent oi 
construction. In 1914 he 
entered the service of the Nashville, Chattanooga & St. Louis, 
and in 1916 was placed in charge of the organization of safety 
work on the system with the title of superintendent of safety. 
Mr. Anderson is also secretary of the steam railroad section of 
the National Safety Council. He will open his office in Atlanta 
on June 1 





C. M. Anderson 


Obituary 


Charles D. Porter, master mechanic of the Pennsylvania 
Railroad, at Pittsburgh, Pa., died in that city on May 2, at the 
age of thirty-five. 


S. L. Bean, mechanical superintendent of the Atchison, 
Topeka & Santa Fe, coast lines, who died at Los Angeles, 
Cal., on March 24, as announced in the Railway Age on 
April 12, was born in Franklin, N. Y., on March 25, 1851. 
He learned the machinist’s trade in the Manchester Loco- 
motive Works and entered railway service with the Wisconsin 
Central in 1873. On June 10, 1903, he was appointed division 
master mechanic for the Santa Fe at Albuquerque, N. M. and 
on April 20, 1914, he was promoted to mechanical superin- 
tendent, with headquarters at Los Angeles, Cal., which posi- 
tion he held until his death. Mr. Bean was 67 years of age. 
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William H. Barnes, director of the Pennsylvania Railroad 
and formerly president of the Allegheny Valley, died on May 
5, at his home in Philadelphia, Pa. He was born in July, 
1829, in Philadelphia and entered the service of the Pennsy]- 
vania Railroad in March, 1848, with an engineering corps at 
Greensburg, Pa. Mr. Barnes was one of the charter mem- 
bers of the Pennsylvania company, and in 1871 served as 
treasurer of that company. In 1884 he became receiver of 
the Allegheny Valley and later, when it was reorganized, he 
became president of that road. Since December, 1889, he was 
a director of the Pennsylvania Railroad Company and was 
also director of a number of other corporations affiliated with 
the Pennsylvania Railroad system. 


Robert Morrison Olyphant, chairman of the executive com- 
mittee of the Delaware & Hudson Company, died on May 2, 
1918, at his home in New York City. Mr. Olyphant was born 
on September 9, 1824, 
at New York, and 
graduated irom Co- 
lumbia College in the 
class of 1842. On Sep- 
tember 15, 1876, he was 
appointed assistant 
president of the Dela- 
ware & Hudson Canal 
Company, and_ had 
served continuously in 
the service of that 
company and its suc- 
cessor, the Delaware & 
Hudson Company, un- 
til his death. From 
May, 1882, to August 
1884, he was vice-presi- 
dent and then served as 
acting president until 
October of the same 
year. He was elected 
president in October, 
1884, and since May 14, 
executive committee. 





R. M. Olyphant 


1903, has been chairman of the 


I~ Mitrtary SERVICE 


Major Charles G. Baird, commanding officer of the 413th 
Telegraph Battalion Signal Corps now in service in France, 
died in France on April 28. Major Baird was born on Febru- 
ary 10, 1880. He en- 
tered the service of the 
Pennsylvania Railroad 
on March 9, 1893, and 
became interested in 
telegraphy. He left the 
Penusylvania Co.’s serv- 
ice on September 25, 
1901, to enlist in the U. 
S. A. Signal Corps, and 
served four years in the 
Philippines. On March 
23, 1905, he returned to 
the service of the Penn- 
sylvania Railroad, and 
in 1910 he had charge of 


the construction and 
installation of all the 
signal, telegraph and 





telephone lines in the 
Pennsylvania _ station, 
New York. He was 
division operator on the New York division at the time he 
was furloughed for service in France. Major Baird was a 
veteran of the Spanish War, and it was largely through 
his efforts that the 413th Telegraph Battalion was organized. 
The unit consists of telegraph operators and electricians, 
nearly all of whom were Pennsylvania Railroad employees. 
His executive abilities were promptly recognized, for even 
though he had been in France but a short time, he was re- 
cently appointed to the position of superintendent of tele- 
phone and telegraph traffic of the American Expeditionary) 
Forces. 


Major C. G. Baird 





